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THE TRANSPORTATION INSTITUTE 
Some time ago we expressed, in this column, crit- 
icism.of the National Transportation Institute that was 
intended to be constructive. It was our hope that those 
at the head of the institute would, whether they relished 
our criticism or not, see its force and act accordingly. 


Though some of the reforms in administration that we ~ 


suggested have been adopted, the institute seems bent 
on a course that, in our opinion, can hardly bring suc- 
cess in the working out of the idea that led to its creation. 

In the first place, the institute has changed its name 
to The American Economic Institute, with a correspond- 
ing broadening in its scope. This, it seems to us, is a 
mistake. There is no demand for such an institute as 
this name implies. There is a need for a transportation 
institute that shall ascertain and publish, in an unbiased 
and scientific manner, the facts relating.to transporta- 
tion problems. If there is not enough demand for such 
an institute to enable it to be founded and supported by 
all interests concerned in transportation, after due effort 
by properly qualified advocates, then it should fail. 
There is nothing to be gained by broadening the scope 
so that persons not willing to contribute to a transpor- 
tation institute will contribute to something else. There 
IS no question as to the fact that the change in name 
and scope was .adopted primarily as a means of acquir- 
ing additional financial support. 

In the second place, the institute is too much con- 
trolled in its personnel and its list of contributors by 
the railroads and railroad supply men. That support 
should have been largely obtained from these sources 
at the start was, perhaps, necessary and justifiable. But 
itwas the plan to substitute for this original support the 
‘upport of other interests, in large part. This has not 
been done. We do not say that the railroads and rail- 
toad supply men control this institute or that they are 


trying to control it in the sense that they mean to dictate 
the kind of information it shall publish. But we do 
say that a persual of its list of directors and financial 
supporters would not tend to remove the suspicion 
from the minds of persons who suspect it of being a 
means of railroad propaganda. And there are many such 
persons. It will not do to say that the men at the head 
of the institute are above suspicion. They are, of 
course, men of reputation and ability who would not 
knowingly lend themselves to a plan to deceive. But 
it must be remembered that they are salaried men, a 
man on salary takes orders from those who employ him, 
and it is human for him to justify to his conscience the 
things they may order. We think it fair to say that 
the statement of a salaried employe as to the purpose and 
methods of an institution of this sort is subject to dis- 
count, whatever his standing may be. 


This leads us to a third objection. There are too 
many salaried men in the institute organization and some 
of their salaries are too high for the work they do. 
Sydney Anderson is president at a salary of $16,000 a 
year. He is a member of Congress and so, of course, 
now gives only ‘part of his time to the institute. It has 
been said that he will not stand for reelection to Con- 
gress and will, after his term expires, give his whole 
attention to the institute. James R. Howard, also « part 
time man, is on a similar salary as chairman of the board 
of directors. Bird M. Robinson is on a smaller salary 
as treasurer. He is also a part time man, his main 
interest being the American Short Line Railroad Associa- 
tion. For a time, as chairman of the executive committee, 
his salary was large. It is to be said, however, that, 
while the institute was in financial straits, he did not 
draw his salary. Mark T. McKee, vice president in charge 
of organization, another part time man, draws $15,000 
a year. Edgar Clark, chairman of the research council, 
originally drew $12,000 a year. This was later cut to 
$8,000. He did practically nothing but lend the use of 
his name and give some advice. David Friday, director 
of research, gives only part of his time to the work. He 
draws $15,000 a year. There is an expectation that, 
under the new administration, the services of Clark and 
Friday will be dispensed with. This remains to be seen. 
Even if this is done the organization will still be top- 
heavy with men who draw salaries for giving such part 
of their time as they can spare to the institute work. 

There is too much politics in the organization for 
success to attend it. This faction is always contending 
with that faction, because of mere desire for power, or to 
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put over some pet scheme, or for this, that, or the other 
reason. ‘The recent triumph of A. H. Mulliken in elect- 
ing his slate of directors is an illustration of what we 
mean. He had obtained certain pledges of financial 
support which it was feared he might not deliver if 
he did not have his way. But his way made enemies. 
They may, and doubtless will, try to “get even” with 
him when the money has been turned over. As another 
illustration, it might be mentioned that President Ander- 
son, though in New York at another hotel at the time 
of the meeting of the board of directors, June 2, did not 
attend the meeting. The politics of the ‘situation was 
such that he and some of his friends thought it wiser 
for him to stay away. 

We think there can be little argument about the 
soundness of the opinion that no institution, organized 
for public benefit, can succeed under such conditions. 
Those interested in promoting it must be actuated by 
the highest motives and must so organize themselves 
as that they may work in harmony for the end to be 
achieved. We still believe there is a field for a transpor- 
tation institute along the lines originally planned. The 
present institute should be entirely reorganized. It should 
be governed by a board and a set of officers representing 
all those who may be interested in adequate transpor- 
tation facilities and sound transportation policies, all of 
whom should serve without pay, only such salaries being 
voted as were earned by men who gave their sole time 
to the institute to do the actual work necessary. Its 
purpose should be single and everything it did should 
be able to bear the closest scrutiny of the worst skeptic. 
If it could not appeal to the public along those lines 
sufficiently to raise, from diversified sources, the neces- 
sary money with which to operate, then it would be a 
failure. But there is no virtue in raising money simply 
for the money’s sake. 

From all this it may be concluded by some that we 
are the enemy of the institute. We are not. We are 
simply the enemy of policies that would wreck it. And 
we do not wish to be unfair. We commend the direc- 
tors for ratifying the report of the committee which 
recommended a change in methods under which the 
research council operated. We also commend—if it has 
been done—the proposed cutting of the pay roll above 
teferred to. But those things are not, after all, funda- 
mental. It may well be that, under the new plan, the 
former inefficiency, shown by the scarcity and unimpor- 
tance of the material issued by an expensive organiza- 
tion, will be cured and that money will be raised in 
sufficient quantities to continue the work. ‘ But that, as 
we have been trying to show, is not the question. 


THE HOCH-SMITH RESOLUTION 

Sometimes the petty politics played by our senators 
and representatives in Congress result in unlooked for 
and unintended good as well as in harm. That is the 
Case with respect to the Hoch-Smith rate revision reso- 
lution, which was on the cards for final passage by 
Congress but which was held up because of the tactics 
of Senator Pittman, who, in the closing hour of the ses- 
‘ion, which adjourned June 7, filibustered to prevent 
Passage of the urgent deficiency bill, for the reason that 
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it did not contain an appropriation for a special pet of 
his. He prevented the passage not only of this bill but 
of others, as is told elsewhere. Among the others was 
the Hoch-Smith resolution. 

This resolution, which had been somewhat improved 
by the House, which had amended it so that the principle 
involved did not specifically apply to all industries but 
merely to agriculture (though, as we have pointed out, 
the principle was still there, whether expressed or not) 
was amended again by the Senate to include, with the 
original Hoch resolution, a part of the Smith resolution 
declaring it to be the true policy in rate making to 
consider the conditions that prevail in “our several in- 
dustries” at any given time. The House adopted the 


_conference report in favor of the resolution as thus 


amended and the conference report is still pending for 
action in the Senate. It is in this form that the reso- 
lution will come up for action when Congress recon- 
venes next December. 

We are relieved, at least until that time, of a long 
and more or less useless investigation by the Commission 
in accordance with the original Hoch resolution and of 
the application of the principle in rate making that rates 
must be made with a view to relieving agriculture or 
any other industry, when that industry happens not to 
be in thriving condition. We hope that, by the time 
Congress reconvenes, wiser councils will have prevailed 
and our legislative representatives will have learned the 
unsoundness and impracticability of what they propose, 
as well as the small amount of advantage that would 
accrue to the farmer through any possible reduction in 
the freight rates on agricultural commodities that could 
be conceived as reasonable. 

The full text of the Hoch-Smith resolution, as it 
now stands, is printed elsewhere. 


FILING OF OVERCHARGE CLAIMS 


The Trafic World Washington Bureau 


President Coolidge, June 7, signed S. 2704, the bill amending 
paragraph 3 of section 16 of the interstate commerce act. 
Thereby he made it a part of the interstate commerce law re- 
lating to the recovery of their charges by carriers, and the filing 
of claims and suits, by shippers, for the recovery of overcharges. 
Six months from June 7 are allowed for the filing of claims for 
the return of overcharges, accruing on and since March 1, 1920, 
now barred by the statute of limitations, as construed by the 
Supreme Court of the United States, and, therefore, the law of 
the land up to the time President Coolidge signed the bill. 

Broadly speaking, the six months’ period, which began run- 
ning June 7, it is believed, is the important thing to be remem- 
bered now. There are now questions as to the meaning of what 
has been added to the interstate commerce act. Others, it is 
reasonable to expect, will arise nearly every day from this time 
on, because of the varying facts in regard to particular claims, 
and because men do not agree as to the significance of words. 

For the time being, however, it is suspected, the questions 
as to meaning, will be of less importance than a remembering of 
the fact that claims now dead will become alive again, only if 
they are filed within the six months’ period, which began run- 
ning June 7, 1924. 

The exact language of the addition to the interstate com- 
merce act is to be found in the Traffic World, June 7, 1924, p. 
1453. As to what the language means, there is an explanation 
of the measure by Commissioner Esch, chairman of the Com- 
mission’s legislative committee, because the bill, S. 2704, signed 
by the President, is a substitute, drawn by the Commission, for 
bills on the same subject, introduced by Senators Cummins, 
Sheppard, and Overman. Those bills were referred to the Com- 
mission for comment and suggestion. The result was that the 
Commission, through its legislative committee, prepared a sub- 
stitute, which, with the addition of commas, was passed by Con- 
gress and signed by President Coolidge. The explanation was 
published in the Traffic World, March 8, pp. 598-9. 
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The addition to the interstate commerce act makes definite 
the alternative right of the shipper to move for the collection of 
overcharges, to sue in the courts, or file complaint with the Com- 
mission. Prior to the passage of the transportation law and its 
interpretation by the Railroad Administration and the courts, 
the Commission had nothing to do with overcharges, as such. It 
frequently found that complaints were filed with it alleging vio- 
lation of one or more of the first four sections of the interstate 
commerce act, or act to regulate commerce as it was called be- 
fore the passage of the transportation act, because the carrier 
or carriers collected more than their tariffs permitted. In such 
cases it said there was an overcharge or overcharges and directed 
the carriers to refund or make reparation. The transportation 
act required the filing of “claims” arising out of transactions in 
the period of fefedral control, with the Commission, within one 
year after the end of such control. Some time before that year 
had run, the Railroad Administration construed that to mean 
not only claims for reparation but also claims for overcharges, 
which theretofore, except in instances where overcharges were 
made the ground for claims for reparation on account of alleged 
violations of one or more of the first four sections of the act, 
were handled by direct negotiations between the carriers and 
the shippers. 

That interpretation of the transportation law by the Rail- 
road Administration caused thousands of overcharge claims to 
be placed upon the files of the Commission. That body regis- 
tered them and sent them to the Director-General for disposi- 
tion, where possible, by negotiations such as had theretofore 
been the practice, between the carriers and shippers. 

When the decision in the Wolf case was made, as a sort of 
addition to the Phillips case, (citations as to which are carried 
in the Commission’s explanation of the substitute bill prepared 
by it), the whole question of limitations was thrown into confu- 
sion. From that confusion obtruded the irritating fact that the 
state of the law was such that a carrier had three years in 
which to sue for the recovery of its charges (undercharge 
claims), while the shipper had only two years in which to file 
his claim for the return of charges in excess of the lawful rate. 
In other words, the carrier had one year, after the shipper’s 
right to allege the rate was unreasonable or otherwise in viola- 
tion of one or more of the first four sections of the act had 
expired, to consider whether or not it would sue the shipper, al- 
leging he had paid less than the lawful rate. 

While that confusion lasted, the Commission ruled against 
the settlement of overcharge claims presented by shippers after 
the lapse of the two year period in which a claim for repara- 
tion might have been filed against the carrier, on the so-called 
“prayer book” rule—that is, on its merits without regard to the 
statute of limitation, thereby closing the door tightly against 
the shipper. 

The substitute prepared by the Commission for the varying 
bills on the subject was intended to clarify the situation. It 
was intended to put shipper and carrier on the same footing as 
to claims for over and under charges and the things to be done 
for their collection—namely, three years, with a proviso that if 
the carrier rejected a claim, additional time was to be given him 
for pursuing his remedy, and making it certain that, as to claims 
for reparation, on account of the violation of one or more of the 
first four sections of the act, the two year period of limitation 
was to continue to be the law. 


DAVIS ON REPARATION INTEREST 


In accordance with a promise made to Joseph H. Beek, 
executive secretary of the National Industrial Traffic League 
(Traffic World, May 31, p. 1384), Director-General Davis has 
written the following, on the subject of interest on reparation: 


Confirming the conversation which we had recently in re- 
gard to the disputed liability on the part of the Railroad Ad- 
ministration in the matter of interest on reparation claims, and 
fulfilling my promise to write to you in effect what I said to 
you verbally, I submit the following: 

The right of shippers to present reparation claims against 
the Government is defined in paragraph (c) of Section 206 of 
the Transportation Act, and authorizes the Interstate Commerce 
Commission to hear and determine these claims in the manner pro- 
vided for in the Interstate Commerce Act, and to award “damage” 
where the President during the period of Federal control enforced 
rates, fares, charges, classifications, regulations, or practices which 
were unjust, unreasonable, unjustly discriminatory, or otherwise in 
violation of the Interstate Commerce Act. 

The courts have always recognized the general rule that 
interest is not allowable upon claims for unliquidated damages. 
It is true there have been some modification of this where 
the amount that was due could have been readily determined, 
either by computation alone or by computation in connection 
with established market values or other generally recognized 
standards; that is, interest has ordinarily been allowed as a 
penalty because of the unwillingness of a debtor to pay an 
amount which he had the right to pay, and which could be 
readily ascertained. 

A claim for reparation does not come within either of these 
exceptions, but, on the contrary, under the penalty of crim- 
inal prosecution, these reparations could not be paid by the 
carrier and could not be received by the shipper until after 
the amount, if any, had been determined by the Interstate Com- 
merce Commission and the payment of same approved. There- 
fore, upon the general rules of law applicable to the Railroad 
Administration as well as the carriers, it would seem unjust 
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to compel the. payment of interest over a period of three, four 


five or six years, upon claims which the Railroad Administratj,, 
was by law prohibited from paying until the amount due = 
been ascertained by the Interstate Commerce Commission 2 
Aside from this general proposition, there is an expr 
Federal statute which provides, as to claims against the ee 
ras ‘ 4 a 
“No interest shall be allowed on any claim up to the t 
of the rendition of judgment thereon stipulatin - 
ment of interest.” ea - = tor Gore 
SR sa — 1g oh F me ange —— yt construing this 
e, in case o nite ates vs. Nor eri 
Company, 258 U. 8., 830, said: can Trading 
“Interest may no e added because Section 177 
Judicial Code, re-enacting Section 1091 of the Revised statutt? 
a heap awe eto Thales a on any claim = 
e time o e ren on of judgment thereon sti 
the payment of interest’.” 7 tec 
The Court further said in this case: 
“That rule had theretofore been uniformly applied in our 


— departments except where statutes provided other. 


ages, the Gourt eee: . 

“So rigorously is e rule applied that, in the ad 

of mutual claims between an individual and the Govermaal 
the latter has been held entitled to interest on its credits 


although relieved from the payment of int 
against it.” pay of interest on the charges 


There is no specific provision either in the Transpor 
Act or the Act to Regulate Commerce authorizing the ‘Comal 
sion to make an allowance of interest on its awards. 

The Commission in making the awards which are in con- 
troversy has not allowed interest as a part of the lump allow- 
ance for damages, but has first found the damages and then 
allowed interest as a separate item. 


It is perhaps true that in originally adjusting repar 
claims the Railroad Administration, following the orders tu 
Interstate Commerce Commission, in some cases allowed jp. 
terest. In view, however, of the increased number and very large 
increase in the amount of these claims, and the fact that the 
interest, covering a number of years, comprised a very appre. 
ciable proportion of same, the Administration, after a very 
careful re-investigation of this proposition, concluded that the 
question as to the liability for interest or reparation claims 
was of sufficient doubt to justify adjustments on the basis of 
same being claims of doubtful character, and recent opinions 


of the courts have justified this attitude on the part of the 
Railroad Administration. 


As I understand it, there is no direct holding of a court, 
based on a state of facts such as is presented in these repara- 
tion claims, authorizing the Government to pay interest, and, 
further, there is now pending in Congress proposed legislation 
requiring payment of interest on these claims. 

In this situation, I do not see how the Railroad Adminis- 
tration can assume any other attitude but that these claims 
for interest are of such doubtful character that they are not 
only properly the subject of adjustment but perhaps in the 
future should be wholly refused, in the absence of authoritative 
judicial decision or affirmative legislative mandate. 

I have tried in the adjustment of the claims of the shippers 
to consistently follow the orders of the Interstate Commerce 
Commission, where they were reasonably free from doubt. On 
the other hand, I have always felt justified in exercising the 
privilege which the carriers under private control have always 
exercised of having doubtful decisions of the Interstate Con- 
merce Commission reviewed by a proceeding in court. 


REVENUE TRAFFIC STATISTICS 


Freight revenue of 177 Class I roads, exclusively of switch 
ing and terminal companies, totaled $370,961,388 in March, 
as compared with $397,983,740 in March, 1923, and $1,055.510,474 
in the three months ended with March as compared with $1,090; 
456,242 in the same period of 1923, according to revenue traffic 
statistics issued by the Bureau of Statistics of the Commission. 
Passenger revenue totaled $87,145,647 in March as compared 
with $88,275,728 in March, 1923, and $262,262,300 in the three 
months ended with March as compared with $258,595,559 in 
the same period of 1923. 

Revenue tons carried totaled 178,640,000 in March as coll 
pared with 188,217,000 in March, 1923, and 514,923,000 in the 
three months ended with March as compared with 528,599,000 
in the same period of 1923. 

Revenue tons carried 1 mile totaled 32,987,278,000 in March 

as compared with 35,302,257,000 in March, 1923, and 95,68; 
473,000 in the three months ended with March as compared 
with 98,761,953,000 in the same period of 1923. 

Revenue per ton-mile averaged 11.25 mills in March 4 
compared with 11.27 mills in March, 1923, and 10.92 mills for 
the three months as compared with 11.04 mills for the same 
period of 1923. 

Revenue per ton per road averaged $2.08 in March as col 
pared with $2.11 in March, 1923, and $2.05 in the three months 4% 
compared with $2.06 for the same period of 1923. 

Revenue passengers carried totaled 82,278,000 in March 
as compared with 84,288,000 in March, 1923, and 241,849,000 
in the three months as compared with 243,180,000 in the same 
period of 1923. 


Revenue per passenger-mile averaged 3.095 cents in Mareh 
as compared with 3,121 cents in March, 1923, and 3.090 ceals 
in the three months as compared with 3.104 cents in the samé 
period of 1923. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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Meant Nothing to the Commission.—An old lady, knitting 
py the fireside, could have been no more oblivious to what 
was taking place at Cleveland this week than was the Commis- 
sion. Every other government office was more or less on 
nettles about questions under consideration in the convention 
city. That lack of interest on the part of commissioners arose 
not because they never take interest in politics, but from the 
fact that a commissioner, if he attends to his work that forces 
them to care which party is in power. Even if every politi- 
cian in Congress could have his way about rates, the upshot 
would not be any increase in the political interest of commis- 
sioners. For every man in Congress who clamored for this or 
that, in the way of rates, the Commission, if requested, could 
produce three men who would tell the clamorer that, if he 
had his way, he would ruin the people he was trying to help. 
That applies even to Senator Gooding. _if the fourth section 
is enforced in the future, as to transcontinental rates, as it has 
been since 1918, the transcontinental carriers, it is believed by 
many, will have to have higher rates simply because of the 
revenue of which they have been deprived by being forbidden 
to get as much business to the terminals as they could obtain 
were they permitted to meet competition where it exists and 
in the only way competition can be met. If the Hoch resolu- 
tion method of making rates should come into vogue, rates on 


grains might go down, while rates on other agricultural prod- 


ucts, the prices of which are high would go up thereby re- 
moving, possibly, the distress in the grain states and causing 
howls somewhere else. Yet there are traffic men who believe 
the rule for making rates no higher than the traffic can bear 
isa good one. It would require the minimum of attention to the 
cost of transportation and its “proper distribution” among the 
commodities receiving transportation. In the end, it would 
be found that the transfer of burdens could not be measured 
by any standard of party politics. The making of rates on 
cal, as advocataed by Representative Underwood of Ohio— 
that is, in such way az to give Ohio mines the practical control 
of markets—would not raise a party question. There are Dem- 
ocrats and Republicans in all the states that would be affected, 
even in Virginia and Tennessee. The way Stearns and Butler, 
the President’s managers, handled the preconvention business 
reminded some of the veteran correspondents of the way 
Hanna did things in preconvention days. Apparently they were 
never satisfied unless and until they got business-like report? 
from every state and congressional district. When things in 
a given state or district were not “right” they sent workers out 
to the state or district to make them right—from the Coolidge 
point of view. The way they laid out Senator Lodge, by 
ignoring him in the distribution of convention honors, in parti- 
cular, reminded them of the way Hanna treated the Massa- 
chusetts veteran. The latter, for a long time, allowed folks to 
think he carried around the gold plank of 1896 in the inside 
pocket of his seal brown coat of that year. H. H. Kohleaat, 
of Chicago, about a year ago, told some history about that 
work that split off a large section of the Republican party and 
put William J. Bryan closer to the presidency than he has 
ever been since. Hanna gave Lodge no more real work to do 
in that convention than Stearns and Butler have given him 
in the Cleveland affair. 





Making Shippers Take a Chance.—When George tells him- 
self to “take a chance” and make speculation, the winner is 
accounted a success. But shippers who have read the Com- 
mission’s decision and the opinion of the Supreme Court of 
the United States in what is known as the “joint mine case,” 
Wonder if it really should be within the province of the law to 
compel George to take a chance. Under the rule adopted in 
the joint mine case, the man who has a mine on two or more 
railroads must decide, the day before, how many cars he shall 
order from a particular railroad. He must run the risk of 
obtaining fewer cars than if he had ordered from another. 
The railroad receiving an order Tuesday afternoon is not always 
sure of having as large a supply of car: the next day as it 
thought it would have. In such event, the joint mine owner 
loses. So does the single line mine operator. But the latter 
loses for something over which neither he nor the law could 
exercise any control. The law introduces the possibility. When 
Persons “speculate” on something that may happen because 
her have invented a game in which the thing that decides the 
Me will happen, the only question being as to when the fate- 
ul seven will come along to cause the loss of bones and 
Parag they call it gambling. The law introduces a condition 

at some time will cause the joint mine owner to have fewer 
frig as some see it, than if he were not compelled to place 
8 orders for cars the day before he could know how many 
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would be available. Another situation of that gambling kind 
is made possible by the rule that forbids diversion or recon- 
sgnment of freight moving on export bills, except under penalty 
of having the combination of locals apply, if the steamer sail- 
ing for which the freight was forwarded, is cancelled, after 
the cars begin moving. The shipper cannot know the sailing 
will be cancelled, so he is compelled to°take a chance. That 
kind of situation is outlined in Attorney-Examiner Arthur R. 
Mackley’s proposed report on No. 14814, United Commercial 
Company vs. Southern Pacific et al., published elsewhere in 
this issue. 





Chlorine for War and Colds.—Army officer: and civilians 
who believe they have a faint conception of the risk this coun- 
try always takes by allowing its military establishment to run 
down after the end of a war, hope the popular interest in the 
curing of colds by the chlorine -gas treatment will have a ben- 
eficial effect in a military sense. As soon as the armistice 
was signed, the immense chemical manufacturing plant near 
Baltimore, that had been nearly finished while the war was 
going on, was allowed to begin running down. Insufficient 
appropriation: were the rule. The enormous power plant was 
offered for sale—with no takers. It was not completed. Gen. 
Amos Fries, in charge of the chemical warfare section of the 
army, for years has done everything possible to educate the 
people to the value of completing that plant and keeping it 
ready to turn out chemicals for warfare and for other uses. 
As planned, the chlorine manufacturing plant at that chemical 
establishment has the greatest capacity of any in the world. 
Chlorine, to the gases used in warfare, is what iron ore is to the 
iron and steel industry. It is the foundation for practically 
all the gases and chemicals used in fighting. When the wa® 
ended, it was just about ready to deliver tons of chlorine every 
day. The rest of the plant was ready to deliver the deadliest of 
gases, such as the Germans knew how to make but never 
found a way for throwing any distance without rendering them 
comparatively harmless by the heat necessary to throw the 
bombs. The American chemists and ordnance technicians, it is 
claimed, solved the problein, which, if the Germans had solved 
it, would have been worth more than a million men to them. 
Interest on the part of the people in forcing the maintenance 
of that plant at the highest point of efficiency, many believe, 
would be the best kind of: national insurance policy. The 
curing of colds by means of chlorine gas may create the interest 
that will force Congress to forget river useless improvements 
and give the money for the chlorine plant. 





Some Carriers Profitable.—Az profit earners even such prof- 
itable railroads as the Pittsburgh & Lake Erie, the steel cor- 
poration railroads, and the Ironton ought to get out of the way 
and let common carriers “as can run” have a chance. There 
are fine runners among the oil carrying pipe lines. In the com- 
pilation of selected items from the annual report: of pipe line 
companies for 1923, published by the Commission’s bureau of 
statistics this week, seventeen of the thirty-five companies men- 
tioned are shown to have declared dividends of 10 per cent and 
upward. The highest rate of dividend, 90 per cent, was paid by 
the United States Pipe Line Company, Pennsylvania, which is 
out of business and in the process of liquidation. It was a 
small company having an investment of only $624,112. It is, 
therefore, not a fair sample, though the report shows it as 
having paid a 90 per cent dividend. Its pipe line operating in- 
come, however, was shown as a deficit of $72,265 and its net. 
income a deficit of $57,104, so that obviously, the dividend waz 
a distribution of its assets. The other declarers of big divi- 
dends and the rate: were as follows: Empire, having 963 miles 
in Kan:zas, Oklahoma, Texas and Arkansas, 75 per cent; 
Oklahoma Pipe Line Co., in Kansas and Oklahoma, having a 
line of 1235 miles, a 50 per cent dividend representing a divi- 
dend on 300,000 shares of stock having no par; Pure Oil, in 
Ohio, Pennsylvania and West Virginia, a stock dividend of 
50 per cent, its operating income having been a deficit of 
79,368; Humble, with a mileage of 1,580 in Texas, 46.67 per 
cent, thereby rather belying its name; Tidewater, with a mile- 
age of 2,111 in Illinois, ndiana, New Jersey, New York, Ohio, 
and Pennsylvania, 40 per cent; and Texas Pipe Line Company, 
with a mileage of 1,951, in Louisiana, Texas and Arkansas, 25 
per cent. The very large companies, like the Praisie, with a 
mileage of 10,778, did not pay as large rates, the Prairie’s being 
8 per cent; the Buckeye, mileage 6,455, paid 13.5; and the 
Sinclair, with a mileage of 5,732, paid 7 per cent. 





Customer Ownership.—Cuztomer ownership of railroads, 
advocated by L. F. Wiegand, manager of the investment de- 
partment of the Potomac Edison Company, Hagerstown, Md. 
(Traffic World, June 7, p. 1467), has often been discussed by 
the Commission,, is a deprecatory way, in the tap line.cases. 
Of course, that iz not the customer ownership idea.. Mr. 
Wiegand seems-to have had in mind, but it is- customer. owner- 
ship just the same. If a customer may or ought to own stock 
in a railroad, or own its bonds, what should be the limit, ig 
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one of the questions that would arise early. In the case of 
the Okmulgee Northern, men interested in the Indiahoma Re- 
fining Company were or are the principal stockholders in the 
railroad. The carrier made money, but not the Indiahoma, 
although its Okmulgee plant, among oil men, is deemed to have 
been prosperous. The receiver, however, said the Indiahoma 
was not hurt by reason of its product having been shipped over 
the short line, because it would have paid az: much over any 
other. Customer ownership is being forced on communities by 
the high operating expenses on short lines and branches, in 
self defense. If they do not become owners they will lose 
railroad facilities. How some of the ventures come out will be 
worth watching. If they have to pay the high scales of wages 
decreed by the government when McAdoo was in control and 
approved by governmental agencies since then, the roads may 
soon be junked. If they are permitted to operate with labor 
paid on a competitive basis, it is inferred, they may get along. 
In the early days of railroad building, it might be suggested, 
there was cuztomer ownershp of railroads, but it left a bad 
taste in the mouth because so many of the promoters were 
interested only in getting the money of the customers and 
not in operating the railroads, the result being receiverships 
and the closing out of the buyers of stock, usually on the in- 
stallment plan, which left the customers without funds to pay 
assessment or otherwise to protect their money. The American 
Telephone and Telegraph Company is working customer owner- 
ship as well as employee ownership, apparently with great 
success, especially in the creation of a public sentiment that 
demands that demagogues prove that it is all wrong in its 
policies and a robber in its rates. The telephone officials, 
however, may not believe that their efforts in that direction 
have yet been highly <uccessful. 





The “Low Down” by Radio.—The radio is introducing mil- 
lions to the national conventions who never had an opportunity 
even to suspect how one of the great quadrennial convocations 
was operated. Many a man who has attended many conven- 
tions has had the wife of his bosom come to him with wide 
open eyes to tell him that Theodore Burton did not actually 
make rulings and give recognitions as temporary chairman, 
but depended on some one at his elbow, seemingly, to tell him 
what to say next. That information came via radio because the 
microphone carried, not only what Burton said, but also what 
the parliamentary clerk told him to do and say in response to 
what was going on, in a routine way, on the floor. Via thaf 
route the men and women of the land, with even better oppor- 
tunity for hearing than those seated on the convention étage, 
have learned that the presiding officer in a large meeting where 
there may be a contest, as well as the speaker of the House 
of Representatives and the presiding officer in the Senate, has a 
parliamentary sharp at his elbow to tell him what to do. The 
presiding officer, if he tried to do all the detail work him:elf, 
would have no time for doing anything else. He could never 
say a word to a person who came to the chair to ask a question, 
or take his eye off the proceeding for a second. Even with all 
the watchfulness of the “clerk at the speaker’s table” as the 
parliamentarian of the House of Representative: is called, 
the Speaker is forced to say the chair’s attention was dis- 
tracted and, therefore, has to ask the man doing the talking 
to repeat what he has said. A. E. H. 


FINANCE APPLICATIONS 


The Erie Railroad Company has applied to the Commission 
for an order authorizing it to pledge and to repledge from time 
to tinie, (1) not exceeding $17,217,000 principal amount of the 
company’s first consolidated mortgage general lien 4 per cent 
bonds, due January 1, 1996; (2) not exceeding $8,372,000 prin- 
cipal amount of the company’s general mortgage 4 per cent 
convertible 50-year gold bonds, series “D,” due April 1, 1953, 
and (3) not exceeding $440,000 principal amount of the com- 
pany’s general mortgage 4 per cent convertible 50-year gold 
bonds, series “B,” due April 1, 1953, as collateral security for 
short-term notes. 

The Quebec Extension Railway Company of Maine has 

applied to the Commission for authority to construct a new 
line of railroad in Aroostook county, Maine, extending from 
a point of connection with the Aroostook Valley to a point 
on the west line of the state of Maine, a distance of 112 miles. 
Construction of the line, the applicant said, will open up a 
vast extent of new country for development as farming land 
and be a means of creating new homes and new industries. 
The line would pass through practically an unbroken forest, 
the applicant said. The applicant company was organized for 
the purpose of acquiring the interest, rights, powers, privileges 
and franchise of the Aroostook Valley Railroad Company. 
- The Oklahoma City-Ada-Atoka Railway Company has ap- 
plied for approval and authorization of the acquisition of con- 
trol by lease of that part of the line of railroad owned by the 
Missouri-Kansas-Texas Railway Company extending from Atoka 
to Coalgate, Okla., a distance of approximately 13 miles. 
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The Chicago, Milwaukee & St. Paul and the Chicago, Terre 


Haute & Southeastern have filed an application with the Con. | 


mission asking that the Southeastern be authorized to issue ang 
deliver to the St. Paul $1,020,000 of first and refunding mor. 
gage gold bonds in-reimbursement for expenditures for aga. 
tions, betterments, improvements and extensions to the leageg 
property (the Chicago, Terre Haute & Southeastern). The gy 
Paul asks for authority to guarantee the bonds. 

The Union Terminal Company of Texas has applied to the 
Commission for an order authorizing the company to ente 
into extension agreements with the holders of $510,000 of Notes, 
due October 10, 1924, so as to make the same mature on (eto. 
ber 10, 1925. 

The Texas & Pacific Railway Company has applied for ay 
order authorizing the issue and delivery to the Director-Gep. 
eral of Railroads of a note or notes for $4,400,000 in respec 
of additions and betterments in the period of federal control 
and to issue $5,500,000 of general and refunding mortgage 
bonds to secure the note or notes. 

The Baltimore, Chesapeake & Atlantic has applied to the 
Commission for authority to acquire the Baltimore & Eastem, 
by purchase of its capital stock of $230,000, for cash. 

The Baltimore & Eastern has applied for a certificate per. 
mitting it to operate forty miles of the old Maryland, Delaware 
& Virginia, extending from Love Point to Centerville, Md., and 
a ferry from Love Point to Baltimore; also to issue $230,000 of 
capital stock to buy the physical property it proposes to operate, 
as parts of the Pennsylvania system. The property to be ac 
quired and operated constitutes part of a railroad, some parts of 
which have been abandoned. 

The Statesboro Northern Railway has asked for authority to 
issue $120,000 of first mortgage six per cent five year bonds and 


to sell, or pledge them in accordance with plans to rehabilitate _ 


a part of the abandoned Savannah, Augusta & Northern railroad, 
The money to be raised by this issue of bonds is to be used in 
paying for the part of the abandoned railroad which is to be 
operated, It extends from Stevens Crossing to Statesboro, Ga. 
The Savannah, Augusta & Northern was reorganized, in part, 
into the Midland Valley. The applicant is to take over what 
was known for a time as the Midland Valley. The plan calls for 
selling $30,000 of the bonds to communities along the railroad 
which, otherwise, would be without railroad service. That part 
of the issue is to be sold at par. The remainder of the issue 
is to be pledged. 


UNCONTESTED FINANCE CASES 

The Norfolk & Portsmouth Belt Line has been authorized 
to issue under date of July 16, 1924, a one-year 6 per cent pro- 
missory note for $50,000, payable to the order of the Norfolk 
National Bank, Norfolk, Va., in renewal of a promissory note 
for $75,000, reduced by $25,000, maturing July 16. 

The International-Great Northern has been authorized to 
procure authentication and delivery of $1,809,000 of first mort- 
gage 30-year 6 per cent gold bonds and to pledge them from 
time to time as collateral security for short term notes. Action 
on applicant’s request for authority to sell the bonds was de 
ferred. 

The Commission has issued an order in an uncontested 
finance docket case heretofore reported, authorizing the ex 
tension of $12,000 of equipment trust notes of the Waco, Beat- 
mont, Trinity & Sabine, due June 1, 1924, from that date of 
maturity to June 1, 1929. 


NICKEL PLATE BOND ISSUE 

The New York, Chicago & St. Louis has been authorized by 
the Commission to procure authentication and delivery of $26,058, 
000 of refunding mortgage 514 per cent bonds to be sold at the 
best price obtainable but at not less than 90 per cent of par and 
accrued interest, or to pledge and repledge them from time to 
time as collateral security for short-term notes or loans, and to 
pledge with the trustee of the refunding mortgage $425,000 of 
Toledo, St. Louis & Western prior lien 3% per cent bonds. 
Action was deferred on the part of the Nickel Plate’s application 
asking authority to issue $86,010,000 of refunding mortgage 
bonds. The Commission said the company had not yet deter 
mined upon the details of that issue. 

The bonds are to be issued in respect of reimbursement of 
expenditures for additions and betterments to February 29, 1924, 
to the extent of $24,358,017.64, and to reimburse the applicant for 
other expenditures, and also for exchange for $425,000 of Toledo, 
St. Louis & Western prior lien bonds. 

Commissioner Eastman, dissenting, pointed out he had ob 
jected to approval of consolidation of the properties of the 
Nickel Plate into one system, and said that, being of opinion 
that the applicant had no valid title to its properties, he W4# 
unable to approve the issue of the’ bonds in question. 


CHANGE IN DOCKET 
Hearing in I. and S. No. 2118, Cement, Oklahoma and Kat 


sas to Texas, assigned for June 9, at Kansas City, Mo., before 
Examiner Seal, was cancelled. 
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EASTERN CLASS RATES 


The Commission, June 10, took the first formal step in the 
direction of a general revision of class rates within Eastern 
Trunk Line territory and between points in that territory and 
other territories in the eastern district by denying fourth section 
relief, as of November 15, in accordance with the understanding 
reached at the hearing on April 15, on portions of fourth section 
application No. 1774 and those joined with it. The Commission 
rescinded all kinds of relief heretofore granted in respect of 
fourth section departures, thus leaving the way open for the 
initiation of the case in which the class rate structure will be 
reconstructed. 


The Commission, in announcing the denial, made a purely 
formal report, in mimeograph form, the action which stands as 
that of the Commission, having been taken by division 2, com- 
posed of Commissioners Aitchison, Esch and Campbell. The 
report shows the case to have been sumbitted April 15, the 
date of the pro forma hearing on fourth section application No. 
1774 and those joined with it. The report, exclusive of the 
appendix of more than two pages of numbers of applications, 
is as follows: j 


This proceeding involves a consideration of those portions 
of the fourth section applications listed in appendix hereto by 
which carriers parties to said applications asked for authority 
to continue to maintain class -rates: 

(1) Between points within Eastern Trunk Line territory 
which are lower for longer than for shorter distances over the 
same line or route in the same direction, the shorter being in- 
cluded within the longer distance. 

(2) From or to points in Eastern Trunk Line territory to 
or from points in adjacent territory that are lower than rates 
on like property from, to or between intermediate points in 
Eastern Trunk Line territory. 

(3) From, to or between points in Eastern Trunk Line ter- 
ritory that are higher than rates from, to or between points in 
adjacent territory, when such points in Eastern Trunk Line ter- 
ritory are directly intermediate to points in adjacent territory. 

Also for authority to continue to maintain class rates for 
the transportation of traffic via rail, or partly via rail and partly 
via water, which are lower for longer than for shorter distances 
over the same line or route in the same direction: 

(1) Between points in Central Freight Association territory 
on the one hand, and points in Eastern Trunk Line territory and 
New England Freight Association territory on the other. 

(2) Between points in»Eastern Trunk Line territory on the 
one hand, and points in New England Freight Association terri- 
tory on the other. 

At the hearing on these applications no evidence was intro- 
duced in justification of the fourth section departures involved. 
The representatives of the carriers present stated that they were 
not prepared to justify such departures and agreed that a gen- 
eral denial order should be entered. They further stated that the 
removal of such departures would involve a general readjust- 
ment of the class rates within Eastern Trunk Line territory; 
also certain readjustments in_the class rates between Central 
territory on the one hand and Eastern Trunk Line and New Eng- 
land territories on the other, and between Eastern Trunk Line 
and New England territories. The -arriers requested that the 
effective date of the denial order. be made far enough in the 
future to enable them to complete the proposed readjustment. 
The portions of the applications considered will therefore be de- 
nied, effective November 15, 1924. 

All fourth section relief heretofore authorized by the Com-~- 
mission with respect to these rates, whether of a temporary or 
nent character, will be réscinded, effective on the same 


SPECIAL IRON RATES 


In a mimeograph report on No. 13848, Traffic Bureau of 
Knoxville vs. Southern Railway, et al., written by Commis- 
sioner Campbell, the Commission found unreasonable and un- 
duly prejudicial in some instances, rates on special iron and 
steel articles from Cincinnati and Ironton, Ohio, and Pittsburgh, 
Pa., and points taking the same or related rates, on tin and 
terne plate from Cincinnati and Pittsburgh and points taking 
the same or related rates, on nails from Ironton, and points 
taking the same or related rates to Knoxville, and on iron 
and steel articles as described in the report, from Buffalo 


and Pittsburgh and points taking the same or related rates 
to Chattanooga. 


Fourth section relief was denied in No. 8922 based on 
applications Nos. 458 of the N. C. & St. L, 1548 of the 
Southern, 1952 of the L. & N. R. R., 2061 of J. F. Tucker, 
Agent, and 3965 of the C. N. O. & T. P. Ry., as of August 18. 

The Commission found the rates under assault were, are 
and will be unreasonable and unduly prejudicial to the extent 
they exceeded, exceed or may exceed the following: 


tre On special iron and steel articles and on tin and terne plate 
1 Cincinnati and points taking the same rate, to Knoxville, 
30, 199.5, Prior to August 26, 1920, 34.5 cents from that date to June 
& 2, and since that date and for the future 31 cents; on special 

and steel articles and on nails from Ironton and points taking 
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the same rates to Knoxville, 28.5 cents prior to August 26, 1920, 38 
cents from that date to June 30, 1922, and since that date and for 
the future 34 cents; on special iron and steel articles and tin and 
terne plate from Pittsburgh and points taking the same rate to 
Knoxville, 41.5 cents prior to August 26, 1920, 55.5 cents from that 
date to June 30, 1922, 50 cents from that date to June 30, 1923, and 
since the latter date were not and are not unreasonable or unduly 
prejudicial; on special iron and steel articles and on boiler tubes, 
structural iron and steel, bar iron, bar steel, wrought iron and steel 
pipe, iron and steel plates (16-gauge and heavier), and iron and steel 
rivets from Buffalo and ints taking the same rates to Chattanooga, 
59 cents prior to July 1, 1922, 53 cents from that date to June 30, 1923, 
and since the latter date were not and are not unreasonable or 
unduly prejudicial; and on special iron and steel articles and on 
boiler tubes, structural iron and steel, bar iron, bar steel, wrought 
iron and steel pipe, iron and steel plates (16-gauge and heavier), and 
iron and steel rivets, from Pittsburgh and points taking the same 
rates to Chattanooga, 55.5 cents prior to July 1, 1922, 50 cents from 
that date to June 30, 1923, and since the latter date were not and are 
not unreasonable or unduly prejudicial, 

The Commission said the defendants would be expected 
to revise the assailed rates from points of origin other than 
those specifically referred to as named in Speiden’s I. C. C. 
Nos. 488 and 529, supplements thereto or reissues thereof, from 
which the rates are the same as, or based in relation to the 
rates from the origin points specifically named to Knoxville 
and Chattanooga, where necessary to make the rates conform 
with those prescribed. 

The report embraces No. 14015, Chattanooga Manufacturers 
Association et al. vs. Louisville & Nashville, et al., and the 
fourth section applications hereinbefore mentioned. 

The Commission said the complaints were filed subsequent 
to the date instituting the Southern Class Rate Investigation. 
The revision of the rates involved in July 1, 1923, it said, 
was hastened by, and was one of the results of that investiga- 
tion. That, and the further revision herein required, it said, 
must be regarded as parts of the general leveling of class 
and commodity rates which has been in progress for some 
time throughout the South and therefore reparation was denied. 


MANUFACTURERS GETS INCREASE 


The Commission, in a mimeographed report on I. and S. 
No. 2066, Switching Charges of Manufacturers’ Railway Com- 
pany, has found justified the proposed increased minimum 
switching charge of the carrier named in the title, from $5.85 
to $6.50. The latter is the amount of the minimum charge 
prior to July 1, 1922. The increase was agreed to by the trunk 
line connections of the short line, in St. Louis, affiliated in 
interest with the Anheuser brewing establishment. They are 
to absorb the increase. 

A finding of non-justification has been made as to a pro- 
posed rate of 20.7 cents per ton on coal. The existing rate is 
16 cents. At the hearing it was explained that the higher 
rate was to be confined to intrastate coal traffic. The Com- 
mission, however, said, the suspended schedule, an individual 
publication by the switching road, was not limited to appli- 
cation on intrastate shipments. The road asked, however, at 
the hearing to be permitted to withdraw that schedule. An 
agency publication in which the Manufacturers is a party 
makes the rate 16 tents. The individual publication did not 
profess to cancel the agency tariff rate. 

In May, 1923, the Commission report said, the Manufac- 
turers filed a complaint asking that reasonable divisions be 
prescribed for it. The trunk lines held a meeting, the report 
said, and agreed to restore the $6.50 minimum in effect prior 
to July 1, 1922, the trunk lines continuing to absorb the charge. 

While the Manufacturers claimed that the higher mini- 
mum wa: not sufficient, it was agreed to by that company, and 
the complaint was withdrawn. The Manufacturers company 
told the Commission that while its line had been efficiently and 
economically operated, the charges were not sufficient to pay 
the cost of operation, taxes and a fair return. It said that 
the minimum of $6.50 per car compared favorably with the 
charges of other lines generally in effect in the St. Louis 
switching district. 

The Commi:sion gave the respondent permission to cor- 
rect the coal tariff by canceling the 20.7-cent rate. 


EXPRESS. RATE ORDER 


The Commission, in No. 13930, Express Rates, 1922, has 
ordered the express companies, not later than January 1, next, 
to establish class rates throughout the country. The order 
establishes the zone system proposed in the show cause report 
put out last November, reducing the number of zones from five 
to three, the latter to correspond roughly with the three clas- 
sification territories. It also makes a slight change in the 


boundary betweeen zones two and three. 
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The greatest change, however, is.an increase in-the haulage 
factor. One cent is added to the haulage factor in each of 
the zones so that, as now ordered, that factor in zone 1 will 
be 26 cents; in zone No. 2, 28.5 cents; and in No. 3, 31 cents. 
No. 1 is the East, 2 the South, and 3 the West. 

The Commission’s decision, Opinion No. 9507, 89 I. C. C. 
297-23, written by Commissioner McChord, for the time being, 
disposes of a two-phase proceeding begun nearly two years 
ago. The Commission heretofore has put into effect a 10 per 
cent reduction in carload community rates. It allowed argu- 
ment o nthat phase of the case, but disposed of the class rate 
feature after response had been made to a “show cause” 
citation, without argument. 

Chairman Hall, in a dissent, criticised his colleagues for 
not permitting argument on the response made by the express 
companies in answer to the show cause citation, the latter 
made 83 I..C. C. 606. He said that the class rate feature ot 
the case was more important than the commodity and he said 
he thought the Commission erred in not permitting arguments 
on the response of the express companies. 

“When exceptions are filed to reports proposed by exam- 
iners and argument is sought, we invariably accord it,” says 
the dissent. “The response to our citation is in the nature of 
exceptions to our tentative findings and reargument should 
have been granted.” 

The burden of Mr. Hall’s dissent was that the express 
service did not pay its fair share of the transportation charge. 
He said the record would not support a contention that the 
contract arrangements between the express companies and the 
rail carriers were unfair to either. He said the net result 
of the Commission’s action would be that while the express 
companies remained as now, in the enjoyment of an adequate 
income, the rail carriers in the west would bear the decrease 
and those in the east would receive the increase in operating 
revenues resulting from the adjustment. The additional burden, 
he said, fell upon carriers like the northwestern lines, least 
able to bear it, judging by their operating results in recent 
years. Commissioner Potter concurred in that dissent. 

Commisioner Eastman concurring in part, agreed with 
Chairman Hall that the respondents should have been granted 
the opportunity to argue their exceptions to the Commissions 
tentative report. He said he also agreed with another point 
made by Chairman Hall, namely, that reductions in carload 
commodity rates were not warranted upon this record. 

The two-phase character of the proceeding consisted first, 
of an investigation by the Commission to determine whether 
express rates in 1922, were too high, and second, an application 
by the express companies for increases to the end that they 
might give the railroads adequate compensation for the services 
performed by them, in the carriage of express matter. The ex- 
press companies made no claims in their own behalf. As figured 
by the railroads and the express companies, an increase of 
30.11 per cent would be needed in the eastern district includ- 
ing the Pocahontas region, 19.51 per cent in the southern 
district and 10.23 per cent in the western district, each corre- 
sponding roughly with the three great classification territories. 

The Commission issued its show cause citation last No- 
vember because, as none of the large number of exhibits sub- 
mitted disclosed the points between and the rates upon which 
the actual traffic movements took place, the revenue results 
of its tentative basis for the reconstruction of the rates could 
not be accurately determined. The railroads and the express 
companies used formulae which had been applied in the Rail- 
way Mail Case. The representatives of state commissions 
objected to that as not being determinative of the issues pre- 
sented in the express case. The Commission analyzed the 
matter at great Iength and came to the conclusion that there 
should be an increase in the haulage factor of 1 cent in each 
of the three territories so as to make it in the eastern district 
26 cents, in the southern 28.5. cents, and in the western 21. 

The substantive part of the order of the Commission, ef- 
fective not later than January 1, 1925, is as follows: 


It is further ordered, That the said respondents, according as they 
participate in the transportation, be, and they are hereby, notified 
and required to establish, on or before January 1, 1925, upon notice 
to this commission and to the general public by not less than 30 days’ 
filing and posting in the manner prescribed in section 6 of the inter- 
state commerce act, and thereafter to maintain and apply to the inter- 
state transportation of express traffic within and between the several 
express-rate zones as hereinafter defined, rates and charges which 
shall not exceed those that may be constructed pursuant to and upon 
the respective bases set forth in the following consecutively numbered 
paragraph hereof. 

- For the construction and application of the rates and charges 
the United States shall be divided into three amended rate zones de- 
limited by parallels of latitude and by meridians of longitude west 
of Greenwich, England, as follows: 

Amended zone 3, to embrace all the territory west of a line com- 
mencing at the intersection of the meridian of 91 degrees and the 
coast of the Gulf of Mexico and extending thence north to the 
parallel of 35 degrees, thence east to the meridian of 90 degrees, thence 
north to the parallel of 39 degrees, thence west. to the meridian of 
91 degrees, thence north to the parallel of 43 degrees, thence east 
to the meridian of 87 degrees, thence north to the parallel of 45 
degrees, thence east, to the meridian of 86 degrees, thence north 
to the paralled of 46 degrees, thence east to the meridian of 84 de- 
grees, thence north to the international boundary. 
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Amended.zone 1, to embrace all the. territory .east of the aboy, 
described line and_ north of a line commencing at the intersection of 
the parallel of 37 degrees and the meridian.of 90 degrees; thence east 
to the meridian of 88 degrees, thence north to the parallel of 38 ge. 


‘grees, therice east to the meridian of 85 degrees, thence north to the 


parallel of 39 degrees, thence east to the meridian of 83 degrees 
thence south.to the parallel of 38 degrees, thence east to the meridian 
of 82 degrees, thence south to the parallel of 37 degrees, thence east to 
the Atlantic Ocean. 

Amend zone 2, to embrace the remaining territory. 

2. The present system of grouping the express stations within anq 
by means of the geographical main blocks formed by the parallels 
of latitude and the meridians of longitude, and within and by means 
of the subblocks described in the aforesaid report of November 1 
1923, herein, shall be retained and maintained, the said main blocks 
to be designated by numbers, and the said subblocks to be designateg 
by capital letters, as hitherto; but exceptions may be made, for the 
statement and application of the rates hereinafter provided, by 
dividing main blocks in particular instances as the course of the 
rail lines may make necessary to the application of just and equita- 
ble rates to different portions of any such block. 

The main-block first-class rates per 100 pounds to be applied 
between the block groups of points in amended zone 1 shall be cop- 
structed by combining an express-terminal allowance of 35 cents, a 
rail-terminal allowance of 30 cents, and a basic haulage factor or 
transportation allowance not exceeding 26 cents for the first 50-mile 
unit or block of travel, subject to the further provisions of the suc. 
ceeding paragraphs hereof. . 

4. The main-block first-class rates per 100 pounds to be applied 
between the block groups of points in amended zone 2 shall be cop- 
structed by combining an express-terminal allowance of 35 cents, a 
rail-terminal allowance of 30 cents, and a basic haulage factor or 
transportation allowance not exceeding 28.5 cents for the first 50- 
mile unit or block of travel, subject to the further provisions of the 
ceeding paragraphs hereof. 

5. The main-block first-class rates per 100 pounds to be applied 
between the block groups of points in amended zone 3 shall be con- 
structed by combining an express-terminal allowance of 35 cents, a 
rail-terminal allowance of 30 cents, and a basic haulage factor or 
transportation allowance not exceeding 31 cents for the first 50-mile 
unit or block of travel, subject to the further provisions of the suc- 
ceeding paragraphshere of. 

6. In the construction of the main-block first-class rates per 100 
pounds, for application intrazone or interzone, the basic haulage fac- 
tors to be applied in amended zones 2 and 8 shall not exceed the 
basic haulage factor contemporaneously applied in amended zone 1 
by more than 2.5 cents and 5 cents, respectively. 

In the construction of the main-block first-class rates per 100 
pounds for application, both intrazone and interzone, between the 
block groups of points in the aforesaid three amended zones, the re- 
spective basic haulage factors shall severally decrease at the rate of 
0.5 cent for each 50-mile unit or block of travel beyond the originat- 
ing unit or block for a total of 21 such units or. blocks, including 
the originating unit or block, after which the haulage factor per 
unit or block of travel shall be constant; the haulage factor to be 
applied per unit or block for all such units or blocks in each instance 
to be determined as above by the total number of such units or blocks, 
including the first, embraced in the entire distance. 

.. In computing the main-block first-class rates per 100 pounds, 
both joint and local, between the block groups or points in the three 
amended zones, for application intrazone and interzone, the formula 
described in the aforesaid report of November 10, 1923, shall be 
followed in so far as consistent with the provisions hereof; all such 
rates to be made multiples of 5 cents in the manner provided in said 
formula; in all instances, when the points of origin and destination 
are in different zones, the total haulage or transportation element 
of each such compounded rate shall be the sum of the allowances 
for the several zones traversed for the number of 50-mile units or 
blocks of travel in each zone, but based upon the total number of 
such units or blocks embraced in the entire distance; and for the 
purpose last stated, appropriate gateways, upon or adjacent to zone 
boundries, upon which the through mileages can readily be diverted, 
shall be selected and so used: Provided, That in the reconstruction 
and application of the rates and charges in compliance with this 
order such exceptions should be made as may be necessary to avoid 
anomalous or incongruous situations in the rate structure and to 
produce, as nearly as may be, a symmetrical and equitable adjust- 
ment of rates and charges, and as may be necessary to avoid de- 
partures: from the provisions of the fourth section of the interstate 
commerce act in so far as they may be avoided consistently with 
the integrity of the block system of express rates; the work of s0 
reconstructing the rate structure to be subject to the supervision of 
the commission, and selections of gateways and of representative 
points in the several blocks and. all exceptions to the formula to be 
submitted for approval by the commission, to which extent and for 
which purpose this order shall, upon such approval, be deemed to be 
thereby specifically amended. 

First-class subblock rates per 100 pounds in the three amended 
zones shall be stated and applied, in cents per 100 pounds, not 
exceeding the respective amounts set forth in the subjoined table: 


._.From points in subblock of origin 
to destinations in— 
First ‘subblock 


Zone1 Zone2. Zones 
ap Cents co” 
oO 


reso ep NOES dial Wie a eeateid-< Mie Cole ch sane 0 80 
OE NEN ais, 6:0 9s wes ee nice Sede nes ooh ecbenen 95 85 90 
PIII ahs clo W:b.0 s:clTAls OWS de vic flsd c cweed eee 100 90 95 
= omnes agg Suctcnrend idk vag 5 eae sles st atalo oe plain snd —r 95 100 
ES eas 5 ah) s aiaieeh ne'er Adsgan dear eonnts 3 a 
“ko” igpeapilan gee nner ise 105 110 
NEE CINE na ha he vc ds otiddals ods vlowbicbiee bo i 20 
IN I 508s etn, at enacaside + in atidia¥'’ © j 125 12 
Ninth to fifteenth subblocks, inclusive ......... 145 145 


10. The aforesaid. main-block first-class rates for hauls of 100 
miles, or two blocks of travel, shall be the same as for hauls of eeven 
and eight subblocks, and the main-block first-class rates for hauls br 
150 miles, or three blocks of travel, shall be the same as for hauls 0 
nine to fifteen subblocks. ; 

11. Main-block and subblock second-class rates per 100 pounds, 
and graduated package charges thereunder for weights from 1 por 
pounds, both inclusive, shall be established and applied, not exceed: 
ing 75 per cent of the corresponding first-class rates and graduat 
charges contemporaneously applicable from and to the same points, 

12. For the statement and application of the aforesaid rates -_ 
charges, a revised table of scales of first-class and second-class ree 
per 100 pounds, and of graduated package charges under each suc 
scale for all weights from 1 to 99 pounds, both inclusive, comput iT 
in accordance with the aforesaid formula as herein modified, shall 
be compiled; the table to consist of as many scales as may be neces 
sary to the statement of any rate that may be compounded between 
any two points in the United States, the scales to be numbered con 
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secutively from 1 upward; the first-class rate per 100 pounds under 

e No. 1 to be 50 cents; and the successive first-class rates per 100 
pounds to progress by the addition of 5. cents for each consecutive 
scale number, 


ILLINOIS RATES STRICKEN 


An order striking down IlJinois commodity scale rates on 
fresh fruits and vegetables and substituting for them rates in 
accordance with the class rate scales in effect on similar traffic, 
interstate, not later than August 20, so as to remove undue 
prejudice against shippers from Indiana producing points, to 
Chicago, and take from Illinois shippers the undue preference 
the Commission says exists in their favor, has been issued in 
a mimeographed report, written by Commissioner Esch, in No. 
14435, Public Service Commission of Indiana vs. Baltimore & 
Ohio et al. Mr. Esch said the case brought into issue the re- 
lationship between rates on fresh fruits and vegetables, from 
producing points in Indiana and Illinois, to Chicago. 

The allegation was that the rates from Indiana points were 
unreasonable, unjustly discriminatory and unduly prejudicial as 
compared with rates from Illinois points. The prayer was for 
rates that would put the shippers from the two states on a 
parity. Two hearings were had in the case, no part being taken 
by the Illinois Commerce Commission or Illinois shippers in the 
first. The Illinois commission and Illinois interests took part 
in the second proceeding. 

The findings in this case, Mr. Esch said, were based upon 
the peculiar circumstances of this case and were not to be 
taken as a condemnation of the present class rates on fruits 
and vegetables in other parts of central territory. That res- 
ervation, apparently, was made on account of the fear expressed 
by the carriers that if reductions in the present class rate 
basis from Indiana to Illinois were ordered, they would have 
a deleterious effect upon the adjustments in other states in 
central territory, particularly Michigan. 

In Official Classification territory, the report pointed out, 
fruits and vegetables were rated fourth or fifth class, excepting 
peaches and strawberries. Similar ratings, Mr. Esch said, were 
carried in Illinois and Western classifications, but that many 
varieties were rated class C. With few exceptions, he said, 
fruits and vegetables moved from Indiana to Chicago, on class 
rates, while from Illinois points to Chicago, moved on com- 
modity rates, lower than the class rates, Illinois having a 
commodity scale. Sixth class from Indiana to Chicago, he said, 
was equal to class C in Western Classification, applied from 
Illinois points to Chicago. 

Mr. Esch, after saying the rates to which he had been re- 
ferring would be found in appendices to the report, said there 
were no transportation conditions justifying a higher level of 
rates from Indiana to Chicago than from Illinois points to that 
city. He said that greater liberality in the matter of mixed 
carloads was allowed in Illinois than in Indiana. The rule re- 
quiring the whole carload mixture to take the rate on the 
highest rated article in the mixture, he said, was in effect from 
Indiana points, but that from Illinois points practically all vege- 
tables and certain fruits could be shipped in the same car under 
commodity rates. The [Illinois interests, he said, contended 
that the commodity scale in that state was sufficiently high 
for use in that state, having been in effect a long time. Illinois 
production, he said, was chiefly in the southern part of the 
state and that Chicago was raturally the most important market 
and that it would also be for the Indiana producers, chiefly 
along the western border of the state, if they had a fair adjust- 
ment of rates 

Illinois commodity rates, he said, were not applied to straw- 
berries and peaches, but that commodity rates substantially 
lower than the third class rates, were applicable to them. An 
appendix, he said, showed the commodity rates and the third 
Class rates which would be applicable but for the commodity 
rates. After that summing up, he wrote the following findings, 
the applicable rates odered, being found in the scales, shown 
In the appendices: 


We find that defendants’ rates on fresh fruits and vegetables, as 
more specifically named in the appendix hereto, in carloads, from 
Producing points on their lines in Indiana to Chicago, Ill., are, and 
the the future will be, unreasonable to the extent that they exceed 
t € rates hereinafter set forth; that there are no conditions affecting 
eo transportation which justify different level of rates on this inter- 
state and intrastate traffic from producing points on defendants’ lines 
in Indiana and Illinois, respectively; and that defendants’ interstate 
he intrastate rates on such traffic to Chicago from producing points on 
: a 3 lines in Indiana and Illinois, respectively, from which such 
judi : moves to Chicago, are, and for the future will be, unduly pre- 
omar to the former and unduly preferential to the latter to the 
co : that the rates from the Indiana points are more, and the rates 
fin a e lilinois points are less, than the following rates; which we 
duet Would be reasonable and nonprejudicial for application from pro- 
int ng points on defendants’ lines in both states on interstate and 

tastate traffic to Chicago: 


m strawberries - 
to the same patna the contemporaneous third-class rates from and 


On peaches, th 7 
the same points; Gaaratet ot es foruth-class rates from and to 
thites other fresh fruits and vegetables, the contemporaneous class-C 


or like distances from points in Illinois to Chicago. 


Dissenting, on the ground that the order was broader than 
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the record warranted, Mr. Aitchison pointed out that the ter- 
ritory in Illinois said to be unduly preferred was not described 
except in general terms and there was no showing of what 
part of the production moved to Chicago. In conclusion he said: 


The condemnation of the majority is broader than any finding of 
prejudice which can be made upon the record. Therefore I dissent 
from the conclusions and order. Undue prejudice should neither be 
anticipated nor assumed, and the state should not be deprived of its 
rate-making authority without a clear showing that such extra- 
ordinary action on our part is necessary to cure an existing violation 
of the interstate commerce act. With findings limited to the Illinois 
points where undue preference in fact is shown to exist, to remove 
inequalities as against points in Indiana which are actually unduly 
prejudicial, I could concur. : 


OIL ADJUSTMENT CONDEMNED 


In a mimeographed report on No. 12613, Indian Refining 
Company, Inc., vs. Director General, Baltimore & Ohio, et al., 
the Commission said rates on petroleum and its products from 
Lawrenceville, Ill., to Bristol, Va.-Tenn., since December, 1916, 
were not unreasonable or unduly prejudicial except to the ex- 
tent and in the period that they exceeded the aggregate of inter- 
mediates. It said that the 63.5 cent rate in effect from August 
26, 1920, to December 31, 1921, inclusive, was unreasonable to the 
basen it exceeded 61 cents, and awarded reparation to that 

asis. 

The Commission held rates from Lawrenceville to Bristol 
higher than from Chicago, Ill., and Whiting, Ind., in violation of 
the fourth section and directed the prompt removal of such vio- 
lation which it said was not protected by fourth section appli- 
cation. The rate from Chicago-Whiting, quoted by the Commis- 
sion as of September 11, 1923, was 52 cents, while the Lawrence- 
ville rate was 54 cents. The Commission did not indicate how 
the fourth section departure was to be removed. It said that 
while the usual routes from Chicago and Whiting were not 
through Lawrenceville, there was no element of security in suf- 
ficient degree to warrant relief on that ground. It said the rates 
via the route in question, that is, via Lawrenceville, conformed to 
the provisions of the fourth section at time of the amendment 
thereto of 1910. It said the railroads had failed to indicate any 
subsequent change in conditions warranting approval of the pres- 
ent violation. Therefore, it said, it expected prompt removal of 
the violation. 


SHINGLE HANDLING CHARGES 


The Commission, in a mimeographed report on I. and S. No. 
2031, handling charges on shingles at Virginia, South Atlantic 
and Gulf ports, has found the proposed increased charges at 
South Atlantic and Gulf ports justified, vacated its suspension 
order, and discontinued the proceeding. The effect of the finding 
is to make the charges for wharfage and handling uniform at 
four cents per 100 pounds. The proposal was to increase the 
charges at ports east of New Orleans, in one set of schedules 
and to bring up the charges at New Orleans and other Louisiana 
ports, in another set of schedules. Upon the protest of the 
Mobile Chamber of Commerce the schedules were suspended 
until June 9. 

In the schedules in effect at the time the suspended ones 
were filed the carriers made a charge of one cent at the ports, 
other than those in Louisiana for handling box, barrel and 
other materials grouped therewith, including shingles. In the 
suspended schedules they proposed to eliminate shingles from 
the box and barrel material items and to increase the charge on 
shingles to three cents. The old charge on shingles at the 
Louisiana ports was two cents. In the suspended schedules the 
proposed charge was made four cents. At the Louisiana ports 
there is no separately established charge for wharfage. 

Prior to February 15, 1923, respondents’ charge for articles 
listed in the box and barrel material, at ports other than those 
in Louisiana, was three cents. On that date it was reduced to 
one cent. 

According to the report the carriers made the reduction in 
1923, not because they thought three cents too much but because 
Houston and Galveston lines made such a reduction on shingles 
that had come through the canal and up to the Gulf ports. New 
Orleans lines followed suit and then the ports east of New 
Orleans did likewise, because the policy was to keep the more 
eastern ports on an equality with New Orleans and Texas. In 
justification of their proposal the railroads said the rates from 
the Texas ports were higher to destinations in the southwest 
and Mississippi Valley than from other Gulf and South Atlantic 
ports, so that, even with the addition of three cents, the traffic 
would continue to move through the Gulf and South Atlantic 
ports.- The Commission said the railroad evidence related 
chiefly to costs at Mobile and Charleston, but that the carriers 
contended that that evidence was typical of conditions at other 
ports. 

The protestants contended that, in comparison with the 
handling charges on box and barrel materials, lumber, timbers 
and lime, the proposed increase of three cents would make the 
charge of four cents unreasonably high. The Commission dis- 
agreed with them and held the carriers had justified the restora- 
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tion of the handling part of the charge to three cents, which, 
when added to the wharfage charge, made the whole service rate 
four cents, 


iW oa 


RATES FOUND INAPPLICABLE 


A finding of inapplicability and an award of reparation 
have been made in No. 14765, McCloud River Lumber Company 
vs. Director-General, Atchison, Topeka & Santa Fe, et al. 
(mimeographed), as to rates and charges on carloads of lumber 
and box shooks from McCloud, Calif., to destinations in Cali- 
fornia, in the periods, October 31, 1918, to February 14, 1919, 
inclusive, and August ‘25, 1919, to February 29, 1920, inclusive. 
The award of reparation was to the basis of the applicable 
rates as determined by the Commission in this report. The 
case involved the principle in the Sligo Iron Stores Company 
case. The Director-General, the Commissionn said, contended 
that the combination rule was not applicable to complainant’s 
shipments, but the Commission held against that view of the 
case. 

For part of the time the combination rule was restricted 
specifically to apply only in connection with carriers under 
federal control. The period when the Commission held it was 
not applicable was February 15 to August 24, 1919. Later pub- 
lications brought the McCloud Railroad within the rule for 
constructing rates by combination. 








COMMISSION ORDERS 


J. M. Huber, Inc., has been permitted to intervene in No. 

ager iia ama Publishers’ Association et al. vs. B. & O. R. 
. et al. 

The Indiana Coal Traffic Bureau has been authorized to 
intervene in No. 15902, Illinois Coal Traffic Bureau vs. Abilene 
& Southern Ry. et al. 

The proceedings in No. 11756, Bangor & Aroostook Railroad 
Company et al. vs. Aberdeen & Rockfish R. R. et al., have been 
reopened for further hearing and consideration pursuant to 
petitions filed by the complainants and the Erie Railroad, re- 
spectively. 

Upon the complainants’ request, No. 13608, Southern Wire 
& Iron Company et al. vs. A. C. & Y. Ry. et al., has been re- 
opened for further oral argument. 

In compliance with the complainant’s request, the Commis- 
sion has reopened No. 13779, Fitch Dustdown Company vs. Ann 
Arbor R. R. et al., for reconsideration on the record as made. 

The defendant’s motion to vacate the Commission’s order 
in No. 13472, United Paperboard Company, Inc., vs. G. & J. Ry. 
et al., has been denied. 

The Commission has denied the various petitions and re- 
quests for rehearing, reargument, reconsideration, etc., filed by 
the complainants and/or defendants in the following cases: 
No. 12062—(and consolidated cases)—Wilson & Company, Inc., 
vs. Director-General; No. 12203, Dewey Portland Cement Com- 
pany vs. Director-General; No. 12347, Parkersburg Rig & Reel 
Company vs. Director-General, Santa Fe, et al.; No. 13028, George 
Green Lumber Company et al. vs. Ann Arbor R. R. et al.; No. 
13337, Nephi Plaster & Manufacturing Company vs. D. & R. G. 
W. et al.; No. 13402, American Dyewood Company vs. A. C.-L. 
R. R. et al.; No. 13464, Republic Coal Company vs. C. St. P. M. 
& O. Ry.; No. 13658, C. B. Westrope et al. vs. Director-General; 
No. 14308, M. J. Hyland, trading at Omaha Hay & Feed Com- 
pany, et al. vs. Director-General, C. B. & Q. R. R., et al.; No. 
14704, Jackson Paper Company vs. A. & V. Ry. et al.; No. 14834, 
National Lumber Company vs. N. & W. Ry., and No. 14900, 
Manufacturers’ Association of Chicago Heights vs. B. & O. R. 
R. et al. 

The Hutchinson Produce Company has been permitted to 
intervene in No. 15831, Grovier-Starr Produce Company vs. C. R. 
I. & P. Ry. et al. 


The Commission has denied the petitions for rehearing 
filed by the Railroad Commissioners of Florida and by the 
defendants in No. 13514, Blackshear Manufacturing Company 
vs, A.C, L. R. R. et al. 


The Hanford Produce Co. has been authorized to intervene 
in No. 15823, Duluth Chamber of Commerce vs. C. & N. W. Ry. 
et al. 


The Commission, at the request of the respective com- 
plainants, has dismissed the following complaints: No. 14158, 
Albers Bros. Milling Co. et al. vs. O0.-W. R. R. & N. Co. et al.; 
No. 14734, Fibercraft Chair Company vs. Aberdeen & Rockfish 
R. R. et al.; No. 15455, Dixie Portland Cement Co. vs. N. & 
W. Ry. et al.; No. 15582, Starfdard Steel Car Co. vs. Indiana 
Harbor Belt R. R.; No. 15611, the Philip Carey Co. et al. 
vs. Ann Arbor R. R. et al.; No. 15639, Clinton Coal Co. et al. 
vs. C. & B. I. Ry. et al.; No. 15651, Blandy Paper Co. et al. 
vs. G. & J. Ry. et al.; No. 15661, Blandy Paper Co. et al. vs. 
G. & J. Ry. et al.; No. 15714, Blandy Paper Co. vs. G. & J. 
al et al.; No. 15731, American Wood Board Co. vs. G & J. 

y. et al. 


Through an order in No. 12341, Rosenberg Bros. & Co. 
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et al. vs. Director-General, as agent, the Commission has found 
that the complainants are entitled to reparation amounting to 
approximately $77,000, with interest, on account of the yp. 
reasonable rates imposed on shipments of paddy rice within 
the state of California. 

The Buffalo Cold Storage Company and the Peterson Biq. 
dick Company have been authorized to intervent in No. 15998 
Duluth Chamber of Commerce vs. C. & N. W. Ry. et al. : 

The Louisiana Public Service Commission has been gy. 
thorized to intervene in Finance No. 4049, in the matter of 
the application of Missouri Pacific R. R. Co. for authority to 
acquire control of New Orleans, Texas & Mexico Ry. Co. ang 
to issue all or any part of $18,000,000 principal amount of 
Mo. Pac. R. R., N. O. T. & M. Ry. Co. collateral 7 per cent 
fifteen-year gold notes. 

The Atchison, Topeka & Santa Fe Railway has been per. 
mitted to intervene in No. 15682, Missouri-Kansas-Texas R, R, 
Co. vs. Kansas City Terminal Ry. Co. 

The Commission has dismissed the complaints in No. 14639 
(and Sub. No. 1), Ferney Farmers’ Co-operative Elevator (Co, 
vs. Director-General, C. M. & St. P. Ry. et al. 

Upon learning that the complaint has been satisfied, the 
Commission has dismissed the proceedings in No. 14196, J. g, 
McLaughlin et al. vs. Director-General. 

The Commission has dismissed the complaint in No. 15579, 
Massee Gin & Machine Works, Inc., vs. M. D. & S. R. R. et al, 
upon receipt of advice that the same has been satisfied. 

The Commission, upon the respective requests of the com: 
plainants, has dismissed the following complaints: No. 14359, 
Murphysboro Paving Brick Co. vs. A. & M. R. R. et al.; No. 
15035, the Shoe and Leather Board of Trade of Baltimore ys, 
Erie R. R. et al.; No. 15567, the Kindred Farmers’ Elevator 
Co. vs. Director-General et al.; No. 15828, Louis Morris and 
M. W. Morris vs. St. L. B. & M. Ry. et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2145, the Commission suspended, from 
June 10 until October 8, schedules as published in supplements 
Nos. 5 and 6, Louisville & Nashville I. C. C. No. A-15327. The 
suspended schedules propose to increase the minimum per car 
charges on less than carload shipments of fresh meats and 
packing-house products in peddler cars from East St. Louis, 
Ill., to certain destinations on the Chesapeake & Ohio Railway 


Company in Kentucky and West Virginia. The following is 
illustrative: 


In dollars and cents per sores 


From ° Present Proposed 
East St. Louis, Ill., Stations, Hampton, Ky., to 


Elkhorn City, Ky., inclusive................ $100.00 $181.50 
East St. Louis, Ill., Stations, Ashland, Ky., to 
Charieston,. W. VG«. INCIUBIVE, . . <0 c00 css9.0s 64.00 121.00 


In I. and S. No. 2146, the Commission has suspended, from 
June 10 until October 8, schedules as published in supplement 
No. 8 to Atlantic Coast Line I. C. C. No. B-2213. The suspended 
schedule propose to cancel all routes available in connection 
with commodity rates on phosphate rock, carloads, from various 
stations in Florida on the Atlantic Coast Line Railroad to Knox- 
ville, Tenn., except that via Jesup, Ga., and the Southern Rail- 
way. 


PETITIONS FOR REHEARING, ETC. 


The complainants in No. 14039, the Brooks Oil Company VS. 
B. & O. R. R. et-al., and No. 14136, the Garratt-Callahan Com- 
pany vs. A. C. L. R. R. et al., have asked for a rehearing with 
respect to reparation. 

The complainant in No. 14512, American Radiator Company 
vs. Director-General, has asked for a modification of the Com 
mission’s report. 

The defendant in No. 15048, Consolidated Products Com: 
pany vs. C. B. & Q. R. R, has asked the Commission to grant 
reargument or reconsideration on the record as made. | 

The complainant in No. 13292, Duluth Brewing & Malting 
Company vs. Great Northern Ry., has asked the Commission for 
further consideration. 

The defendant in No. 14193, Great Western Paper Co. VS. 
M. St. P. & S. S. M. Ry. Co, has asked the Commission to 
grant a rehearing, alleging that the decision therein is ™ 
direct conflict with the findings in the Lake Dock Coal Cases, 
89 I. C. C. 170. 


HEARING POSTPONED 

I. and S. 2161 and Docket 15880, relating to rates on cheese 
Wisconsin and defined territory to Arkansas, Louisiana, Okla- 
homa, and Texas, set for hearing before Examiner Pyne, at 
Chicago, June 9, were postponed until after September, following 
statements by representatives of the carriers that they had had 
insufficient time to prepare defense on the formal docket. By 
agreement, the I. and S. and the formal docket are to be hear 
together. 
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CARRIER NOT LIABLE 


Attorney-Examiner Arthur R. Mackley has recommended 
the dismissal No. 14814, United Commercial Company vs. South- 
ern Pacific et al., on a finding that the railroads were not liable 
in damages in connection with the complainant’s order for 
diversion of six carloads of steel rails and angles, from 
Boulder, Colo. to Wilmington, Calif. (Los Angeles Harbor), on 
May 4, 1920. 

The six cars were ofdered to Wilmington to make a 
steamer, the departure of which was cancelled after the rails 
began moving, on an export rate of 50 cents, without privilege 
of diversion. The complainant and the carriers were in dispute 
as to the nature of the diversion order and its cancellation, 
after the complainant discovered that four of the six cars had 
passed the point at which diversion could have been effected, 
the complainant contending that it was conditioned that all the 
cars should be diverted or none, and if the rate could be pro- 
tected. The complainant filed an affidavit. The carriers came 
to the hearing and testified that the order was without con- 
dition. Mackley said the Commission should hold with the 
carriers. 

Two cars were permitted to continue on the diverted route 
instead of being stopped where they were and back-hauled 
so as to comply with the cancellation and instruction that 
they should be allowed to proceed to the original billed des- 
tination. 

Charges amounting to $3,125.69 were collected and the 
claim was for reparation amounting to $2,047.51. Mackley said 
it appeared the proper rates were not assessed and that there 
were undercharges outstanding. 

Irrespective of the damages claimed on account of alleged 
unauthorized diversion, Mackley said the complainant con- 
tended the rates were unreasonable in comparison with the 
export rate and with a domestic rate of $21 per gross ton on 
the rails and 94 cents on the angles, from Denver, Minnequa 
and Pueblo, to Wilmington, which, under rule 77 provision in 
the tariff, would have been published from Boulder, directly 
intermediate, and with a rate of $13.80 per ton from the Colo- 
rado points of origin to Ely, Nev. 

Mackley said the rates mentioned referred to direct ship- 
ments or shipments diverted in accordance with the rule ap- 
Plicable to shipments on domestic rates, allowing only one diver- 
sion. The diversions, he said, were made subject to Rule 5 
of the Uniform Diversion Rules, which permitted no diver- 
sion under export rates. He said had no diversion been made 
the export rate would have applied. Had only one diversion 
been made the domestic rate would have applied, but he 
treated the cancellation of the diversion order as a second 


diversion order and said the Commission should dismiss the 
complaint. 


BOILER RATE TOO HIGH 


A finding of unreasonableness, as to a rate of $1.48 on 
boilers shipped from Muncie, Ind., to Houston and Orange, Tex., 
in January and February, 1922, has been recommended by Ex- 
aminer P. F. Gault, in No. 15230, National Supply Company of 
Texas vs. Cleveland, Cincinnati, Chicago & St. Louis et al. 
tried in accordance with the shortened procedure. The docket 
originally consisted of the main complaint and seven sub-num- 
bers thereunder, each by the same complainant against differ- 
ent combinations of carriers. The original complaint and sub- 
numbers 1, 2, 4 and 5, however, were withdrawn. The allega- 
tion was that the rate was unreasonable and unjustly discrimi- 
natory to the extent that it exceeded the subsequently estab- 
lished rate of $1.225. The present rate on machinery and ma- 
chines, including boilers, the examiner said, was $1.105, reflect- 
ing the reduction of July 1, 1922. 


Prior to December 80, 1919, the examiner said, boilers moved 
the rate applicable to machines and machinery. On that 
rd boilers were removed from that description and full classi; 
cation rating, Class A, became applicable. 
rhe examiner said the complainant referred to rates on 
boilers from “various unnamed points in Ohio, Pennsylvania, 
West Virginia and New York, where competitors of the com- 
Dlainant are said to be located, and asserts these rates were 
relatively lower than the commodity rates on machinery and 
Machines from Muncie, Ind., to the destinations in hand,” and 
Said it asserted further that “because its traffic was required to 
ita under the classification basis, it was unable successfully 
th compete with manufacturers in the states named.” He said 
. € defendants offered the explanation that the rates mentioned 
y the complainant were based on the all-rail rate to New York, 
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plus the water-and-rail rates from New York to Texas destina- 
tions and were not properly comparable with the all-rail rate 
from Muncie. 

The railroads, the examiner said, emphasized the point that 
the Commission had found that a subsequent reduction of a rate 
under assault was not in itself sufficient to warrant a finding of 
unreasonableness. But, he said, the rate in issue was increased 
after January 1, 1910; that the burden of proof was upon the 
railroads, and that the record afforded no explanation or justifi- 


cation for singling out and placing boilers upon the full classifi- 


cation basis. 

Gault said the Commission should find the rate unreasonable 
to the extent it exceeded $1.225. But he said reparation could 
not be awarded on this record. He said there was no evidence 
as to the terms of sale covering the shipments, four in number, 
or indicating by whom the freight charges were paid and borne. 
He said the record should be supplemented by proof in the form 
of an affidavit that the charges on shipments were paid and 
borne by the complainant. 


REPARATION ON COAL 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner David T. Copenhafer in 
No. 15461, Midland Coal Company vs. St. Louis-San Francisco, 
Director-General, et al., as to a rate on mine-run coal of $3.30 
from Hammond, Kans., to Stark City, Mo., in the period of fed- 
eral control. He said the Commission should hold it was unrea- 
sonable to the extent it exceeded $2.60 per net ton and award 
reparation to that basis. 


SCRAP PAPER RATES 


Examiner Howard Hosmer has recommended the dismissal 
of No. 15507, I. V. Sutphin Company et al. vs. Southern Railway 
et al., on a finding that rates on scrap paper in machine pressed 
bales, carloads, from Atlanta, Inman Yards and Marietta, Ga., 
to Chattanooga are not unreasonable. Hosmer said it was amply 
shown that the rates under assault were not in excess of rea- 
sonable maxima, 


UNDERCHARGE WAIVED 


In a report on No. 15504, Edwards Construction Company 
et al. vs. Jonesboro, Lake City & Eastern et al., Examiner 
Howard Hosmer said the Commission should find the rates on 
crushed stone from Cape Girardeau, Mo., to Beaumont, Ark., 
between July 27, 1922, and January 10, 1923, unreasonable to the 
extent they exceeded 8 cents. He said the Commission should 
authorize the waiving of undercharges. 


LAW BARS CLAIMS 


Examiner John B. Keeler has recommended the dismissal of 
No. 14595, Monarch Cement. Company vs. Atchison, Topeka & 
Santa Fe et al., on a finding that claims for reparation on ac- 
count of an alleged unreasonable rate on six carloads of portland 
cement, shipped from Humboldt, Kan., to Slick, Okla., between 
October 9, 1920, and November 18, 1920, were barred by the 
statute of limitations. The complaint, making the allegation 
about the quality of the rate, Keeler said, was filed November 
29, 1922. The original freight bills, subsequently introduced in 
evidence, he said, were all dated prior to November 29, 1920. 
On the record, therefore, he said, they appeared to be barred. 
Nothing was said in the report about the time of delivery or 
tender of delivery. 


SPEEDOMETER RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Bronson Jewell in No. 
15248, California Sales Company vs. Director-General, as to 
rates and charges on speedometers, speedometer heads and 
speedometer connections from Chicago to San Francisco and 
Los Angeles. He said the Commission should find the rates 
unreasonable to the extent they exceeded those from and to 
the same points prescribed in Stewart-Warner Speedometer 
Corp. vs. Director-General, 64 I. C. C. 541. 


ADDITIONAL REPARATION 


Awards of reparation on additional carloads of newsprint 
paper from points in Wisconsin, Minnesota and Ontario, to 
Wichita, Kan., have been proposed by Examiner Earl M. 
Steer, in further hearing on No. 11836, Wichita Board of Com- 
merce et al. vs. Director-General et al. The original report 
in this case was 66 I. C. C. 571. The examiner said the Com- 
mission should find the rates unreasonable to the extent they 
exceeded those resulting from the application of the differ- 
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entials prescribed over the rates found reasonable from the 
Fox River group in the original report, and that the Beacon 
Publishing Company and Victor Murdock, Marcellus M. Murdock 
and Mrs. Pearl Murdock Stickles, trading as the Wichita Eagle, 
were entitled to reparation. 


SWEET POTATO REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by. Examiner Leo J. Flynn, in No. 
14943, Fort Smith Commission Co. vs. Director-General and 
Dardenelle & Russellville, as to a combination rate of $1.105 
on sweet potatoes, from Dardenelle, Ark., to Spokane, Wash., 
applied on a shinment made in January, 1920. The examiner 
said the Commission should find it unreasonable to the extent 
it exceeded the group E rate of 94 cents and award repara- 
tion to that basis. 


ORIENT DIVISIONS CASE 


The Trafic World Washington Bureau 


The Commission has reopened No. 13668, in the matter of 
divisions of joint rates, fares, and charges on traffic interchanged 
between the Kansas City, Mexico & Orient and the Kansas City, 
Mexico & Orient of Texas and their connections, for the receipt 
of further evidence. It has set down the case before Examiner 
C. V. Burnside, in Washington, July 14. 

Reopening was made necessary by the decision of the Supreme 
Court of the United States in United States et al. vs. Abilene & 
Southern et al., rendered May 26, affirming the decision of the 
lower court enjoining the enforcement of the Commission’s or- 
der in the Orient divisions case, because it had used undisclosed 
parts of annual reports to it by the carriers involved in that case. 

Among those familiar with the record in that case the deci- 
sion of the court is regarded as one of the most unusual, because 
the Commission’s order was enjoined by the lower court upon 
grounds other than the improper use of the carriers’ annual re- 
ports. Another reason for regarding the decision with almost 
amazement was that the highest court affirmed the decision on 
which the injunction was founded, notwithstanding that two or 
the three judges composing the lower court joined in saying that 
the matter taken from the reports “added nothing to the facts 
in the record for the solution of the issue before the Commis- 
sion under section 15(6) of the act.” 


COMMISSION IS CAREFUL 


The Trafic World Washington Bureau 


The admonition of the Supreme Court of the United States 
in the Orient divisions case, to the Commission, about consider- 
ing matters not formally introduced in evidence caused some 
embarrassment, June 11, while three cases heretofore decided by 
divisions of the Commission were on argument, on appeal, so to 
speak. The cases for argument were No. 10804, Barnett Oil & 
Gas Company vs. Director-General et al.; No. 11189, Pacific Port- 
land Cement Company vs. Director-General and Southern Pacific; 
and No. 11301, Union Bag and Paper Corporation vs. Director- 
General. 

While Henry C. Keene was arguing the first mentioned case, 
in which the complainant was seeking a lower rate on crude oil 
from Kentucky to Chicago and reparation, the attorney made 
reference to traffic density figures, as between the territory in 
which the railroads carrying oil to Chicago from Kentucky and 
those from the mid-continent to Chicago, taken from the reports 
of the Commission’s bureau of statistics. Chairman Hall stopped 
him to inquire if the figures were in the record in this case, re- 
minding him of the admonition of the Supreme Court in the 
divisions case. Mr. Keene said they were not and Mr. Hall sug- 
gested that perhaps DB. C. Blanchard, attorney for the Railroad 
Administration, desirel to object. Mr. Blanchard said that so 

_far as the Director-General was concerned he did not. Then the 
question arose as to whether he did not also speak for the rail- 
roads. That question was not answered until Commissioner 
Aitchison reminded Mr. Blanchard that he had not answered and 
that it would be well for the purpose in the chairman’s mind to 
close that incident. Mr. Blanchard explained that he was loath 
to object or not to object because he was not specifically author- 
ized to speak for the carriers. He said that the carriers were 
represented at the hearing-and it was agreed that the Director- 
General should write the brief. Later, however, the railroad 
attorney who had handled the case at the hearing asked that 
the name of any representative of the railroads be kept off the 
brief. Mr. Blanchard therefore said he did not like to object 
or to say he had no objection because he did not know the views 
of the corporate carriers. 

A question akin to that came up in connection with the 
Pacific Portland Cement case, argued by H. H. Sanborn’ for the 
complainant and for the Director-General by T. M. Woodward. 
The former made a formal tender for the record, of the whole 
record of cases before the California commission involving the 
rates on lime rock, intrastate in California, in the period of fed- 
eral control and in the guaranty period. He did that, he said, 
because the decision in one of the cases, apparently upholding 
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the position of the Director-General in regard to the rates, was 
made by the California body. Mr. Woodward objected and the 
Commission took that matter under advisement. ‘Mr. Sanborn, 
however, was allowed to continue as if the records had been Te. 
ceived. His reason for desiring the California records made 4 
part of the record in this case was that the California commis. 
sion had intended, in the first instance, to dismiss the cage 
purely for lack of jurisdiction, and had later reversed itself op 
that point. The reversal was after the decision was put into 
the record in the case before the federal body. That was done 
after the time for rehearing had expired, but not before the 
period in which a new complaint involving the same rates could 
be filed. Mr. Sanborn, instead of asking for a rehearing, hag 
filed a new complaint, and as claimed by him, the California 
body had reversed its position in the decision in the second case, 
thereby making the decision in the first case worthless. 

“Does the Director-General desire*to mislead the Commission 
as to the effect of the California commission’s decision?” askeq 
Commissioner Aitchison. Mr. Woodward said not, but that he 
considered the decision irrelevant, and the records of no value 
to the federal body. 

“You put it in, didn’t you?” asked Mr. Aitchison, referring 
to the decision, which Mr. Sanborn claimed was reversed but 
which Mr. Wcodward said was not.. Later Mr. Woodward said 
he considered it was a mistake for the attorney for the corporate 
carrier to have put the decision into the record. It was not 
offered in evidence by an attorney or the Director-General’s 
staff. 

The Union Bag & Paper Corporation case was argued after 
two decisions had been made. It involved the question whether 
demurrage was due on cars of pulp wood, held short of billed 
destination by the Director-General, while a fire was raging in 
the wood yard of the complainant, and constructively placed, 
on the theory of the railroad officials that the paper plant could 
not unload the cars because they were coming in in excess of 
the number usually unloaded, and the fire was not under con- 
trol for a day or two. The complainant contended that, inas- 
much as it bad unused track space for hundreds of cars, it was 
none of the business of the railroad officials to determine 
whether the bag company could or could not unload while the 
fire was going on. 

Another point was as to whether demurrage was due on 
cars which the railroad had placed but which it withdrew when 
the fire broke out, and did not replace until ten days or sucha 
matter after the fire was extinguished. 

Arguments on that case were made by J. H. Fishback and 
Royal McKenna, the former taking the position, in addition to 
that stated, that because demurrage was graduated run-arounds 
had to be carefully checked and accounted for because the aver- 
age agreement could not take care of them in instances where 
the graduated demurrage scale was in effect. 


D. & H. ASKS RATE REFUND 
The Trafic World New York Bureau 


Hearings on the petition of the Delaware & Hudson for 
the rescission so far as it is concerned of the order of the 
Commission, effective since April 1, 1922, for an increase in 
the division of proportional rates favorable to the New England 
roads, was begun in New York, Tuesday, by Assistant Chief 
Examiner Gerry. This order added 5 per cent of thel rate to 
the share of the New England lines where their part of the 
rate increase of 40 per cent made in 1920 fell short of one 
half of the gross division rate. 

The D. & H. also asks for refund of the payments already 
made on account of the 15 per cent award to the New England 
carriers. The road alleges, and is now introducing evidence 
support its contention, that the special increase order was 
unjustified, and that conditions have changed radically since 
its enforcement. 

The first session, held at the offices of the Port Authority, 
was taken up with the testimony of W. G. Story, general freight 
agent of the D. & H., explaining the exhibits placed on record, 
which give a comparison of class rate: from the petitioner's 
stations to points on the Maine Central and Boston & Maine 
as against local class rates of the petitioner and joint rates 
of the other two systems. . ; 

Taking of evidence in a similar proceeding instituted i 
behalf of the Central Railroad of New Jersey was concluded 
Monday. It that case rescission of the order as to the Central 
was the only relief asked formally. The results of these two 
actions effect a number of trunk lines in the Eastern group. 


M. & N. A DIVISION RESULTS 


_ The Trafic World Washington Bureas 

In 1923, the Missouri & North Arkansas received as divi- 
sions from its connections, as.a result of the Commissions 
order in No. 13345, the Missouri & North Arkansas divisions 
case, about $88,600 more than it would have received but ve 
that order. The road is one of those the Commission has ha 
to give special treatment, in the matter of division, to kee? 
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it alive, its condition at one time being such that a proposi- 
tion to abandon it was under serious consideration. Senators 
and representatives in Congress bestirred themselves in its 
behalf, doing what they could to keep it alive and in condition 
to serve communities along the 359 miles of its line. The 
Commission relieved it by ordering its connections to shrink 
their divisions and increase those of the Missouri & North 
Arkansas. In connection with its order the Commission told 
the roads concerned, including the beneficiary of its order, to 
keep account of the results of the order. 

Examiner Sweet held a hearing in the case June 10 and 
the following day, at which time traffic and accounting officers 
of some of the roads covered by the order put into the record 
data showing the effect of the order, as before set forth, 
namely, an increase in the revenue amounting to about $88,600. 
It was the fourth hearing held in the case. The witnesses 
were: J. C. Murray, vice-president and general manager of 
the Missouri & North Arkansas, who gave the figures from 
which the total mentioned was obtained; L. A. Watkins, auditor 
of the beneficiary road; C. C. Dana, assistant freight traffic 
manager of the St. Louis-San Francisco; J. R. Mills, assistant 
general freight agent of the Kansas City Southern; W. G. 
Buechner, freight and passenger accountant of the Kansa:z City 
Southern; A. T. Sullivan, assistant general freight agent of 
the St. Louis-San Francisco; and Leslie Kerr, examiner of 
accounts in the Commission’s bureau of finance. 

The increase in the revenues of the Mi:souri & North 
Arkansas were made by the following roads in the amounts 
named: 

Santa Fe, $8,062; Rock Island, $7,531; Yazoo & Mississippi 
Valley, $4,571; Kansas City Southern, $16,090; M-K-T, $4,185; 
Missouri Pacific, $13,690; St. Louis-San Francisco, $30,360; 
and St. Louis Southwestern, $3,825. 


LEASE OF C.C. & O. 


The Trafic World Washington Bureau 


The Commission has approved the acquisition of the Caro- 
lina, Clinchfield & Ohio system by the Atlantic Coast Line and 
the Louisville & Nashville by means of a 999-year lease sub- 
ject to conditions. The chief conditions are that the acquired 
property shall be managed by a separate organization and 
that the Clinchfield Route shall be kept open for the free flow 
of traffic for the present and future connections of the Clinch- 
field. 

Hall and Potter concurred, but said the lease was war- 
ranted without conditions. Eastman, Campbell and McManamy 
dissented on the ground that the lease might interfere with 
or forestall the consolidation plan and tend to reduce instead 
of continuing competition. The Commission’s tentative con- 
solidation plan in the alternative assigns it to the system 
composed of the Coast Line and L. & N. or the one composed 
of the Illinois Central and Seaboard Air Line. 


CONTROL PLAN APPROVED 
The Trafic World Washington Bureau 


The Commission, in a mimeographed report on Finance 
Docket 3478, application of the New Orleans, Texas & Mexico 
to buy control of the International Great Northern by means 
of stock purchase, has approved the plan conditionally. The 
condition is that the stock be acquired subject to whatever 
disposition the Commission may make of Finance Docket 4049, 
the Missouri Pacific’s application to acquire control of the 
New Orleans, Texas & Mexico. 

The Commission, June 10, set for further argument the ap- 
Plication of the New Orleans, Texas & Mexico, at a date to 
be hereafter fixed, in connection with the application of the 
Missouri Pacific. The argument heretofore had on the New 
Orleans, Texas & Mexico application, brought out, incidentally, 
the two phases of desire for control of the International Great 
Northern. The stock of the International Great Northern is 
to be disposed of by the New Orleans, Texas & Mexico, within 
90 days, if the Commission changes its views as a result of its 
consideration of the Missouri Pacific application. 


S. P. TO BUY THE E P. & S. W. 
The Trafic World New York Bureau 


Statements issued by President T. M. Schumacher of the 
El Paso & Southwestern, and Chairman Julius Kruttschnitt, of 
the Southern Pacific, said that negotiations had practically 
been completed for the acquisition of the former by the latter. 
The statements said: 


It is true that negotiations between the Southern Pacific 
and the El Paso & Southwestern, looking toward the bringing 
of the two properties together, have been practically completed. 
No formal contract has yet been executed between the parties 
og full details, therefore, cannot yet be furnished to the pub- 
ic, Of course, any such arrangement will have to be sub- 
mitted to the Interstate Commerce Commission for its approval 
whe authorization, and such application will immediately follow 

€ agreement now being negotiated. 


THE TRAFFIC WORLD 


1511 


It is understood that the sale of the property will be con- 
summated by the exchange of Southern Pacific securities for 
the «tock of the El Paso & Southwestern, which operates ap- 
proximately 1,355 miles of road. This company now has out- 
standing $25,000,000 of common stock, closely held by the 
Phelps-Dodge mining interest. It is reported that the amount 
involved is $80,000,000 to $90,000,000, as the El Paso has been 
built up to the point where large earnings are being shown on 
the common ¢tock. 

The El Paso & Southwestern is included in system No. 17 
of the tentative consolidation plan of the Commission, with the 
Southern Pacific and the Rock Island. The El Paso joins the 
Rock Island at its southwestern terminu: at Tucumcari, New 
Mexico, and is used by it as a bridge line to reach the Southern 
Pacific lines at El Paso and Tucson, Arizona, when trains are 
run to the Pacific Coast. 

The El Paso recently purchased the right of way of the 
Tucson, Phoenix & Tidewater Railroad and Loz: Angeles ter- 
minal, with a view of building to the coast. The merger with 
the Southern Pacific makes these plans unnecessary. 

Under the consolidation the Southern Pacific will gain a 
double track for its line from El Paso to Tucson, due to the 
fact that the El Paso in this section practically parallels it: 
own track. It will also gain the traffic of the Phelps-Dodge 
plants and a large coal business from the companie: in north- 
western New Mexico, served by a branch of the El Paso from 
Tucumcari. Furthermore, it increases its control of the through 
route from Chicago to Southern California over the Rock Island 
lines through Tucumcari. 

Approval of the merger will have to be obtained from the 
state commissions of Texas and Arizona as well as the Inter- 
state Commerce Commission. 


NEW TRANSCONTINENTAL LINE 


The Interstate Commerce Commision, in Mimeographed re- 
ports on finance docket Nos. 3515 and 3169, has approved the 
creation of the new transcontinental system composed of the 
Missouri Pacific, the Denver & Rio Grande Western, and the 
Western Pacific. It has, in-the first mentioned docket approved 
the acquisition, for $9,000,000, of half the common stock of the 
reorganized Denver line, from the Western Pacific holding 
corporation, the half consisting of 150,000 shares of stock with- 
out par. In the second mentioned docket it has approved 
changes in its order permitting the issuance of securities by 
the Denver & Rio Grande Western made necessary by the modi- 
fication of the reorganization plan under which the old Denver 
company receivership is to be wound up and the property of 
that railroad transferred to the new company. 

Acquisition of Denver stock by the Missouri Pacific was op- 
posed by Commi:sioner Eastman who wrote a dissent in which 
Commissioners Aitchison, Cox and McManamy concurred. Op- 
position to modification of the order permitting the issuance 
of securities in conformity with the modified reorganization plan 
was expressed by Commissioner Eastman in a dissenting re- 
port to which adherence was announced on the part of Com- 
missioner Aitchison and McManamy. 

The Commission, in answer to objections by authorities of 
the state of Colorado, <aid it did not regard acquisition of one 
half of the new Denver company’s stock by the Mssouri Pacific 
as constituting acquisition of control within the meaning of the 
statute. The other half of the stock goes into the hands of 
voting trustees until 1945, the We:tern Pacific naming one 
trustee when a vacancy takes place, the Missouri Pacific one 
when a second vacancy happens and the two, if they can agree 
if and when there is a third vacancy. If they cannot agree 
then the appointment is to be made by a disinterested party. 

The new transcontinental line will not be in conformity 
with the Commis:ion’s tentative consolidation plan. In that 
plan, the Missouri Pacific is put into system No. 19 and the 
Denver in No. 16, with the Santa Fe. 

The Commission said it might be claimed that the pro 
posed acquisition by the Missouri Pacific lacked harmony with 
the tentative plan of consolidation in that the Denver was 
grouped with the Santa Fe and not with the Missouri Pacific. 

“That plan is, of course, only tentative,” said the Commis- 
sion. “Whether, in the proceedings which are now being held 
thereon the groupings therein specified shall stand as the 
grouping: of the plan adopted is undertermined.” Continuing 
on that point the Commission said: 


If the record before us justifies the conclusion that the 
acquisition by the applicant of one-half of the common stock 
of the new Denver Company, with all of the common stock of 
that company to be placed in a voting trust as outlined above, 
is in the public interest, we do not regard the fact that the 
lines of the applicant and the lines of the Denver are not 
placed in the tentative plan for consolidation in the same system 
as a sufficient reason for withholding our approval and author- 
ization in this. case. The tentative plan of consolidation was 
put forward in order to elicit a full record upon which the 
plan to be ultimately adopted can rest and without prejudgment 
of any matters which may be presented upon that record. It is 
not our view as at present advised that the acquisition of 
one-half of the common shares of the new Denver Company 
under the circumstances and conditions above outlined, and 






























































































1512 






subject with the other half to a voting trust until 1945, con- 
stitutes an acquisition of control within the meaning of the 
statute. But in this we may be mistaken. The acquisition 
may ripen into one of control. If it should ultimately be de- 
termined that such acquisition of stock is acquisition of con- 
trol, then it follows that our authority therefor must be 
obtained, and upon that theory we may consistently approve 
and authorize the proposed acquisition. 


Colorado objected to the acquisition, claiming among other 
things that the Western Pacific had no legal right or authority 
to own the shares of stock of the new Denver company which 
it proposed to acquire and half of which it proposed to transfer 
to the Missouri Pacific, for $9,000,000. The Commission, after 
looking at the statutes controlling the matter said that that ob- 
jection could not be sustained. It held likewise in respect of 
other points of law and considered the matter as one raising 
no question other than that of the public interest, which it said 
included not only the interest of the people of Colorado but of 
the people of other states as well. - 

In conclusion it said the record supported the contention 
of the Missouri Pacific that the acquisition would be mutually 
beneficial to the two railroads involved in bringing about a 
termination of the receivership and in the interest of the public. 

Commissioner Eastman said he was of the opinion that 
the acquisition of the Denver & Rio Grande Western stock by 
the Western Pacific holding company was unlawful and that it 
had no valid title which it could transfer to the Missouri 
Pacific. Further, he said, once the acquisition was accom- 
plished a new transcontinental system would be created, with 
no power to dismember it short of the power of eminent domain. 
He said that even if such a ¢ystem were assumed to be desir- 
able, the method of accomplishing it was wholly unsound be- 
cause the Denver & Rio Grande Western was in a strategic 
postion, to deal with competing lines to the east and to 
the west, while if the acquisition were permitted, it would be 
tied up with only one eastern and only one western outlet. 
He said the Western Pacific and the Missouri Pacific needed 
the Denver more sorely than it needed them. 

In the reorganization case the Commission modified its 
report and order in 82 I. C. C. 745, so as to make the order cover 
the modified reorganization plan. The modified plan, accord- 
ing to the Commission’s report, in the particulars considered 
by it, as follows: 


It provides (1) that the $29,808,000, principal amount, of 
general-mortgage bonds to be issued under and pursuant to, 
and to be secured by, a mortgage bearing date as of February 
1, 1924, shall until February 1, 29, be income bonds, cumu- 
lative from February 1, 1924, to the full extent of 5 per cent 
per annum, instead of bonds carrying interest payable abso- 
lutely during that period, the provision being that the payment 
of the interest accruing on these bonds for the period from 
February 1, 1924, until February 1, 1929, shall not be manda- 
tory even if the same shall have been earned by the applicant; 
but if earned and available, whether prior to February 1, 1929, 
or thereafter, the interest on the bonds accruing during the 5- 
year period (including accumulations, if any), shall be paid to 
the extent that in the reasonable discretion of the boards of 
directors of the applitant such payment is not inconsistent with 
due regard for the protection of the property of the applicant 
and the maintenance of efficient service thereon. Commencing 
February 1, 1929, the interest on these bonds accruing from and 
after that date will be a fixed charge upon the applicant; and 
(2) that an additional provision in respect of the payment of 
dividends upon the preferred stock shall be included in the 
applicant's by-laws reading: “it is recognized however that in 
view of the probable requirements of the property in the im- 
mediate future the directors of the new company may deem it 
prudent to apply a large proportion of such earnings and profits 
to capital requirements during the period prior to February 1, 
1929, than in subsequent years.” The plan has also been modi- 
fied with respect to the sinking fund for the general-mortgage 
bonds, in that the fund to be provided for this purpose may 
at the option of the board of directors of the applicant be 
applied either in the purchase of general-mortgage bonds, or 
in capital expenditures upon the property of ‘the applicant 
subject to the lien of the general mortgage, and to the extent 
used for such capital expenditures shall not be made the basis 
for the payment of dividends upon the stock of the applicant. 
There is also another amendment providing that until February 
1, 1929, all dividends declared upon the stock of the Utah Fuel 
Company shall in any event be paid directly to the applicant 
to be used by it for any lawful corporate purpose. A further 
amendment relates to the employment and payment of experts 
and accountants by the preferred stockholders’ committee. 


The Commission said the modification of the orders pertain- 
ing to the issuance of securities was not to be understood as 
approving the agreement between the reorganization managers 
on the one hand, and the Western Pacific and the Missouri 
Pacific on the other hand, whereby the two railroad companies 
agreed to buy $2,000,000, and $1,000,000 more if the reorgan- 
ization managers deemed it necessary, of Denver refunding and 
improvement bonds. No application for authority to buy bonds 
was made. The state of Colorado, the Commission ¢aid, thought 
such a purchase a step in the right direction, but that it did 
not go far enough. 
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FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables fell 
slightly below 17,000 cars the week ended June 7, according to 
the weekly summary of carlot shipments of the Bureau of 
Agricultural Economics of the Department of Agriculture. The 
totals from the summary follow: . 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the _ railroads, 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 

This Last 
June May June Sea- Sea- Total 
1-7, 25-31, 3-9, son to son to Last 
1924 1924 1923 June 7 June 9 Season 


pee RS Ee. 102 151 23 *63,056 46,260 46,286 
Apples (Eastern States)— 
TEAL — cilab wc w'y 205 193 121 *72,501 65,857 65,997 


Asparagus— 
EE | 6 Wig nena to 37 31 +e *775 oe 785 
Cabbage— 
SURO . és eibuisas 798 651 538 *15,102 11,301 37,091 
Cantaloupes— 
sapere 1,629 536 1,463 2,299 2,955 25,876 
Celery— 
» | SE 52 106 14 *7,237 6,409 16,869 
Cherries— 
ie eae 178 191 + 807 oe 2,481 
Cucumbers— 
WORE 0585. Jt... 594 868 oe 2,310 ee 5,677 
Grapefruit— 
oo 235 432 +e *19,407 oe 17,634 
Lemons— 
| ae 358 415 +e 7,588 ee 8,194 
Lettuce— 
ee 488 420 194 *21,180 17,794 27,713 
Mixed Citrus Fruits— 
oS ee ees 36 51 se 3,625 se 3,677 
Mixed Deciduous Fruit— 
ME sec cteces 202 133 441 355 721 9,062 
Mixed Vegetables— 
“ *2eae™ 934 864 556 *13,452 10,866 24,025 
Onions (1923 crop)— 
MOL) <tanecces 12 19 +s *29,405 29,758 29,758 
Onions (1924 crop)— 
MEE GiGi 0d cee s 217 365 108 *4,270 3,705 *29,405 
Oranges— 
TOMO: : 44i iva se 1,488 1,300 se *61,889 ee 67,952 
Peaches— 
. | ees Ae 125 226 632 151 659 8,701 
Plums and Prunes— 
MN “aia voneees +e se 44 se _ 6,797 
Spinach— 
| aS 18 26 +e *7,493 7,354 7,354 
Strawberries— 
UN ohidtin be cts 2,652 3,113 1,881 *14,375 15,969 17,899 
String Beans— 
ee eee » 382 421 se *2,091 +e *3,323 
Tomatoes— 
WHORL, OS cise 557 765 803 *8,561 10,279 24,016 
Watermelons— 
_ _ eee 221 27 1,137 257 2,015 33,008 


ence eho 6s 3,623 2,888 *13,219 *12,576 10,568 238,334 
Summary Potatoes— 
Leading Sec- : 
tions, late crop1,580 1,580 1,793 188,578 182,654 186,055 
Other Sections, 

















late crop .... 9 12 13 16,346 27,152 27,181 
Early Crop ... ** ss +e 33,410 40,922 40,922 
<a 1,589 1,592 1,806 238,334 250,728 254,158 


** Unavailable, 


CONDITION OF CARS 


Freight cars in need of repair on May 15 totaled 182,144, 
or 8 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the Amer- 
ican Railway Association. This was an increase of 2,869 over 
the number reported on May 1, at which time there were 179, 
275, or 7.9 per cent. 


Of the total number in need of repair on May 15, reports 
showed 135,237, or 5.9 per cent, in need of heavy repair, an 
increase of 3,628, compared with the number in need of such 
repair on May 1. Freight cars in need of light repair totaled 
46,907, or 2.1 per cent, a decrease of 759, compared with the 
number on the first of the month. 


PIPE LINE COMPANY FIGURES 


Thirty-five carriers by pipe line, operating 64,759 miles of 
line, had a net income of $62,639,224 in 1923, according to 
statistics issued by the Bureau of Statistics of the Commission. 
The report stated that the investment in pipe lines was $432, 
065,360; other investments, $305,840,524; cash, $13,363,364; ma- 
terial and supplies, $43,770,337; .total ‘current assets, $144,264, 
050; capital stock, $462,461,500; unmatured funded debt, $34- 
688,000; total current liabilities, $76,642,175; accrued deprecia- 
tion, $175,386,538; total corporate surplus, $77,793,806; pipe line 
operating revenues, $131,212,582; pipe line operating expenses, 
$69,234,319; operating income, $52,678,246; dividends declared, 
$42,962,010. 
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U. S. Supreme Court Decisions 
%. “ ey 


JOINT MINE ORDER SUSTAINED 


In an opinion by Mr. Justice Butler in Nos. 627 and 628, 
United States of America and Interstate Commerce Commission 
et al. vs. New River Company et al., and Slab Fork Coal Com- 
pany et al. vs. New River Company et al., respectively, the 
Supreme Court of the United States this week reversed the 
United States District Court for the Southern District of West 
Virginia, the effect of the decision being to sustain the Com- 
mission’s order in the so-called joint mine case. 

The suit was brought against the Chesapeake & Ohio, the 
Virginian, the United States and the Commission to enjoin the 
carriers from applying rule 4 of CS-31, Revise, providing for 
the distribution of coal cars, and to set aside the decision and 
order of the Commission of December 11, 1922. The lower 
court enjoined the Commission’s order. 

Explaining the 150 per cent rule, the court said that under 
that rule a joint mine might order 100 per cent of its gross 
daily rating from either carrier serving it and was entitled to 
receive its pro rata share of that carrier’s available cars. If 
it so ordered 100 per cent from one carrier, the court said, it 
was not entitled to any more cars from the other carrier serv- 
ing it. However, the court said, if a joint mine served by 
two carriers ordered cars from both on the same day it was 
entitled to order from each carrier 75 per cent of its gross 
daily rating, making its combined orders 150 per cent, but sub- 
ject to the limitation that it was not entitled to receive in the 
aggreagte more than its gross daily rating. Rule 4, inaugurated 
by the Railroad Administration, limited the orders of the joint 
mine to 100 per cent of its rated capacity. The court said the 
Commission declined to give permission to substitute the 150 
per cent rule for rule 4, and continued as follows: 


January 11, 1921, appellees filed separate complaints with the 
Commission against the Chesapeake and Ohio Railroad Company and 
against the Virginian Railway Company, attacking rule 4 as unjust 
and unreasnoable and unduly prejudicial to joint mines and unduly 
preferential of local mines. Certain operators of joint mines inter- 
vened in support of the complaints. Certain operators of local mines 
intervened in support of rule 4. The complaints were consolidated 
with each other and with similar complaints. June 21, 1921, division 
5 of the Commission reported as follows: 

“. . . We find that rule 4 of Circular CS-31, revised, is unrea- 
sonable and unduly prejudicial to joint mines, and unduly preferential 
of local mines, to the extent that it limits the aggregate orders of 
the joint mine to 100 per cent of its rating from both roads; and 
that for the future during periods of car shortage defendants should 
distribute cars to the joint mines on their lines here considered on 
the basis outlined in the Illinois case (In re Irregularities in Mine 
Ratings) . . .” Fairmont & Cleveland Coal Co. vs. Baltimore & Ohio 
R. R. Co., 62 I. C. C. 269, 276. The Commission referred to its authority 
under Section 1 (13) of the Interstate Commerce Act by general 
or special orders to require carriers by railroad to file their rules 
and regulations with respect to car service, and to direct that 
such rules and regulations be incorporated in the schedule show- 
ing rates, fares and charges for transportation, and be subject to 
the provisions of the act relating thereto; and added, “We have 
not required that car service rules be filed as tariff schedules. We 
will not in this proceeding direct that the rules which we herein 
find to be reasonable be so filed. We shall expect, however, that 
defendants will promptly amend their car service rules so as to 
conform with our findings and evidence same by filing copies 
thereof with us.’ No formal order was entered, but the defendant 
carriers amended their rules to conform to the findings in the report, 
and put in force and applied the 150 per cent rule. 

Subsequently, on petition of the intervening operators of the local 
mines, the case was reopened -and considered by the full Commission. 
December 11, 1922, it reversed the findings of Division 5 and found 
that rule 4 was not unreasonable or unduly prejudicial. Bell & 
Zoller Coal Co. vs. Baltimore & Ohio Southwestern R. R. Co., 74 
I. C. C, 433. It said: ‘‘Our former conclusions in the Fairmont Cases, 
based upon a mistaken adherence to and extension of the decision in 
the Illinois case, are -reversed.”” The Commission made a formal 
order, reciting that it had “made and filed a report containing its 
findings of fact and conclusions thereon, which said report is hereby 
referred to and made a part thereof: It is ordered that the complaints 
in these proceedings be, and they are hereby, dismissed.” Following 
the report and order, the Chesapeake & Ohio Railway Company and 
the Virginian Railway Company gave notice to the appellees that 
they would put rule 4 in effect again. 

Thereupon this suit was brought. The complaint alleged that 
the carriers put the rule in effect because of the order of the Com- 
mission, and in fear of the penalties imposed by law for violation 
of its orders. It attacked the order and rule on the ground that 
they are beyond the power which the Commission can constitutionally 
exercise; and are in excess of the power conferred upon it by statute; 
and that they are arbitrary and unreasonable. ‘The Chesapeake & 
Ohio Railway Company answered that the effect of the order upon it 
was necessarily the same as though the order had been in affirmative 
form, requiring it to cease and desist publishing and observing the 
Illinois rule (150 per cent rule) and in lieu thereof to publish and 
observe rule 4; and that, facing the danger of suits for heavy dam- 
ages, supported by a decision and reparation orders which it be- 
lieved would follow its failure to observe the rule prescribed by 
the Commission, it undertook to cancel the existing rule and to re- 
store rule 4. The Virginian Railway Company answered that in the 
matter of distribution of cars, it was subject to the orders of the 
Commission, and that the Commission having decided that rule 4 is 
not unreasonable or unduly prejudicial, and, in the same decision 
aving expressly reversed its conclusion in the Fairmont case, that 
company considered itself legally bound to put rule 4 in effect on 


its railroad. The United States and the Interstate Commerce Com- 
mission moved to dismiss the complaint for want of jurisdiction and 
went. gt equity. The interveners moved to dismiss and later an- 
swered. 

The case was presented to and heard by a court of three judges. 
Act of October 22, 1913, 38 Stat. 220. The operation of the order of the 
Commission was stayed and suspended. After trial, final decree was 
entered setting aside the Commission’s order and rule 4 and enjoin- 
ing the United States, the Commission and the defendant carriers 
from restricting the rights of appellee in accordance with the order 
and rule or through any other order or rule to the same effect, 293 
Fed. 460. The United States and the Interstate Commerce Commission 
appealed. No. 627. The interveners appealed. No. 628. The carriers 
did not appeal. i 

The questions for decision are: Whether the order was subject to 
pt ag by the District Court; and, if so, whether it should be set 
aside. 

1. The District Courts have jurisdiction over “cases brought to 
enjoin, set aside, annul, or suspend in whole or in part any order of 
the Interstate Commerce Commission.” Act of June 18, 1910, c. 309, 
36 Stat. 539; Judicial Code, Sec. 207, Act of March 3, 1911, c. 231, 
36 Stat. 1148; Act of October 22, 1913, c. 32, 38 Stat. 219. The appel- 
lants contend the order is negative and therefore not subject to 
review by the court. They cite Procter & Gamble vs. The United 
States, 225 U. S, 282; Hooker vs. Knapp, 225 U. S. 302, and Lehigh 
Valley R. R. Co. vs. United States, 243 U. S. 412. In the first of 
these cases, application was made by the Procter & Gamble Com- 
pany, a shipper and owner of tank cars, to be relieved from paying 
demurrage charges, in accordance with demurrage rules applied by 
the carrier. The Commission dismissed the complaint. As shown by 
the report (19 I. C. C. 556, 560), the reason for dismissal was that 
the tank cars were made subject to the demurrage rules, by an ar- 
rangement between the shipper owning the cars and the carrier 
hauling them. The question before this court (p. 292) was whether 
the Commerce Court had power to exert its own judgment by originally 
interpreting the administrative features of the Act to Regulate Com- 
merce, and upon that assumption to treat the refusal of the Com- 
mission to grant the relief prayed for as an affirmative order, and 
accordingly to pass on its correctness. Hooker vs. Knapp and Lehigh 
Valley Railroad Co. vs, United States were decided on the authority of 
the Procter & Gamble case. The opinion in that case when viewed 
in the light of the report of the Commission furnishes no support 
for appellants’ contentions here. In all of these cases, affirmative re- 
lief sought was denied by the Commission. Judicial review was re- 
fused on that ground. The taking of jurisdiction in such cases would 
involve determination by the courts whether relief denied by the 
Commission, in the exercise of its powers, should be granted. See 
The Chicago Junction Case, — U. S. —. The authority conferred 
upon the Commerce Court 4 Sec. 207 of the Judicial Code was vested 
in the District Courts by the Act of October 22, 1913, and, like the 
authority previously exercised by the Federal Circuit Courts, is con- 
fined to determining whether the Commission’s order violates the 
Constitution, or exceeds the power delegated by statute, or is an 
exercise of power so arbitrary as virtually to transcend the authority 
conferred. Kansas City Southern Railway Company vs. United States, 
231 U. S. 423, 4389; Manufacturers Ry. Co. vs. United States, 246 U. 
S. 457, 483, 489. See also Interstate Commerce Commission vs, Illi- 
nois Central R. R., 215 U. S. 452, 470; Interstate Commerce Com- 
mission vs. Union Pacific R. R., 222 U. S. 541, 547; Intermountain 
Rate Cases, 234 U. S. 476, 490; Skinner & Eddy Corporation vs, United 
States, 249 U. S. 557, 562. 

The mere fact that the order of the Commission dismisses the 
complaint of shippers aganist rule 4 does not make it a negative 
order. That rule, promulgated during Federal control, was con- 
tinued in effect upon the recommendation of the Commission until 
it decided, June 21, 1921, that the rule was unduly prejudicial to 
joint mines and unduly preferential of local mines, and that the car- 
riers should distribute cars to joint mines on the basis of the 150 
per cent rule.* The Commission refrained from making an order 
that the rule be filed as a tariff schedule, but announced that it 
expected the carriers promptly to amend their car service rules to 
conform with its findings. Accordingly, the carrier ceased to apply 
rule 4 and applied the 150 per cent rule in its place. When the 
case was reopened before the Commission, the contest was be- 
tween the operators of local mines attacking the 150 per cent rule 
and the operators of joint mines supporting that rule and objecting 
to rule 4. The Commission reversed its former findings and decided 
in favor of the rule 4 and dismissed the complaints assailing that rule. 
The order expressly includes the findings and conclusions stated in 
the report. It is not merely negative. Clearly, the order permits 
and authorizes the carriers to apply rule 4, If that rule is illegal, as 
alleged, such permission and authority will not sustain it, and suit 
will lie to set it aside. The Chicago Junction Case, supra. Plainly, 
it was the intention and purpose of the Commission that rule 4 
should be applied in place of the 150 per cent rule. The effect of 
the order is to grant the relief sought by the operators of local mines. 
We hold ‘that the District Court had jurisdiction. 

2. Appellees contend that each operator of a joint mine has a 
legal right to its fair share of the car supply of each carrier serving 
the mine; that the operator on any day may offer the prospective 
output of the mine to any carrier serving it and is entitled on that 
basis to its share of the carrier’s available cars, and that, if any 
portion of the output remains, the operator may offer it to the 
second carrier and is entitled to a fair share of that carrier’s avail- 
able cars. This practice is forbidden by rule 4, approved by the 
order of the Commission. The court below held the order invalid 
as discriminatory in that it deprived the operator of a joint mine 
of an advantage to which it has a legal right. 

The Interstate Commerce Act confers power on the Commission 
to regulate the distribution of cars. See Sec. 1, (3), (4), (6), (10), 
(11), (12), (14); Sec. 3 (1); Sec. 15 (1). And its jurisdiction over 
the subject is exclusive. Interstate Commerce Commission vs. Illi- 
nois Central R. R., supra, 472; Baltimore & Ohio R. R. vs. Pitcairn 
Coal Co., 215 U. S. 481, 493; Morrisdale Coal Co. vs. Pennsylvania 
R. R, Co. 230 U. S. 304, 313; Pennsylvania R. R. vs. Puritan Coal Co., 
237 U. S. 121, 131, 133; Pennsylvania R. R. vs. Clark Coal Co. 238 
U. §. 456, 468; Pennsylvania R. R. Co. vs. Stineman Coal Co., 242 
U. S, 298, 300. The courts will not review determinations of the 
Commission made within the scope of its powers or substitute their 
judgment for its findings and conclusions. Interstate Commerce Com- 
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mission vs. Tilinois Central R. R., supra, 470; Interstate Commerce 
Commission vs. Union Pacific R. R., supra, 547; Kansas City Southern 
Railway vs. United States, supra, 456; United States vs. Louisville 
& Nashville R. R. Co., 235 U. S. 314, 320; Manufacturers Ry. Co. vs. 
United States, supra, 488. 

Under rule 4, an operator of a local mine is entitled on the basis 
of its daily rating to its pro rata share of the available cars of 
the carrier serving it. An operator of a joint mine is not confined 
to any one carrier serving it. It may order from each carrier but 
the total number of cars ordered may not exceed the gross daily 
rating of the mine. It may select the carrier which at the time has the 
better car supply and receive its pro rata share of that supply ac- 
cording to its gross daily rating, based on its capacity to ship by 
all carriers. It may choose between the carriers to secure the serv- 
ice, connections and markets it desires to have. The determination of 
. the Commission in favor of rule 4 cannot be said to be so arbitrary 
or unreasonable as to transcend the power conferred upon it in respect 
of car distribution. The contention that the order of the Commis- 
sion deprives operators of joint mines of their property without due 
process of law is without merit. 


CERTIORARI DENIED 


The Supreme Court of the United States this week, in No. 
1021, Merriam & Millard Company vs. Chicago, Burlington & 
Quincy, denied the application for a writ of certiorari, filed by 
the petitioning company. That company, a grain dealer in 
Nebraska, sought review of the decision of the Circuit Court 
of Appeals for the Eighth Circuit, reversing a decision of the 
court for the district of Nebraska. The court of first instance 
gave the grain company a judgment against the Burlington for 
$7,622.04 on account of damages supposed to have been suffered, 
through the payment of unreasonable rates on corn, from points 
in Nebraska to the Pacific coast in the latter part of 1921, the 
Commission having declared unreasonable a rate of 81.5 cents 
to the extent it exceeded 64 cents. 

This is the case that grew out of the suits filed in Nebraska 
for the collection of damages on shipments made in the fall 
of 1921 after the Commission, on October 20, 1921, held the 
rates on grain unreasonable to the extent they exceeded a cer- 
tain percentage of the increase allowed in Ex Parte 74. The Com- 
mission entered no order. It said it expected the carriers to 
make the reductions as soon as practicable and not later than 
November 20. It said that an order in accordance with the 
findings would be entered, if that became necessary. ‘The car- 
riers paid no attention to the findings and the Commission en- 
tered an order. That order made the lowered rates effective 
December 28. 

It was the claim of the petitioner that on each shipment 
made between November 20, 1921, the date on which the Com- 
mission said it expected the carriers to make the reduced rates 
effective, and December 28, the date on which the reduced rates 
became operative, it was entitled to reparation to the differ- 
ence betweeen 81.5 and 64 cents. The petitioner said the re- 
spondent, Burlington, took advantage of the Commission’s dec- 
laration that an order wouid be entered in accordance with the 
findings if that became necessary, and made no effort to put 
into effect the rate of 64 cents found reasonable. 


The circuit court of appeals, the petitioner said, erred when 
it held that until the Commission had declared the right of 
reparation because of shipments of grain made by it, or some 
other shipper similarly situated, after the finding and opinion 
of the Commission and before the effective date of its subse- 
quent order, by some order fixing the right of such reparation, 
an action of this kind could not be maintained. 

It further contended the court erred in holding and de- 
claring the law to be that, after the Commission had made its 
finding and published the same, fixing and declaring what would 
be the reasonable rate for the future, a shipper who made sales 
relying thereon, but who was forced by the carrier to pay a 
higher rate than that found and declared by the Commission 
to be a reasonable rate, could not maintain an action in a 
court of justice to recover his damages, but must submit his 
claim for reparation to the Commission. Further contentions 
by the petitioner were that the decision constituted a judicial 
repeal of that part of section 9 authorizing a person claiming 
to be damaged to bring suit in any district or circuit court of 
competent jurisdiction, and compelled him to submit his claim 
for reparation to a non-judicial tribunal, from whose adverse 


decisions he had no appeal, before any relief could be sought 
in the courts. 


NOTICE OF CLAIM CASE 


A writ of certiorari was granted this week by the Supreme 
Court of the United States in No. 1071, James C. Davis, etc., 
vs. John L. Roper Lumber Company in which is involved the 
difficult question whether the lumber company could sue for the 
value of a carload of scrap iron, moved to billed destination 
on an order-notify bill of lading and there delivered to the 
notify party without surrender of the bill of lading, it having 
given no notice of claim, within six months of the reasonable 
time for delivery of the shipment. No such notice was given. 
The Court of Law and Chancery of the City of Norfolk, Va. 
for $1,046.88 for the wrongful delivery, in the summer of 
1918, at Clarksburg, W. Va., of the scrap iron transported from 
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New Bern, N. C. The Supreme Court of Appeals of Virginig 
sustained the lower court and the Director-General asked for 
a review. 

Conflict between the decisions of courts on the proper con. 
struction and interpretation of the Cummins amendment to 
section 20 of the interstate commerce law was one of the chief 
grounds for asking for that review. The case turns wholly, 
says the petition of the Director-General, on the federal question 
whether, under section 20, the lumber company was entitled 
to recover without having filed, with the carriers, within six 
months, notice of claim. In this case the Director-Genera] 
claims the benefit of an act for the protection of a carrier. 

There was no dispute about the facts, the petition said. 
The defendant admited wrongful delivery at destination and 
the plaintiff admitted it had not filed claim or notice of claim 
within six months. 

The Director-General, in his brief in support of the appli- 
cation for the writ planted himself on the construction and 
interpretation of the bill of lading provisions based on the 
Cummins amendment made by the First Department of Appel- 
late Division of the Supreme Court of New York, May 2, 1919, 
in Bell et al. vs. New York Central, 175 N. Y. Sup. 712. In 
that case the court said that the meaning of the bill of lading 
provision is this: “In non-transit cases, notice of claim must 
be filed with the carrier within four months, as specified, which 
is a condition precedent to recovery. (The period is now six 
months, the bill of lading in the New York case being the old 
form.) In such cases, where the notice of claim is filed, the 
short statute of limitations (two years) does not apply. In all 
other cases, namely, transit loss cases, suit must be filed within 
two years.” 

The Director-General claimed the caSe was one of great 
importance, since the effect of the Virginia decision was to 
nullify, in certain cases, the provisions of the uniform bill of 
lading adopted by all carriers following the passage of the 
second Cummins amendment. He said it was seen from his dis- 
cussion of the cases that the various appellate courts, federal 
and state, which had interpreted the proviso of that amend- 
ment, had arrived at different conclusions and by divers lines 
of thought. He said he knew of no way to present and em- 
phasize the importance of a ruling on the controverted question 
by the highest court of the land than by quoting the language 
of the Honorable President of the Supreme Court of Appeals 
of Virginia, who said, in the opinion in this case, as follows: 

The decision of the question. just stated is not free from difficulty. 
Its final decision will depend, of course, on the ruling of the Supreme 
Court upon it, but, as yet, there has been no decision of that. tribunal 
upon the precise question. There have been a few decisions of 
courts of lesser jurisdiction upon the question, which, however, are 
not in harmony; and the ascertainment of the proper construction of 


the statue is more than ordinaryily difficult because of the phraseology 
and punctuation of the statute. 


PARRINGTON CASE CLOSED 


The Parrington and Portland Seed Company cases, decision 
in which neither the Director-General nor the shippers fully 
approve, has been finally disposed of by the Supreme Court of 
the United States, That court this week denied the motion of 
Hugh G. Rowland, appearing for the shippers, for the extension, 
to August 1, of time within which to file petitions for rehearing 
in No. 114, James C. Davis, etc., vs. Portland Seed Company. 
No. 122, San Francisco & Portland Steamship Company vs. A. J. 
Parrington, and No. 123, James C. Davis, etc., vs. A. J. Par- 
rington. 

The Director-General, nominally, backed Mr. Rowland’s mo- 
tion for an extension of time because Mr. Finerty signed a 
stipulation prepared by the shippers interested in the cases, 
asking for a grant of the motion. The Director-General signed 
that stipulation because, on an earlier date, he himself had 
filed a petition for further consideration in those cases. His 
desire was to have the court pass upon the question whether the 
fourth section applied to the Director-General while he was 
operating the railroads. The contention of the Railroad Ad- 
ministration was that the section did not bind the government. 
The lower courts gave the shippers judgment for damages re 
sulting from disregard of that section. Mr. Finerty argued for 
further consideration even if the court considered that the ulti- 
mate question of the applicability of the fourth section was not 
properly presented of record, due to the fact that it was not 
assigned in the petition for writ of certiorari in docket No. 114 
as a reason for a grant of the writ, nor specified in the assign 
ment of errors in No. 123. He based his request for further 
consideration, nevertheless, upon the fact that similar cases 
were pending in various district courts, all of which he sug 
gested, might be remanded for useless trial, if the ultimate 
question were not disposed of in these cases. 


CARRIER LIABILITY CASE 
The Supreme Court of the United States, in No. 891, Missouri 
Pacific vs. Reynolds Davis Grocery Co., this week granted 4 writ 
of certiorari on the application of the Missouri Pacific, to bring 
before it for review, from the supreme court of Arkansas, the case 
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in which the Arkansas courts held that the St. Louis-San Fran- 
cisco, in the delivery of a carload of sugar shipped from Raceland, 
La., to Fort Smith, Ark., where sixty sacks, each weighing 60 
pounds, were stolen from the car, while it was in the possession 
of the Frisco to which it had been delivered for hauling to the 
warehouse of the grocery company. 

The court held that the Frisco, in this case, was not a carrier, 
put a special agent hired by the Missouri Pacific, to make delivery 
for it. The Missouri Pacific was sued and judgment rendered 
against it for the value of the sugar, something more than $900. 
The Arkansas supreme court said the service performed by the 
Frisco was that of an agent, for the Missouri Pacific. It received 
$6.30 for placing the car on the warehouse track of the consignee. 


CONGRESS AND THE RAILROADS 


The Traffic World Washington Bureau 


The long session of the Sixty-eighth Congress came to an 
end late June 7 with only two railroad bills having been enacted 
into law. These bills were S. 2704, amending paragraph 3 of 
section 16 of the interstate commerce act so as to extend the 
time for filing claims for overcharges, and H. R. 8578, providing 
for the appointment of 15 additional inspectors of locomotive 
boilers and increases in salaries of the chief inspector, assist- 
ant inspectors and inspectors. The latter bill was passed June 
7 by the Senate. The measures were signed by President 
Coolidge. 

All important proposed railroad legislation failed to reach 
the stage of final action. The Hoch-Smith rate revision resolu- 
tion almost “got by,” but was caught in an eleventh-hour legis- 
lative jam in the Senate. The Howell-Barkley railway labor bill 
found itself at the end of the session on the calendars of both the 
House and Senate so that it will have a preferred status at 
the beginning of the next session. The Gooding railroad prop- 
aganda resolution also went over for consideration at. the next 
session. 

The Gooding long-and-short-haul bill, the Robinson sur- 
charge bill, bills requiring common carriers to use sanitary steel 
cars in express and baggage car service and prohibiting the 
use of wooden cars between steel cars—all passed by the Sen- 
ate—will rest in the files of the House committee on interstate 
and foreign commerce until Congress reconvenes. 

None of the bills proposing amendment or repeal of section 
15-a reached the floor of the Senate or the House. The Housé 
committee on interstate and foreign commerce adjourned its 
hearings on such bills until further order of the committee. 
The Senate interstate commerce committee concluded its hear- 
ings, but took no action before adjournment. 

One hearing was held by the Senate interstate commerce 
committee on Senator Cummins’ railroad consolidation bill, but 
no effort was made to bring the bill up for consideration. 

Probably less legislation affecting the railroads was passed 
in the long session just closed than in any preceding session 
in recent years, yet the session began last December with many 
predictions that railroad legislation would be one of the prin- 
cipal subjects before the Congress. 

The defeat of the conference report on the second defi- 
ciency appropriation bill caused by the filibuster of Senator 
Pittman of Nevada against the report, will deprive the Com- 
mission of $350,000 additional for valuation work. The bill car- 
ried that item for the Commission. 


ADVERTISERS URGE FAIR PLAY 


A resolution urging fair treatment for the railroads in the 
interest of lowered distribution costs to the public has been 
adopted by the Association of National Advertisers, as follows: 


Whereas, The continued growth and development of adequate 
Gansportation facilities is essential to the prosperity of the nation 

Whereas, The railroads under existing private ownership and 
operation have made and are making a splendid record in meeting 
the transportation needs of the country with increased efficiency, 
despite the heavy burdens laid upon them by taxation and other 
increased costs, 

Be it Resolved, That we, the Association of National Advertis- 
ers, Inc., representing three hundred manufacturers and business 
concerns distributing manufactured goods of service nationally, and 
therefore dependent upon adequate transportation facilities for effec- 
tive and economical distribution to the public, in convention assem- 
bled at Cleveland, Ohio, this 28th day of May, 1924, do hereby rec- 
ord our faith in the principle and practice of private ownership and 
operation of railroads and other transportation facilities, and 

Be It Further Resolved, That we favor a policy of co-operation 
on the part of the public and government with our railroads to en- 
courage their development and to enable them to earn a fair return 
upon their investment in order that capital may be attracted to 
railroad securities, and further expansion and development be as- 
sured as the growing needs of the country, require, and 

Be It Further Resolved, That we express our earnest disap- 
Proval of that kind of political agitation against the railroads re- 
vealed in many recent bills introduced in Congress, the results of 
Which we believe will not be in the public interest, 
th Be It Further Resolved, That we call upon all business men and 
moe Public to adopt a spirit of helpfulness and fair-mindedness to- 
ea the transportation problems of this country to the end that 

€ nation may enjoy continued prosperity, and 
to Be It Further Resolved, That a copy of these resolutions be sent 
~ members of the United States Senate and the House of Repre- 
entatives, the Interstate Commerce Commission, and to the press. 
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NO RATE REVISION NOW 


The Trafic World Washington Bureau 


Contrary to expectations of members of Congress backing 
the measure, the Hoch-Smith rate revision resolution was not 
passed before adjournment at 7 p. m. June 7, and the Com- 
mission will not have to institute now such an investigation 
as was proposed by the resolution. The resolution will be 
before the Senate for consideration when Congress convenes 
in December. 

Failure of the resolution to get through was caused by two 
developments in the Senate not expected by the House advo- 
cates of the measure. One of these developments was a re- 
fusal of Chairman Smith of the Senate interstate commerce 
committee to accept the resolution as it was passed by the 
House on the afternoon of June 6. The text of the resolution 
had been submitted to him before the House committee on 
interstate and foreign commerce reported it to the House and 
he had indicated that it would be acceptable in that form. 
When it reached the Senate June 7, however, he had the reso- 
lution sent to conference. This delayed bringing the resolution 
up in the Senate and when the conferees had agreed a situation 
had developed in the Senate that prevented action on any 
measures. 

Late in the afternoon Senator Pittman of Nevada obtained 
the floor in opposition to the conference report on the second 
deficiency appropriation bill because an item carrying $200,000 
for an irrigation project in Nevada had been eliminated by 
the conferees. He declared that if that item was not included 
he would not permit the bill to pass. He successfully held the 
floor until the hour of adjournment was reached and no action 
was taken on any other measure. This situation prevented 
Chairman Smith getting the conference report on the rate re- 
vision resolution before the Senate. He can call it up when 
Congress convenes in December or if an extra session should 
be called between now and then. The latter is not regarded 
as a probable development. 

The Senate conferees on the rate resolution were Chairman 
Smith and Senators Pittman and Cummins. The House con- 
ferees were Chairman Winslow of the House committee and 
Representatives Hoch and Rayburn. The resolution as agreed 
on by the conferees was only slightly different than the reso- 
lution passed by the House. 

Part of the first sentence of the Smith resolution as it 
passed the Senate was included in the revised draft. The part 
of the sentence used follows: 


That it is hereby declared to be the true policy in rate making to 
be pursued by the Interstate Commerce Commission in adjusting 
freight rates, that the conditions which at any given time prevail 
in our several industries should be considered in so far as it is legally 
possible to do so, to the end that commodities may freely move. 


The rest of the sentence, which was excluded, was as fol- 
lows: 


With fair profit to the producer and sold at a reasonable price 
to the consumer. 


In the last part of the resolution as passed by the House 
the conferees eliminated the words “a basic industry” after 
the word agriculture and also the word “reasonable” appear- 
ing before the words “lawful changes,” and “lawful rates.” 

The Hoch resolution as originally reported was not dis- 
turbed. Some of the conferees were at a loss to know why 
Chairman Smith had protested against the resolution as it 
passed the House, because the changes made by the conferees 
were regarded as not changing the practical effect of the res- 
olution. It was understood that Senator Cummins urged inclu- 
sion of the first sentence as to the “true policy in rate making,” 
and that it was at the suggestion of Chairman Smith that the 
words “a basic industry” were eliminated. It was understood 
that he said he did not like that part of the resolution, al- 
though those words were in the resolution as submitted by 
him to the Senate and as passed originally by the Senate. 

Mention of the fact that the rate revision resolution had 
failed to get through was made when a group of newsparer 
correspondents were talking to Senator Smoot of Utah just 
after Congress had adjourned. 


“Oh, that was not intended to be passed!” exclaimed 
the senior senator from Utah. 


The resolution as reported by the conferees and as it will 
come before the Senate next December follows: 


That it is hereby declared to be the true policy in rate making 
to be pursued by the Interstate Commerce Commission in adjusting 
freight rates, that the conditions which at any given time prevail 
in our several industries should be considered in so far as it is 
legally possible to do so, to the end that commodities may freely 
move. 

That the Interstate Commerce Commission is authorized and 
directed to make a thorough investigation of the rate structure of 
common carriers subject to the Interstate Commerce Act, in order to 
determine to what extent and in what manner existing rates and 
charges may be unjust, unreasonable, unjustly discriminatory, or 
unduly preferential, thereby imposing undue burdens, or giving un- 
due advantage as between the various localities and parts of the 
country, the various classes of traffic, and the various classes and 




















































































































































1516 THE 





kinds of commodities, and to make, in accordance with law, such 
changes, adjustments, and redistribution of rates and charges as 
may be found necessary to correct any defects so found to exist. In 
jomon, Syn any such change, adjustment, or redistribution the commission 
shall give due regard, among other factors, to the general and com- 
parative levels in market value of the various classes and kinds of 
commodities as indicated over a reasonable period of years, to a 
natural and proper development of the country as a whole, and 
to the maintenance of an adequate system of transportation. In 
the progress of such investigation the commission shall, from time 
to time, and ag expeditiously as possible, make such decisions and 
orders as it may find to be necessary or appropriate upon the record 
then made in order to place the rates upon designated classes of 
traffic upon a just and reasonable basis with relation to other rates. 
Such investigation shall be conducted with due regard to other investi- 
gations or proceedings affecting rate adjustments which may be 
pending before the commission. 

In view of the existing depression in agriculture, the commission 
is hereby directed to effect with the least practicable delay such 
lawful changes in the rate structure of the country as will promote 
the freedom of movement by common carriers of the products of 
agriculture affected by that depression, including livestock at the 
lowest possible lawful rates compatible with the maintenance of 
adequate transportation service; Provided, That no investigation or 
proceeding resulting from the adoption of this resolution shall be 
permitted to delay the decision of cases now pending before the 
Commission involving rates on products of agriculture, and that 
such cases shall be decided in accordance with this resolution. 


The House adopted the conference report on the resolution 
by a vote of 170 to 13.. Representative Huddleston of Alabama 
again objected to the resolution on the ground that its purpose 


was to give farm products lower rates at the expense of other 
traffic. 


LAFOLLETTE FOLLOWERS’ PROGRAM 


Repeal of the “Esch-Cummins act,” and “public ownership 
of railroads, with democratic operation,” are advocated by 
the Conference for Progressive Political Action which has 
called a convention at Cleveland, July 4, according to a state- 
ment issued by the publicity bureau of the organization. Those 
prominent in the organization are supporters of Senator La- 
Follette, of Wisconsin. The statement in part follows: 


Already the response of the country to the abandonment by Con- 
gress of further discussion of farm relief and railroad legislation, is seen 
in a flood of requests for credentials to the July 4 convention, reaching 
Arthur E. Holder, secretary of the Conference. These requests came 
from organizations of farmers who are disappointed and resentful at 
failure of agriculture relief legislation. They come from every 
section of the labor movement, which has been cheated of relief 
from the petty tyranny of the Railroad Labor Board and of injunction 
judges. hey come from progressive citizens in general, who see 
in the present political situation the possibility of a great movement 
back to human freedom and security. 

In the congressional campaign of 1922, the Conference for pro- 
gressive Political Action. secured a balance of power in Congress. 
This has worked to the people’s benefit. The issue now is the election 
of a majority in Congress. In every congressional district, and in 
every state where a senator is to be chosen, the progressives will have 
an active candidate, pledged to democracy ni government as against 
special privilege ownership of government. 

We have proven that a balance of power in Congress is not 
enough to secure constructive legislation. That was shown in the 
struggle for the Howell-Barkley railroad labor bill and the fight for 
the Norris-Sinclair farm relief bill. In the present House we have 
seen the balance of power turned by a large group of ignorant and in- 
different individuals in both parties, when issues arose between re- 
actionaries and progressives. The battle to win a progressive majority 
in the 69th Congress is a battle for every constructive principle for 
which we have organized the people’s forces. 

We stand for the repeal of the Esch-Cummins act, and for 
public ownership of railroads, with democratic operation, * * *. 

On these and other issues of vital moment to the people we 
await the deliberate action of the Republican and Democratic national 
conventions. If these conventions do not respond fully, frankly and 
apices to the definite and concrete demands which the Conference 
has outlined, the People’s Convention meeting on July 4, at Cleveland 
will accept the mandate which the farmers, the wage workers and 
the great mass of progressive citizens of the United States now press 
into its hands. 

The Conference for Progressive Political Action stands, with stop- 
watch in hand, observing the performance of the Republican and 
Democratic national conventions. We know that the people will ac- 
cept no excuses, no pretenses, no masking of candidates of pre- 


datory privilege. The people will take back their government and 
make it serve the common good. 


REPUBLICAN PLATFORM 


Following are planks in the Republican national platform, 
adopted by the convention at Cleveland, relating to subjects 
in which readers of The Traffic World have a special interest: 


The people demand and are entitled to have prompt and efficient 
transportation at the lowest rates, consistent with good service and 
a —— return on the value of the property devoted to public 
service. 

We believe that the American people demand, and we favor, a 
careful and scientific readjustment of railroad rate schedules with a 
view to the encouragement of agriculture and basic industries, with- 
out impairment of railroad service. 

The present laws regulating railroads which were enacted to meet 
post-war conditions should be modified from time to time as ex- 
periences show the necessity therefor. 

The consolidation of railroads into fewer competitive systems, 


subject to the approval of the Interstate Commerce Commission, 
should be provided for. 


Labor Board Flexibility. 


The labor board provisions of the present law should be amended 
whenever it appears from experience that such action is necessary. 
Collective bargaining, mediation and voluntary arbitration are the 
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most important steps in maintaining peaceful labor relations and 
should be, encouraged. We do not believe in compulsory action at 
any time in the settlement of labor disputes. 

Public opinion must be the final arbiter in any crisis which so 
vitally affects public welfare as the suspension of transportation, 

Therefore, the interests of the public require the maintenance 
of an impartial tribunal which can in an emergency make an investiga- 
tion of the facts and publish its conclusions. This is essential as a 
basis for popular judgment, 


We favor a stable consistent and constructive policy toward 
our railroads. 


Government Control. 


The prosperity of the American nation rests on the vigor of 
private initiative which has bred a spirit of independence and self 
reliance. The Republican party stands now as always, against all 
attempts to put the government into business. 

American industry should not be compelled to struggle against 
government competition. The right of the government to regulate, 
supervise and control public utilities and public interests we believe 
should be strengthened, but we are firmly opposed to the nationaliza- 
tion or government ownership of public utilities. 


One Cure for Depression. 


This process (bringing the average prices of what the farmer 
buys and what he sells closer together) can be expedited directly by 
lower freight rates, by better marketing through co-operative efforts, 
and a more scientific organization of the physical human machinery 
of distribution and by a greater diversification of farm products. 


Highways. 


The federal aid road act, adopted by the Republican congress in 
1921, has been of inestimable value to the development of the high- 
way system of the several states and of the nation. We pledge a 
continuation of this policy of federal co-operation with the states 
in highway building. 

We favor the construction of roads and trails in our national 
forests necessary to their protection and utilization. In appropriations, 
therefore, the taxes which these lands would pay if taxable, should 
be considered as a controlling factor. 


Merchant Marine. 


The Republican party stands for a strong and permanent merchant 
marine built by Americans, owned by Americans and manned by 
Americans, to secure the necessary contact with world markets for 
our surplus agricultural products and manufactures; to protect our 
shippers and importers from exorbitant ocean freight rates and to 
become a powerful arm of our national defense. 

That part of the merchant marine now owned by the government 
should continue to be improved in its economic and efficient manage- 
ment with reduction of the losses now paid by the government through 
taxation until it is finally placed on so sound a basis that, with ocean 
freight rates becoming normal, due to improvement in international 
affairs, it can be sold to American citizens, 


Great Lakes Waterway. 


Fully realizing the vital importance of transportation in both cost 
and service to all our people we favor the construction of the most 
feasible waterways from the great lakes to the Atlantic seaboard and 
the Gulf of Mexico, and the improvement and development of rivers, 
harbors, and waterways, inland and coastwise, to the fullest extent 
justified by the present and potential tonnage available. 


EXTRA SESSION NOT LIKELY 


President Coolidge does not expect any necessity for call- 
ing Congress into special session before next December, it was 
stated authoritatively at the White House June 10 by a spokes- 
man for the President. The situation created: by the failure of 
the second deficiency appropriation bill to pass will be alleviated 
as much as possible under existing law, it was said. This bill 
carried appropriations for increases in pay of District of Colum- 
bia employes and agitation for an extra session of Congress was 
started by the spokesman for such employes when the bill 
failed to pass. Apparently, however, there will be no special 
session called for that purpose. 


AGAINST LABOR BILL 


The Chamber of Commerce of the state of New York has 
passed resolutions opposing the MHowell-Barkley bill. The 
chamber called attention to the fact that on the boards of 
adjustment to be substituted for the present railway labor 
board, the public would have virtually no representation. The 
resolutions point out that independent labor would be without 
voice under the proposed system, while organized labor would 
have almost exclusive control, as is shown by the provisions 
that make it possible for the employes not to abide by agre& 
ments, although employers are bound to do so. Furthermore, 
the chamber believes the proposed boards would not pay much 
attention to particular <ections of the country, but would at- 
tempt to standardize railroad conditions nationally, without 
due regard for specific instances. Finally, the chamber says the 
proposed boards would prove costly and cumbersome and would 
promise nothing more toward insuring peace between the rail: 
roads and their employes than is offered now under the existing 
law. . 


POSTAL SALARY INCREASE BILL VETOED 


President Coolidge vetoed the postal salary increase Dill 
passed by Congress. The bill, according to the President, 
provided for an additional expenditure of $68,000,000 annually 
without providing the revenue therefor. The veto message Was 
read in the Senate, but no action was taken on it before ad- 
journment and the bill died. 
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UNREALIZED PERILS 


The Trafic World Washington Bureau 


Preparations for the adjournment of Congress brought to 
the surface perils for those having rights or duties prescribed 
by the interstate commerce law, unknown, it is believed, to 
more than a few. The House, in passing H. R. 12, early in 
the session gave its stamp of approval to a revision and 
codification of the interstate commerce and related acts so 
crudely done that the President would have been deprived of 
the power, in time of war or threatened war, to take over the 
railroads, a part of the fourth section would have been re- 
pealed for a period of time on which cases or fourth section 
applications now before the Commission are based, and there 
would have been doubt whether any carrier could have been 
indicted for giving a rebate. 

Members of the Commission’s legislative committee knew 
of the blunders in the so-called codification bill. They pointed 
them out to Senator Ernst of Kentucky, chairman of the select 
committee on revision of the laws. In support of a resolution 
offered by him providing for the appointment of a committee 
of three experts to go over the work done by the codification 
committee on the work of which the House of Representatives 
passed, with approval when it passed the bill, Senator Ernst 
made public correspondence about the bill. 

The members of Senator Ernst’s committee refused to re- 
port the bill passed by the House. They said they could not 
correct the errors by means of amendments, hence their rec- 
ommendation for the employment of three experts to do the 
work as they think it should be done. The members of the 
committee other than Chairman Ernst are Senators Pepper 
and Dial. In support of their recommendation they submitted 
a voluminotis report composed of comments and criticisms 
passed on the work of the House by the branches of the 
government affected by the so-called codification, which was 
to repeal everything enacted from the last codification, in 1878, 
to March 4, 1919, that was mentioned in the code. The statutes 
embraced in fifty-odd volumes of session laws were to be com- 
pressed into one volume. In the correspondence was a critical 
review .of the things done, not done, or proposed to be done 
to or with the statutes administered by the Commission, writ- 
ten by Commissioner Esch, chairman of the Commission’s 
legislative committee, to Representative Little, in charge of 
the codification work in the House, with a copy to Senator 
Ernst, amplfying a letter of comment written by former Chair- 
man Clark in 1921. Mr. Esch pointed out what seemed to be 
the effect of the codification as carried in the bill under con- 
sideration, although he said the legislative committee’s work 
was made uncertain because there was no index attached to 
the code. 

The Esch letter pointed out inaccuracies in the use of 
words of reference, as, for instance, the use of the word “here- 
inafter” in the interstate commerce law section, saying that 
if anyone felt that he had suffered damage he should proceed 
as “hereinafter” set forth. The word was used in the ninth 
section of the act and referred to the remedy. in the thirteenth 
section. In the code the remedial section was carried in a 
section that preceded the one telling the aggrieved how to 
proceed. 

In regard to the Elkins anti-rebate part of the law, Mr. 
Esch pointed out looseness in references which, he suggested, 
would not be liberally construed because the act was a penal 
law. The reference was to the date of the passage of the 
Elkins law, in 1908. Mr. Esch pointed out that the Elkins law 
was not the only one enacted on the day mentioned and that, 
therefore, the reference to the date would not advise the one 
accused of an offense for which, if found guilty, he might be 
sent to the penitentiary, of what he was accused, with that 
definiteness that is required in indictments. The Elkins act, 
Mr. Esch said, was not the only one approved February 19, 1903. 
There were other instances of poor reference to “this chapter” 
in the revised Elkins law, so that, in Mr. Esch’s mind, there 
Was grave doubt whether a carrier corporation could be in- 
dicted and punished for rebating as at present were the code 
to become law without material revision. 

Another point made by Mr. Esch was that the code lan- 
guage seemed to narrow the valuation part of the act; that 
there was uncertainty as to whether the power to afford relief 
from the prohibitions of the Panama Canal part of the fifth 
Section of the interstate commerce law was to be considered 
In or out of the law. 


Another question was as to whether section 408 of the 
transportation law, amending the interstate commerce act in 
such a way as to come within the definition of what was re- 
Pealed because part of the section had been taken into the 
code, was repealed or in a state of suspension. 

In closing his letter, Mr. Esch pointed out the tribulation 
that would be caused by revisions in language and re-arrange- 
ment of the sequence of parts of statutes. He said: 


It We appreciate fully the magnitude and importance of this work. 
is this very fact that leads us to refer to these matters. We do 
not mean to intimate that the code has not been most carefully and 
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critically prepared. In a work of this character it is practically im- 
possible to prevent inaccuracies. In an endeavor to be helpful, rather 
than critical, we have attempted to call attention to some matters 
which it seems to us should be further considered. Many of thd 
doubts that arise can be settled only by Congress or by the courts, 
which in the last analysis means the Supreme Court. The law under 
which the commission functions has been growing since its original 
enactment and it has taken many years to determine its application 
to various combinations of facts or circumstances. If the code is 
enacted, it may again require oe J years before the courts will have 
decided many of the questions which will arise. This would leave 
all concerned with the application of the laws relating to the com- 
mission’s work in a state of uncertainty, in many instances, pending 
these court decisions. It is also conceivable that the construction 
placed by the courts upon some of the questions that will arise may 
vary from the intent of Congress, Congress, in the first instance, 
determines what the law shall be and the effect that it shall have. 
It would seem preferable in the enactment of the code that Congress 
rather than the courts should resolve these doubts and that steps 
should be taken to eliminate such doubts as far as it is possible to 


do so. 
AISHTON ON RAILROADS 


“There are two paramount questions today before the Amer- 
ican people,” R. H. Aishton, president of the American Railway 
Association, said in an address before the fifth annual meeting 
of the mechanical division of the association at Atlantic City 
this week. “One is, ‘Can the railways provide adequate trans- 
portation service?’ This was answered in 1923, is being 
answered in 1924 and will continue to be answered affirmatively 
in the years to come, provided the railroads are given a chance 
to live. 

“The second great question before the American people is 
Are the railroads being efficiently and economically operated? 
To show you the angle of thought that is engaging one very 
large section of the public, the farmers of this country, I am 
going to quote you a pararaph from an address made by Mr. 
J. R. Howard, former President of the American Farm Bureau 
Federation, and which has been quoted to me recently as rep- 
resenting the attitude of the American Farm Bureau Federation: 


We are asked to pay higher freight rates than those to which 
we have been accustomed. We are told that the increased railway 
income is necessary in order to attract capital for just such im- 
provements. What the thoughtful farmer has in mind is reduction 
in railway operating costs. Therein he sees the only hope for ultimate 
rate reduction which he demands. He is thinking of the improve- 
ments most obvious to him, such as hydro-electric power; but he is 
coming to know, and I promise you he will increasingly know, some- 
thing about the more intensive progress in every branch of trans- 
portation science. To you gentlemen the confidence and good will of 
the farmers is vital You hope they will be patient about rates. You 
invite their co-operation for a respite from railway legislation. 
Towards both those problems the attitude of agriculture will be 
profoundly affected if the farmers are convinced that the strengthened 
credit arising from the higher rates is to be used in devoting capital to 
improvements for economy, : 


“What the farmer is thinking about other sections of the 
American people are also thinking about and a good many 
of them on not as intelligent lines as the farmer. How are 
you going to answer this question, because it has to be 
answered? As I see it, it is going to be largely through the 
initiative, the disposition and ‘the resourcefulness of such 
organizations as the one meeting here today, working co- 
operatively with the other branches of the service on different 
propositions, and particularly on those things having to do with 
more efficient and economical operation.” 


TIME FOR FILING SUITS. 


Representative Johnson of Texas introduced the following 
bill (H. R. 9728) just before adjournment of Congress June 7: 


Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That all persons 
having claims or causes of action arising out of possession, use, or 
operation by the president of the railroad or system of transporta- 
tion of any carrier, under the provisions of the Federal Control Act, 
or of the Act of August 29, 1916, who were, at the time such causes 
of action accrued, minors or laboring under other legal disabilities, 
which at that time prevented them from bringing suits in their 
own name therefor, may bring such actions at law or suits in equity 
in any court, which but for Federal control, would have had jurisdic- 
tion of the cause of action had it arisen against such carrier: Pro- 
vided, That all such suits or proceedings shall be filed in a court 
of competent jurisdiction not later than December 1, 1925, and the 
time limit within which such suits may be brought is hereby ex- 
pressly extended to December 1, 1925, and all laws and parts of 
laws in conflict herewith are hereby expressly repealed. 


RAILWAY LABOR BILL 


The text of the amendment adopted by the Senate inter- 
state commercé committee to the Howell-Barkley railway labor 
bill to take the place of the “receivership” amendment pro- 
posed by Senator Howell of Nebraska follows: 


Sec. 8. Emergency board: If notwithstanding the provisions of 
this act a dispute between a carrier and its employes should in the 
judgment of the President substantially interrupt, or seriously threaten 
to interrupt, interstate commerce to a degree such as to deprive 
any section of the country of essential transportation service, the 
President shall create a board to investigate, advise, and report its 
conclusion respecting said dispute. Such boards shall be composed 
of the Secretary of Labor, a member of the Interstate Commerce 
Commission, designated by the commission, and three additional per- 
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sons to be named by the President, none of whom shall be precom- 
mitted respecting said dispute or directly or indirectly interested in 
the subject matter thereof or prejudiced for or against a party thereto 
or upon the issues involved therein by public or private interests or 
associations. Such board shall be created separately in each in- 
stance and it shall be its duty to investigate promptly the facts un- 
derlying the dispute and to make a report thereon to the President 
within sixty days from its creation in order that the public may 
be fully advised concerning the merits of the controversy. 

In the performance of its duty of investigation such board shall 
be authorized to exercise the same powers of investigation as those 
conferred on a board of arbitration under this act. The expense of 
such board, including the compensation fixed by the President for 
the three additional members appointed by him, shall be paid on 
itemized vouchers approved by the chairman of the board of media- 
tion and conciliation. 


The bill was favorably reported to the Senate, but it was 
not called up for consideration before adjournment June 7 and 
it went over until the next session. 


“WATERED STOCK” AND RATES 


The Committee on Public Relations of the Eastern Rail- 
roads is circulating the following leaflet: 


Familiar charges such as that “watered stock” makes freight 
and ogg rates too high and that the transportation act, 1920, 
includes a government “guarantee” of profits to owners of railroad 
securities are still being circulated. 

The valuation of the railroads by the Interstate Commerce Com- 
mission shows that, as a whole, they are undercapitalized; and even 
if there is ‘“‘water” in the stock of some particular railroad, it has 
absolutely no effect upon the freight and passenger rates charged 
the public. Why? Because the transportation act directs the In- 
terstate Commerce Commission to fix reasonable rates which will 
yield the railroads a fair return on the value of their property used 
for transportation purposes. Stocks and securities of the railroads 
do not enter in any way into the making of rates. 

Talk of a government “guarantee’’ to railroads is equally un- 
true. In accordance with the transportation act, the Interstate Com- 
merce Commission fixed 6 per cent on its tentative valuation of the 
railroads as a fair return until March 1, 1922, and 5% per cent 
thereafter. This tentative figure for rate-making purposes is far 
below a fair valuation recognizing all the elements of vaiue assured 
to the ordinary property owner. 

As a matter of fact, even on this low valuation of the Interstate 
Commerce Commission, the net operating income of the railways 
has not reached 5% per cent for any year since 1916. 

In 1921, the first full year after the transportation act became 
effective, they earned 3% per cent, in 1922, 4 per cent, and in 1923, 
5 per cent. If there had been a “guarantee” the government would 
now owe the railroads more than a billion dollars. 

These are brief answers to oft-repeated mis-statements in dis- 
cussions of the railroad situation. Mis-statements of this character 
frequently come from persons whose real desire is to force govern- 
ment ownership by the simple expedient of depriving private opera- 
tion of the reasonable profit which is essential to its success. 


THIRD-CLASS MAIL ACT 


President Coolidge, June 7, signed H. R. 4442, a bill assed 
by Congress extending the insurance and collect-on-delivery 
service to third-class mail. The act follows: 


Be it enacted, etc., That the requirement of section 8 of the act 
of August 24, 1912, making appropriations for the service of the Post 
Office Department for the fiscal year ending June 30, 1913, and for 
other purposes (37 Stat. L., pp. 557, 558, 559), applicable to fourth-class 
(parcel post) mail: “That the Postmaster General shall make pro- 
vision by regulation for the’ indemnification of shippers for shipment 
injured or lost, by insurance or otherwise, and when desired for the 
collection on delivery of the postage and price of the article shipped, 
fixing such charges as may be necessary to pay the cost of such ad- 


= service,” is hereby extended to cover third-class domestic 
mail, 





The change was recommended by Postmaster General 
ew. 


TRAIN CONTROL BILL 


Chairman Smith, of the Senate interstate commerce com- 
mittee, late June 7 reported to the Senate S. 3394, with amend- 
ments, the bill introduced by Senator Copeland, of New York, 
providing for penalties in cases of railroads that do not comply 
with automatic train control orders of the Commission. The bill 
as reported amends section 26 of the interstate commerce act 
and provides for a penalty of $1,500 a day for each day 6f non- 
compliance with an order of the Commission. Provisions of the 
original bill making officers and employes of carriers liable for a 
fine of not more than $5,000 and imprisonment for not more than 
5 years were eliminated. No action was taken by the Senate 
on the measure. 


COOLIDGE SIGNS WATERWAY BILL 
President Coolidge has signed the bill creating the Inland 
Waterways Corporation to take over and operate and develop 
the government barge lines on the inland waterways. The cor- 


poration, to be operated under the supervision of the Secretary — 


of “War, will have a capitalization of $5,000,000. 





LOCATION OF CARS 


The percentage of home cars on home roads (class I) as 
of May 15 was 69.5, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 


58.4; refrigerator, 75; coal and coke, 78; stock, 86; flat, 75.3; 
others, 96.3. 
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COAL PRODUCTION AND SHIPMENT 


“Production of soft coal was curtailed in the final week of 
May by the partial observance of Memorial day as a holiday,” 


says the Geological Survey in its current coal report, which in 
part follows: 


The total output is estimated at 6,699,000 net tons, a decrease of 
464,000 tons, or 6.5 per cent. 

The holiday counted as slightly less than half a normal Friday, 
and taking this into consideration the average daily output was ap- 
proximately 1,241,000 tons, an improvement of nearly 4 per cent over 
the preceding week. In spite of this improvement, the rate of pro- 
duction of soft coal remained at a very low level. 

Preliminary telegraphic reports show that loadings on Monday 
were not so heavy as in the preceding week, but the Tuesday 
record was higher than on the corresponding day for several weeks. 

Production of soft coal during the first 129 working days of the 
calendar year 1924 was 197,179,000 net tons. From the viewpoint of 
soft coal production, 1924 is 14 per cent ahead of the years of de- 
pression and 13 per cent behind the average of the years of indus- 
trial activity. 

The observance of holidays at the anthracite mines was respon- 
sible for a sharp decline in production in the week ended May 31. 
The total output, as estimated from the number of cars loaded, is 
placed at 1,294,000 net tons. This was a decrease of 556,000 tons, 
or 30 per.cent. Production on Ascension Day (May 29) was about 
a third of normal, and on Memorial Day there was probably no 
production, the 21 cars shipped being “‘left-overs’’ from the day be- 
fore. The unusually small shipments on Saturday were doubtless 
due A the practice of many men of laying off part of the day on 
pay y. 

The all-rail movement of coal into Eastern New York and New 
England changed but little in the week ended May 31. Reports 
from the carriers to the American Railway Association show that 
2,253 cars of bituminous coal and 3,289 cars of anthracite were for- 
warded, increases, respectively, of 248 and 122 cars. 

The cumulative movement into this tertitory during 1924 to date 
stands at 60,985 cars of bituminous coal and 66,192 cars of anthra- 
cite, decreases of 21 and 16 per cent, respectively, when compared 
with the corresponding period of 1923. . 

There was no material change in tidewater business at Hamp- 
ton Roads in the last week of May, when a total of 327,735 net tons 
of soft coal was handled. This was an increase of 8,754 tons over 
dumpings in the preceding week. The improvement was due prin- 
cipally to a sharp increase in dumpings for the ‘other coastwise”’ 
trade, which were more than double those of the week before. 
Exports decreased 31 per cent and cargoes consigned to New Eng- 
land were 8 per cent less. 

Shipments of soft coal across the Lakes improved perceptibly in 
the week ended June 1. According to reports of the Ore and Coal 
Exchange dumpings totaled 683,780 net tons, an increase of 22 per 
cent. Of the total dumpings, 638,017 tons were cargo coal and 45,762 
tons were vessel fuel. Despite this increase, however, the present 
rate of Lake movemnt is approximatly 40 per cent less than at this 
date in 1923 and 1921. The present rate is 55 per cent oo than 
in 1920 when the movement in early season was unusually- light. 

The cumulative dumpings of cargo coal during the present sea- 
son to June 1 stood at 3,344,987 tons. When compared with the 
corresponding periods in 1923 and 1921, this was a decrease of 39 
and 41 per cent, respectively. In comparison with 1922, when Lake 
shipments were curtailed by -the miners’ strike, there was in in- 
crease of 47 per cent. 

Anthracite shipments up the Lakes improved somewhat in the 
week ended June 1 and totaled 81,860 net tons. This was an in- 
crease of 10,998 tons. Of the total, 76,121 tons were dumped at 
Buffalo and 5,739 tons were dumped at Erie. Shipments thus far 
this season total 502,973 tons, a decrease of 23 per cent from last 
season’s record. 


USE OF MOTOR TRUCKS 


The rapid increase in the use of motor trucks in the 
transportation industry is strikingly apparent in an analysis of 
sales made by officials of the General Motors Truck Company. 
Since the first of the year the transportation field has ranked 
first in the number of trucks purchased. The survey showed 
that staple industries largely predominated in the list of large 
truck buyers. 

To the growing use of motor trucks for inter-state and 
inter-city freight hauling is credited a large part of this in- 
creased use of trucks for transportation purposes. It is ex- 
pected that in the next few years the demand for trucks for 
freight hauling will continue heavy to meet the requirements 
of the larger railroads that are substituting the motor truck 
for the handling of package and short-haul freight. 

Another interesting fact brought out by the sales analy- 
sis is the growing use of tractor-trucks, particularly for trans- 
portation purposes. The trend in this field is toward economy 
of operation by using a tractor-truck and trailers, according to 
the sales records of the General Motors Company. 

Other industries that have provided active truck markets 
so far this year and which occupy high places on the sales 
record are oil, lumber, baking, public utilities, general food 
products, building construction, furniture and warehousing. 


SINGLE-FIGURE VALUATIONS 


The Commission has tentatively reported the final, single- 
figure value of the property owned and the property used, of 
the Blue Ridge Railway Company, as of June 30, 1916, as 
$2,213,000. The value of the property owned by the company 
was set down as being $1,816,000. 

The property of the Union Depot Company, Columbus, 0O., 
has been tentatively valued, as of June 30, 1916, owned and 
used, at $1,596,412. The value of property owned and used, and 
of property owned but not used for common carrier purposes 
and therefore the part not used not a factor in value for rate- 
making purposes, was stated at $1,771,133. 
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K. ©. S. VALUATION REPORT 


In Valuation Docket No. 4, the Kansas City Southern Rail- 
way Company et al., 84 I. C. C. 113-149, the Commission has 
jssued a supplemental report finding the final single-sum value 
of the property owned and used, and used but not owned, 
devoted by the Kansas City Southern system to common-car- 
rier purposes, _ be $49,016,268, for rate-making purposes, as 

ne 30, 1914. 
. Mie calsaaaee Potter, dissenting, said the figure for final 
yalue should be at least $60,000,000. Commissioner Cox joined 
jn this dissent. 

Commissioner Eastman, dissenting, said the rate base as 
of June 30, 1914, should not exceed $44,698,673. 

Commissioners Aitchison and McManamy did not partici- 
pate in the disposition of the case. 

The final values for rate-emaking purposes of the Kansas 
City Southern and the system companies were stated by the 


Commission as follows : 
Properties. Amount. 
Kansas City Southern Railway Company: 
TWholly CWRU wd wc toa eh we weep arte ses 9 +09 bi9 $29,613,625 
Wholly owned but not used: 
Leased to the Missouri & Louisiana Railway Com- 
DANY <cdhbevevac cases esse ene Cae e «he v-eRErEs. 40,000 
Used but not owned: 
Leased from— 
The Kansas City, Shreveport & Gulf Railway Com- 
DANY . d.cic sinh een tActvier cond bs ses Rey + nde oe Osa ryeks $ 8,725,737 
Texarkana & Fort Smith Railway Company in 
ASCRRNOE 4 Zao 66a 08 o's Un cintk Oa Pe ob SUR be Boe Swe S 4,284,500 
The Maywood & Sugar Creek Railway Company. 34,000 
Fort Smith & Van Buren Railway Company....... 47,000 
Hannibal & St. Joseph Railway Company (merged 
with Chicago, Burlington & Quincy Railroad 
Company I THOR) sis ibis ncdic ores owveseec 7,106 
Kansas City Terminal Railway Company......... 612 
The Missouri Pacific Railway Company........... 980 
SIVGte MT ive 5 3% old'g eaves es dea eheenereanes 60.512 
Total. - oo Gaisa vbw Ce Sh ES se Fock 6 SERPS. cna $13,160,447 
Miles OWNEE ck. teite ats Kad ons-com oe alto tremea~ seb eres ae 29,653,625 
Tote) Ma a sie oa B84 ORCC Ee Cee ek CITES FS $42,774,072 
Texarkana & Fort Smith Railway Company: 
Corned and. WAGs. ccvc cc ccc cee chaasen bees ie boy « grees 3,758,625 
Used ~~ net owned: 
Leased from— 
Port Arthur Canal & Dock Company.............. - 258,761 
Private: DAMEIG is 6. i066 6:45 0:64 SEG ewe SSS 5:03 0 Se 4ee 310 
OCR or cares cs ols ate elet Cale eine ed S-cdus sions 6 SR aan $ 259,071 
Total weOE iin Aid eles SOs ei Cia bslem hs SRE Ades $ 4,017,696 
Owned but not used: 
Leased to the Kansas City Southern Railway Com- 
te Or eee Bei re i es HB 4,284,500 
Total cP MOW s 416 56 Ds 6.dcd oth ws EM Siiee cba ode Hs .+-+$ 8,043,125 


Kansas City, Shreveport & Gulf Railway Company: 
Owned but not used: 
Leased to the Kansas City Southern Railway Com- 
BOUT .«.<soslckae «baeuia eo or Mamee et) 600 6 oma ee 8,725,447 
Leased from private parties and released to Kansas 
City Southern Railway Company..........sssseees 290 


Total leased to the Kansas City Southern Rail- 
wey COMIN asi i BEA CRITI Cl ak 0 oblere'e $ 8,725,737 
The Maywood & Sugar Creek Railway Company: 
Owned but not used: . 
Leased to the Kansas City Southern Railway Com- 


a MeO UNE en RS oe FI TP ae Le rey pee ee soe 34,000 
Fort Smith & Van Buren Railway Company: 
Owned but not used: 
Leased to the Kafisas City Southern Railway Com- 
PORT 0c ch accent oes Coe ec teres che enn ose ces eo Pe5 47,000 
The Poteau Valley Railroad Company: 
RMN ONG: Mies okt, cdivery ate hak s sigeeesicubeestc cares 95,000 
The Arkansas Western Railway Company: 
MOG ONG UNO Es Ge cock Clee cake cee he eeet een 347,500 
The Kansas City, Shreveport & Gulf Terminal Company: 
Seemed and wiessi. Sesic. cas odds dh cacksivies vacildv este Bo 126,500 


Port Arthur Canal & Dock Company: 
Owned and used..........s02+ “A ; . Sp RE: Tap N PI EAE Ye" 1,655,500 
Owned but not used: ; 

Leased to Texarkana & Fort Smith Railway Com- 


QONY wcivcwcceur 258,761 


Perey erry Cr coining << agiy 4.6 3/016 0:08 ge ae 


The original report was issued July 1, 1919, in Kansas City 
Southern Railway Co., 75 I. C. C. 223, but the question of a 
Single-sum value was reserved. On March 31, 1921, a supple- 
mental tentative valuation was issued. The carriers protested 
that valuation on the ground that it stated no “analysis of 
the methods of valuation employed in the determination of 
single-sum values,” or “statement of the reasons for any dif- 
ference between the final value and the cost value,” and con- 
tended that this alleged omission left the carriers without any 
definite knowledge of the methods of valuation employed in 
the determination of the single-sum values stated, and, there- 
ore, not in a position to contest successfully the same. 

' The Commission said an analysis of the methods of de- 
honing original cost, of inventorying the property and fixing 
a € unit prices, of ascertaining land values, of finding repro- 
Uction cost new and depreciated, and of readjusting the car- 


Total owned 
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riers’ investment account was contained in the statement of 
methods in Texas Midland Railroad, 75 I. C. C. 1, and incor- 


porated in the instant proceeding by reference. Continuing, 
the Commission said: 


No further analysis of the process of determining the agzre- 
gate values of the carriers’ property can be stated as expressing 
the method of collective action by the Commission. We are not, 
however, required by section 19a of the interstate commerce act 
to describe the methods by which the final single-sum value is 
a Petition of National Conference on Valuation, 84 I. C. 


The determination of aggregate values for an entire railway 
system is a process of judicially weighing underlying elements of 
value in the light of the individual case. As stated in the Min- 
nesota Rate Cases, 230 U. S. 352, 434, “the ascertainment of that 
value is not controlled by artificial rules. It is not a matter of 
formulas but there must be a reasonable judgment having its 
basis in a proper consideration of all relevant facts.” 'The value 
of a railway system can not be ascertained by the simple process 
of adding sums attributed to the many units of property, work- 
ing capital, and a percentage conjecture as to a proper allow- 
ance for so-called intangible values. In the instant case origi- 
nal cost to the extent it is ascertainable as a fact, restated in- 
vestment, reproduction new, and reproduction less depreciation 
are shown, and the present capitalization and the corporate his- 
tory of the carriers are stated; and there is in addition an esti- 
mate by the carriers of the commercial or economic value of 
the property. These are checks, one upon the other. No one 


fact, cost study, estimate, or other factor can be said to be 
necessarily controlling. 


As a commentary upon their protest in this regard, it may 
be observed that, although repeatedly requested to do so, car- 
riers have failed to indicate how such analysis could be stated; 
and each of their witnesses, who testified as to a single-sum 
value for the property, expressed inability to separate the single 
sum suggested and attach a specified amount to each element of 
value he had considered, 

The carriers contended that the Commission was required 
by the interstate commerce act to find as the single-sum value 
of their properties that amount which was protected by the 
Constitution of the United States against a taking of property 
without just compensation. They urged that the value of their 
property was the same for all purposes, consolidation, security 
issues, rate making, and recapture of excess earnings, and 
contended that that universal, regulatory, single-sum value 
was the pecuniary, commercial or economic value. The Com- 
mission said the carriers opinion evidence, without detailed 
analysis of methods, to show a total value of their properties, 
tangible and intangible, ranging from $75,000,000 to over $80,- 
000,000. The Commission sajd the determination of the meth- 
ods of valuation for regulatory purposes, depended upon the 
use which was to be made of the resultant figure. It said 
valuation for capitalization, consolidation, taxation, and rate- 
making purposes and estimates of exchange value could not 
all be made on the same basis. After further discussion of 
that point, the Commission said it concluded that a valuation 
under section 19-a should be one which should serve for rate- 
making purposes, and one in which the value of the carrier 
property was segregated from that of the non-carrier property. 

The Commission said the carriers contended that the 
tentative single-sum valuation was faulty in that it wholly 
ignored earning power, past, present and prospective. Earning 
power is itself dependent on rate making, the Commission said, 
adding that it could not be estimated until the rate level had 
been fixed and the value on which the carrier would be per- 
mitted to earn had been ascertained. 

“To make it also the basis for, or a direct element in, 
valuation would, in effect; permanently capitalize against the 
public the profits from any maladjustment in rates, for having 
once fixed the values of the carriers’ property solely on the 
basis of earning power, we could not thereafter reduce the 
earnings of the carriers for the reason that such action would 
automatically reduce such a value,” the Commission said. “If 
carriers’ theory were correct, it would follow that as earnings 
increase in the future values must be raised on a higher basis 
to reflect the increased earning power. The result is obvious: 
A successive increasing of values to higher levels, with cor- 
responding increased burdens upon the users of railways with- 
out any greater capital investment by the carriers.” 


The Commission also dismissed a contention of the car- 
riers that the tentative single-sum values were made without 
regard to the so-called stock-and-bond value of the properties. 

Following its decision in Inventories of Telegraph Prop- 
erty, 84 I. C. C. 1, the Commission said it was necessary to 
change its former conclusion in the Kansas City Southern case 
so that there would be included in the reproduction cost of 
the property of the Kansas City Southern system the cost only 
of those telegraph and telephone lines owned by the carrier. 

The Commission found cost of reproduction new and cost 
of reproduction less depreciation for the properties of the nine 
carriers involved to be $46,663,502 and $38,253,616, respectively. 

The Commission said the final-value figure was not the 
result of any mathematical process and that it was rather a 
figure that commended itself to the Commission’s judgment 
as a proper base on which the carriers were entitled to earn 
a fair return. 

“These properties are being successfully operated and ade- 
quately maintained, and are satisfactorily performing neces- 
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sary and important transportation service for the public,” it 
continued. “They are going concerns. To all of these facts 
we have given the weight that seems to us to be proper.” 

A motion for rehearing on specified matters involved in 
the original tentative valuation made final in 75 I. C. C. 223 
was denied. 

Commissioner Potter wrote a long dissenting opinion, de- 
claring that what he had said in previous cases with respect 
to failure to make proper statement of principles, analysis, and 
method applied to the case. He said there was no effort made 
in the majority report to show “how we do arrive at value.” 
He said the carrier and all interested “are left at sea as to 
what we have done and why we did it.” 

Commissioner Eastman said the more the subject was dis- 
cussed the more he was persuaded that the “only just, reason- 
able, stable, and practical basis for the public regulation of 
industries that are subject to such regulation by reason of the 
public interest with which they are affected, is the honest 
and prudent investment remaining in the existing property 
He said he saw no reason why “value for rate-making pur- 
poses,” so determined, should not also be “value” for recap- 
ture, for capitalization, and for every other purpose now speci- 
fied by the interstate commerce act. 


REVENUE FREIGHT LOADING 


Revenue freight loading slumped the week ended May 31, 
reflecting the loss of loading on Memorial Day. The total 
number of cars was 819,904, as compared with 918,213 cars 
the preceding week, and 932,684 and 739,559 cars in the cor- 
responding periods of 1923 and 1922, respectively, according 
to the weekly statement of the car service division of the 
American Railway Association. 

Loading by districts the week ended May 31 and for the 
corresponding period of 1923 follows: 


Eastern district: Grain and grain products, 7,160 and 7,274; 
live stock, 2,758 and 2,609; coal, 30,012 and 47,387; coke, 1,642 
and 38,515; forest products, 5,496 and 6,407; ore, 4,279 and 8,960; 
merchandise, L. C. L., 58,052 and 59,724; miscellaneous, 76,087 
and 88,391; total, 1924, 185,486; 1923, 224,267; 1922, 165,351. 

Allegheny district: Grain and grain products, 2,377 and 


1,894; live stock, 2,208 and 2,329; coal, 31,278 and 53,419: coke, 
4,054 and 7,425; forest products, 3,222 and 3,453; ore, 11,253 and 
14,458; merchandise, L. C. L., 44,511 and 44,768; miscellaneous, 


65,715 and 81,572; total, 1924, 164,618; 1923, 209,318; 1922, 140,714. 

Pocahontas district: Grain and grain products, 139 and 
180; live stock, 86 and 117; coal, 25,403 and 27,006; coke, 165 
and 434; forest products, 1,377 and 2,055; ore, 132 and 252; 
merchandise, L. C. L., 6, and 5,734; miscellaneous, 4,109 and 
4,705; total, 1924, 37,472; 1923, 40,483; 1922, 40,880. 

Southern district: Grain and grain products, 3,849 and 
3,011; live stock, 1,638 and 2,288; coal, 15,262 and 20,337; coke, 
840 and 1,416; forest products, 22,861 and 23,414; ore, 1,456 and 
1,553; merchandise, L. C. L., 35,040 and 35,365; miscellaneous, 
42,479 and 41,144; total, 1924, 123,425; 1923, 128,528; 1922, 122,040. 

Northwestern district: Grain and grain products, 9,239 and 
9,033; live stock, 7,440 and 8,707; coal, 4,122 and 6,567; coke, 
1,042 and 1,084; forest products, 17,439 and 19,169;~-ore, 35,640 
and 44,865; merchandise, L. C. L., 25,592 and 27,196; miscellaneous, 
81,568 and 36,002; total, 1924, 132,080; 1923, 152,323; 1922, 119,151. 

Central Western district: Grain and grain products, 9,553 
and 7,804; live stock, 10,441 and 10,407; coal, 10,765 and 12,908; 
coke, 293 and 3888; forest products, 10,410 and 11,543; ore, 3,106 
and 3,230; merchandise, L. C. L., 31,548 and 31,130; miscellaneous, 
43,360 and 47,808; total, 1924, 122,476; 19238, 125,218; 1922, 192,129. 

Southwestern district: Grain and grain products, 3,967 and 
3,205; live stock, 2,896 and 2,800; coal, 3,373 and 4,042; coke, 152 
and 127; forest products, 6,628 and 7,618; ore, 484 and 369; mer- 
chandise, L. C. L., 13,270 and 12,846; miscellaneous, 23,575 and 
21,540; total, 1924, 54,345; 1923, 52,547; 1922, 49,294. 

Total, all roads: Grain and grain products, 36,284 and 32,401; 


live stock, 27,467 and 29,257; coal, 120,215 and 171,666; coke, 
8,188 and 14,389; forest products, 67,433 and 73,659; ore, 56,350 
and 73,387; merchandise, L. C 214,074 and 216,763; miscel- 


bee 
laneous, 289,893 and 321,162; total, 1924, 819,904; 1923, 932,684; 
1922, 739,559. 


Cumulative loading from January 1 to May 31, inclusive, 
amounted to 19,561,235 cars as compared with 19,957,899 cars in 
the same period of 1923, and 16,606,236 cars in the same period 


of 1922, 
SCIENCE IN USE OF NAILS 


The old proverb “a stitch in time saves nine” applies as 
pointedly to nails as to needles, says John F. Keeley, packing 
expert of the Department of Commerce, who is conducting, in 
cooperation with shipping industries, an investigation of means 
of prevention of loss of goods in transit. That a timely nail 
is worth more than its weight in gold has been proved by 
tests of packing cases at the United States Forest Products 
Laboratory, which show that the majority of failures of or- 
dinary boxes is due: not to the lumber of which the box is 
made but to improper nailing. In many cases, a better box 
can be constructed with thinner material by the use of a few 
more nails in the right places, making a material saving in 
initial cost of packing as well as subsequent saving through 
less loss in the box car and on the concrete platform. 

In making a packing case the nailer must use his own 
head as well as the nails, declares Mr. Keeley. The proper 
nailing of boxes demands the use of the right kind of nails, 
the right size and the right number. The size and thickness of 
nails are determined by species of wood and thickness of 
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boards. The woods commonly used for boxmaking DUFDOseg 
have been divided by the Forest Products Laboratory into foy, 
classes, according to their strength and their ability to luke 
and hold nails, white pine leading group 1, southern Yellow 
pine group 2, red gum group 3 and hard maple group 4, The 
number and size of nails needed to make strong boxes oy 
of the various woods, of different thicknesses, have been reduced 
to regular rules and charted. Charts by ‘which anyboiy 
who can read may know just what nails to use and how Many 
and where for every common kind of box wood have been Dre. 
pared by the Commerce Department (transportation division) 
and may be had by anybody who will write and ask for jt 
This chart, pasted up in the shipping room, and used, Means 
money for the user, according to Mr. Keeley. 

“Spare the nail and spoil the box” is Keeley’s motto. Ty 
number of nails specified for different woods in the chart j; 
not the maximum. Increasing the number of nails 50 per cey 
will increase the strength of the box 100 per cent, on th 
average. The danger of splits from driving two or three timg 
the number of specified nails is negligible. Nails are cheape 
than wood. They not only serve to hold parts of a box to 
gether, but they provide rigidity. Splitting is more ofty 
caused by too large than by too many nails. 


RENEWS INSPECTION REQUEST 
The Trafic World Washington Burey 


The Pennsylvania, through Samuel Rea, has asked the Con. 
mission to make an inspection and test, with a view to form 
approval, of the automatic train control installation on its Lewis 
town division. The petition also asks for an extension of tim 
in which to make the installations designated in the Commis 
sion’s orders of June 13, 1922, and January 14, 1924, in the event 
the installation on the Lewistown division be formally approved, 
The request for extension is based on the ground that it will b 
physically impossible to complete the additional installations by 
the time set in the orders. 


An additional ground for an extension of time is that the 
cost of such train control device installations is great, if not 
excessive, and the expenditure of money for such work shouli 
be spread ovey a longer period. 


The company estimates it would cost $115,000,000 to install 
train control devices over its entire system, if the installation 
in use on the Lewistown division were approved. It is of the in 
duction type. That type is said to be more expensive than some 
others but, according to the view of those formulating the 
policy of the Pennsylvania, it is the type to be used, if it is deter 
mined that installations shall be made before the more definite 
development of types is accomplished. The company, in its pet 
tion, said it was now engaged in the development of the device, 
and submitted there should be inspection by the Commissio, 
not only in justice to the petitioner but for the information of 
the Commission, with a view to the development of the art of 
train control. 

About $350,000 has been spent by the company, says the 
petition, in the installation on the Lewistown division and it ha 
been in service, for all trains passing over that division, sine 
July 11, 1923. The company, soon after the installation was com 
pleted, asked the Commission, both by letter and by formal peti 
tion, for inspection and test but the petition was formally denief, 
September 26, 1923. The Commission takes the position that it 
will not pass upon a partly completed work, done in compliant 
with one of its orders, on the ground that a part may not sho 
what the whole will do. 


The Pennsylvania believes the induction type of automatlt 
train control installation is the only safe and practical one. lt 
is desirous, before proceeding with the expenditure of any mote 
money, of having the Commission make an inspection and te 
with a view to approval. It estimates that it will cost $1,758,010 
to equip the division from Baltimore to Harrisburg and $1,077,508 
the division from Camden to Atlantic City. They are the ot 
covered by orders of the Commission. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order it 
the period May 23-31, inclusive, was 338,526, an increase ' 
7,514 cars over the preceding period, while the average dail 
shortage was 151 cars, according to the car service division 
the American Railway Association. 

The surplus was made up as follows: Box, 121,845; 
tilated box, 130; auto and furniture 11,241; total box, 133Jlf 
flat, 3,429; gondola, 80,218; hopper, 88,695; total coal, 168, 
coke, 2,393; S. D. stock, 15,298; D. D. stock, 1,800; refrigerate! 
12,498; tank, 195; miscellaneous, 784; total, 338,526. 

The shortage was made up as follows: Box, 36; auto al 
furniture, 7; flat, 91; gondola, 17; total, 151. 

Canadian roads reported a surplus of 16,000 box, 575 aut 
and furniture, 450 flat, 150 gondola, 1,200 S. D. stock and 
refrigerator cars, making a total of 19,225 cars. 
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OCEAN-RAIL AGREEMENTS 


The Trafic World Washington Bureau 

































ell 

iF Thy Senator Jones, chairman of the Senate commerce com- 

XS out mittee, has received from Charles L. O’Connor, secretary-treas- 

reduced urer of M. & J. Tracy & Co., Inc., of New York, a letter raiz:ing 

Dy body the question of the power of the Commission to abrogate pref- 

W Many erential traffic agreements between American railroads and 

EN pre. foreign steamship lines such as that between the Great North- 

‘ivision) ern and a Japanese line. Inquiry at the Commission developed 

¢ for it that those who had given informal consideration to the que:- 

» Meany tion were doubtful as to the extent of the Commission’s authority 
jn the matter. 

to. The Mr. O’Connor cited paragraph (d) of subdivision (13) of 

chart js section 6 of the interstate commerce act and also the first 

per cent sentence of section 3 of the act in support of his contention 
on the that the Commission had power under the act to nullify such 
ee times an agreement as that between the Great Northern and the 

Cheaper Japanese line. 

box to Paragraph (d) of section 6 follows: 

a: If any rail carrier subject to the act to regulate commerce 
enters into arrangements with any water carrier operating 
from a port in the United States to a foreign country, through 
the Panama Canal or otherwise, for the handling of through 

sT business between interior points of the United States and such 

> foreign country, the Interstate Commerce Commission may re- 
ton Buredy quire such railway to enter into similar arrangements with any 

or all other ‘lines of steamships operating from said port to 
the Con. the same foreign country. 

‘oO formal , 

ts Lewis The part of section 3 referred to follows: 

1 of time That it shall be unlawful for any common carrier subject 

Commis. to the provisions of this act to make or give any undue or 

the event unreasonable preference or advantage to any particular person, 

approved, company, firm, corporation, or locality, or any particular de- 

: : scription of traffic, in any respect whatsoever, or to subject 

it will be any particular person, company, firm, corporation, or locality, 

ations by or any particular description of traffic, to any undue or un- 

reasonable prejudice or disadvantage in any respect whatsoever. 
that the Paragraph (d) of section 6 is part of the Panama canal 
at, if not act and follows paragraphs giving the Commission certain juris- 
rk should diction over rail and water traffic in interstate commerce. 

The informal opinion of those who have looked into the 
to install matter is that, on complaint of a steamship line that a parti- 
istallation cular railroad was giving preference to another steamship 
of the in line, the Commission, after inquiry, could, if the facts in the 
than some case warranted such action, require the defendant steam:hip 
lating the line to enter into “similar arrangements with any or all other 
it is deter lines of steamships operating from said port to the same 
re definite foreign country.” The view is held, however, that that would 
in its peti be as far as the Commission could go and that it does not 
the device, have the power under the interstate commerce act to abrogate 
ym mission, agreements directly. The Commission, it is pointed out, has 
rmation of no jurisdiction over the ocean carrier in foreign commerce. 
the art o Doubt has been expressed as to the power of the Shipping 

Board, under section 15 of the shipping act of 1916, to compel 

, says the a railroad company to abrogate a traffic agreement with a 

and it has foreign boat line, the question being whether the board has 

sion, sine jurisdiction to that extent over the rail carrier. This doubt 

n was coll was to have been removed by the ship subsidy bill but that was 

ormal peti not passed. 

ally denied, It is regarded as doubtful as to whether the Commission 

tion that it could act on a specific traffic agreement in the absence of a 

complianeé complaint. The question might be raised, for example, by one 

y not shov of the Shipping Board lines operating out of Puget Sound ports 
filing a complaint with the Commission against the Great North- 

f automatit em under paragraph (d) of section 6. 

cal one. It It would not necessarily follow, it is pointed out, that, after 

yf any mot hearing on such a complaint, the Commission would order the 

yn and test rail carrier to extend the terms of any agreement with a par- 
st $1,758,00 ticular steamship line to other lines, but that the Commis- 
1d $1,077,508 sion would have to determine the issue raised by the facts. 

re the oné ey Tee Eee 

OCEAN SHIP RATES DECLINE 
The Trafic World New York Bureau 

The hesitancy in the ship charter market of the last two 
‘od order i Weeks has developed into a definite downward trend in rates, 
increase with nothing in sight for the next several months to break the 


decline. Many steamship officials believe, however, that the 
slump is largely seasonal and that a recovery may be expected 
late in the summer, especially if the European and domestic in- 
dustrial situation clears up meanwhile. 


verage dé 
» division 


2 Se ates are now generally favorable to shippers. Shipowners 
a 1689 find that there is a dearth of business and surplus of vessels, 
oal, ae with the result that they are more willing than recently to 
refriget make fixtures at concessions. 
. to al ; ompt vessels were offered more freely last week, but 
36; au Immediate requirements were covered in most instances and 
sr ail yd were forced to hunt for cargoes. Future space was also 
OX, i. Hanable in ample volume. The week was marked by a fur- 
cock al er shrinkage in fixtures, according to the summary by Funch, 


ye & Co 
The grain market was unusually quiet, with few orders 
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available from either the St. Lawrence or Atlantic ports. Euro- 
pean buyers seemed to be filling their requirements largely in 
the Argentine. Both rates on grain were also weak, with a 
general reduction.of three to six shillings a quarter to the 
United Kingdom and two to four cents a 100 pounds to the 
Continent. 

The coal trade was quiet, the larger part of the business 
being fixed for Rio. The latest rate to that section was $3.40 a 
ton, considerable concession to previous rates. There was a 
limited inquiry for French Atlantic ports at $2.50 to $2.60 for 
Bordeaux loading. A small part cargo was placed to West 
Italy at $3.25 for June shipment. Large vessels have been 
offered freely for this trade at $3.50 to $3.35 a ton in some 
instances. 

The sugar trade was weaker, with space offered at 22 
shillings from Cuba to the United Kingdom and 23 shillings 
to Marseilles. Strike troubles in Cuba had a depressing effect 
on business. Rates from San Domingo averaged about one 
shilling a ton higher. 

Prospects for increased trade between the United States 
and the Far East, particularly China, Japan and the Philippines, 
were outlined this week by J. C. Herbsman, executive secretary 
of the China Club of Seattle, who was in the New York offices 
of the Admiral Line. He said there is a better chance for trade 
expansion in that directioin than elsewhere. 

With regard to the merchant marine question, sentiment on 
the Pacific Coast is still in favor of enforcement of section 
28 of the Jones act, and also extension of the U. S. coastwise 
laws to the Philippines, Mr. Herbsman said: 

“We don’t blame Congress for failure to support the mer- 
chant marine. We have the sort of Congress we voted for. 
What is needed in stronger patriotic feeling among our people. 
The British are united in support of British shipping. Why 
shouldn’t Americans adopt a similar attitude. Once they do 
there will be no need for a subsidy, because our shipping lines 
can then be operated at a profit.” 


CONSOLIDATION OF SERVICES 


The Trafic World Washington Bureau 


The Shipping Board has returned to President Palmer his 
plan for consolidaation of the freight services to and from Gulf 
ports without approval, suggesting that the plan to be changea 
so as to provide for a greater reduction in the number of 
operators and no reduction in the number of vessels. The 
plan as submitted by President Palmer provided for the reduc- 
tion of the number of operators from nine to seven by the elim- 
ination of one operator and the combining of two other oper- 
ators and for a reduction in vessels from 104 to 95. President 
Palmer said he would endeavor to meet the board’s wishes. 

This is the second time the board has not been in complete . 
agreement with President Palmer as to consolidation of serv- 
ices, the first having been in the case of the north Atlantic- 
United Kingdom services when the board declined to approve 
withdrawal of eleven vessels from that service as recommended 
by President Palmer. The board, apparently, will not approve 
of reductions in the number of vessels in operation as a means 
of effecting savings. The position of President Palmer has 
been that some reductions were necessary to keep within the 
reduced appropriation authorized by Congress for the ensuing 
fiscal year, the amount allowed having been approximately 
$36,000,000 as against $50,000,000 for the current fiscal year. 

The board held that a greater saving could be effected in 
the Gulf consolidations by further reductions in the number 
of operators rather than by reduction in the number of ships. 
The board feared that adoption of the latter course might re- 
sult in diversion of traffic to foreign vessels serving the Gulf 
ports. 


GOVERNMENT SHIP OPERATION 


C. W. Cook, president of the American-Hawaiian Steamship 
Company, discussing the protest heard in some quarters against 
continued operation’ of ships by the government under the 
merchant marine act of 1920, says: 


It is the fashion to go back to the time of the Pheenicians and 
to proclaim that their ships made them great and that “trade follows 
the flag’. Trade follows the price and you do not have to go further 
back than United States history to show that peoples have only gone 
to sea when forced. Originally, the people of New England found 
great difficulty in maintaining large families on stony farms. Roads 
were inadequate and there was plenty of ocean, and in the state of 
Maine plenty of material to build wooden ships—a ready market for 
their abundant fish. No licenses were required by crews or even 
officers. No hampering government regulation and no government 
competition, no wireless and no cables. Going to sea was an ad- 
venture which attracted young men and the greater profit over shore 
pursuits attracted capital. 

Of the old-time American ships, very few were owned outside of 
New England, and_almost none south or west of New York. The 
opening up of the West, the increasing scarcity of wood, the transi- 
tion from wood ships to iron and later steel, transferred the shipping 
business to Great Britain, whose people overflowed a small island 
country and forced colonization and ship-owning followed as a 
natural thing. Americans have had so much at home that we are not 
a colonizing people nor are we anxious to forsake a generous land for 
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a cold and inhospitable sea, unless there is more money in it. There 
is no real economic need for an immediate American merchant 
marine, since the world is full to overflowing with idle ships. As far 
as auxiliaries in time of war are concerned, the coastwise trade is 
reserved to American ships. 

Before the war there was a steady increase in American shipping. 
One instance is that—our own company grew from nothing to twenty- 
eight large steamers of the highest class in fourteen years—some 
bonds out, of course, but more than reasonable confidence that they 
would be paid at maturity, and they have all been paid. Shipyards 
were supported by this growth and hy repairs, so that when war 
did come the yards and material and labor were there and capable 
of expansion to meet the emergency. There was every reason to 
believe that the shipping business would expand gradually and reach 
out for foreign trade as conditions warranted. 

The war took all the ships of the belligerents and the carrying 
trade of the world was left to neutral ships, inadequate in time of 
peace and infinitely more so when war created a demand for all kinds 
of commodities. Freights soared and earnings were enormous. New 
ships were being build before the United States entered the war and 
when we finally got into it and our part was to supply “ships, ships, 
and yet more ships’; building went on on such a stupendous scale 
that costs mounted to so high a figure that the bond-buying civilian 
population was supplied liberally with Shipping Board propaganda so 
skillfully prepared that the board itself enthused by its own stuff and 
keels were laid and ships completely build after the armistice was 
signed. What was begun solely as a war measure was continued 
under impossible conditions and the board’s ships, which were and are 
simply unexpended ammunition, were really thought to be a merchant 
marine, although ships alone are a small part of a merchant marine, 
We heard of “new trade routes,” ‘“‘balanced fleets,” and gave notice 
to the world that, hereafter, America would rule the seas, though we 
had only a handful of those who had the sea-going impulse. The 
majority of those active in shipping were in it only because of the im- 
mense rewards due to war activity. 

The inevitable reaction ensued. The shipping act of 1916, was 
considered inadequate and the merchant marine act of 1920, was 
pease. Even then nobody would risk his own money, so the shipping 

usiness was carried on by the government through managers and 
operators who got a commission on the gross earnings and the tax- 
payer stood, and still stands, the loss. Congress has appropriated 
thirty-six million dollars or, say, $700,000 a week, to take care of 
this year’s losses. Washington despatches say that ‘“‘nearly a score 
of government experts are rapidly approaching completion of a 
national marine policy which contemplates a very ambitious building 
rogram."’ The shipowner who, by self-reliance and self-dependence, 

as built up and paid, or partly paid, for his ships, is too much in the 
minority effectively to oppose those who place their reliance on the 
legislation cupboard, but the taxpayer should consider that six years 
after the armistice—six years of wasteful and misdirected effort— 
the shipping acts of 1916 and 1920, have gotten us nowhere. We are 
still wasting a million dollars a week and have a new building pro- 
gram for an impossible merchant marine, while government economy 
has reduced our navy, always our pride, to an inferior position. 


BOARD PLANS NEW SHIPS 


Vice-Chairman Plummer, of the Shipping Board, in an 
address June 11 at a dinner of steamship agents given aboard 
the Leviathan, at New York, said the board had before it “the 
completed plans for two passenger steamships which in design 
and provisions for luxurious comfort and efficiency as -ervants 
of the flag, will be unsurpassed.” 

“Not only that,” he continued, “but the special committee 
appointed by the chief executive and made up of national lead- 
ers in industrial and transportation affairs is recommending 
five other vessels of the most improved combination passenger 
and freight ships; so that you can look forward to having 
in the immediate future a magnificent addition to the fleets 
which you now serve, and you can tell your clients, and the 
world, as well, that the United States is on the ocean to stay.” 

Commi:sioner Lissner said in making a few suggestions as 
to aiding the merchant marine, he would not urge ship subsidy 
because the difficulty of passing that form of legislation was 
fully recognized. He said, however, that so long as the United 
States maintained the protective tariff principle for other indus- 
tries, necessarily imposing higher charges for shipbulding in 
American yards and for operation under the American flag, if 
was unjust and inconsistent to deny overseas water transpor- 
tation a reasonable amount of direct aid “in what would seem 
to be the only practical method yet suggested.” Continuing, 
he said: 


It. seems incongruous that other nations, whose building 
and operating costs are all lower than our own, should pay 
subsidies and subventions while such aid is refused by the 
United States to American flag ships in foreign commerce.- The 
latest figures indicate that foreign nations are paying out at 
the present time over thirty million dollars per year for sub- 
sidies, ocean mail pay, construction and demolition bounties and 
naval reserve. Certainly the least that can be done by Con- 
gress for the encouragement of operation of American ships 
essential as naval reserves, is to make appropriations with a 
view to covering subventions sufficient to create and maintain 
on a few principal lines, the uneconomic but highly desirable 
type of fast passenger carrying vessels. 

All transportation of an official nature which is paid for 
by the government, whether of property or persons should be 
done by American vessels unless the exigencies of the public 
service clearly require otherwise. The military department espe- 
cially should seek as much as possible of their transportation 
from the commercial marine; and distinguished Americans, espe- 
cially those in official life, should take a leaf out of the note 
book of their foreign colleagues and give preference wherever 
possible to American flag ships. 

It would be like carying coal to Newcastle to emphasize 
to experienced steamship passenger men like yourselves, how 
important the third class is to the revenues of:a line. A’ policy 
of requiring one-half of the total number of immigrants to 
arrive on American vesels might well be undertaken. This is 
especially important in view of the reduced quota and the 


intense competition that is bound to ensue in the immigrant 
business. 
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A joint transportation body should be organized compos 
of representatives of the Interstate Commerce Cémmission ang 
the United States Shipping. Board to direct and encourage all 
activities involving through transportation by both rail ang 
water. Preferential arrangements between American railroads 
and foreign shipping lines should be prohibited. by law and the 
Shipping Board and the Interstate Commerce Commission shoulq 
cooperate to wipe out at the earliest possible day the lag 
vestige of such unfair and unpatriotic treatment on the part 
of American railroads toward American steamship lines. 

While much is being done through the managing operators 
of the Shipping Board, as well as through its own employees 
in its inland offices, to encourage the patronizing by shippers 
and travelers of American flag ships still greater efforts should 
be made in this direction. We should burn in the slogan, 


“Travel and ship in American vessels.” A department of ‘pro- 
motion’ might well be organized in the Shipping Board for this 


general purpose as well as to counteract unfair competition 
and insidious attacks on the American merchant marine. 


Commissioner Lissner suggested that American newspapers 
take “a leaf out of foreign note book and emulate their re. 
porters and editors who almost instinctively, through genera. 
tions of experience and as part of national policy have learned 
the art of boosting their own ships on all appropriate occa. 
sions, and of playing the soft pedal when anything unpleasant 
occurs.” 

“We like publicity,” he continued, “but we would be better 
satiz:fied if our newspaper friends on occasion treated ow 
ships like they do foreign ships and gave a couple of inches 
inside instead of the whole page with scare heads when an 
untoward thing happens to an American flag vessel such as iy 
bound occasionally to occur so long as ships sail the seas.” 

Commissioner Haney «aid the best way to get approval 
from Congress for the construction of additional passenger 
ships needed to balance the fleet of the United States Lines 
was to prove to Congress “that we are succeeding with the 
ships now in service.” He urged the agents to go after business, 


STEAMSHIP RATE CONFERENCE 


Representatives of steamship lines operating out of the 
Gulf, south Atlantic and north Atlantic ports met at the Edge. 
water Beach Hotel in Chicago this week to discuss the general 
subject of bringing about an equalization of the’ differentials 
between the Atlantic and the Gulf ports with respect to traffic 
originating north of the Ohio River. There was also some 
discussion of the differentials between the Atlantic and the 
Gulf ports with regard to initiative rates. These have been 
considered out of line by many operators and advantage was 
taken by the conference, participated in by more than sixty 
representatives of steamship lines, to talk over what might 
be done to put them on a comparatively more equal basis. 

The meeting took up a little more than three days, with 
the daily sessions running late into the evening, but no definite 
step was taken toward bringing about a readjustment. It was 
reported, after the conference closed June 12, that another 
meeting would be held in the near future, although no date 
nor place has been set. 


‘STUDY SECTION 28 


President Coolidge’s special committee on co-ordination of 
rail and water facilities is making a study of section 28 of the 
merchant marine act with a view to making a report of all 
the facts in connection with possible application of the section 
at some future date. The committee is having its experts 
examine all the information developed as the result of the pro- 
posed application of the section earlier this year. It is re 
garded as probable that the committee may make findings 
that may lead to legislation amending the section. 

Congress took no action before adjournment either on the 
bill reported by the committee on merchant marine and fish 
eries providing for postponement of the effective date of the 
section at least until May 1, 1925, or the resolution providing 
for the appointment of a special commission to study the entire 
question this summer. 


STEELE STEAMSHIP LINES 


The Commercial Steamship Lines (Moore and McCormack 
Company, Inc., managers) have appointed the Steele SteamshiP 
Line, Inc., New Orleans, to act as their agents in connectiot 
with their coastwise service between Philadelphia, Wilmington 
and New Orleans. The Steele Steamship Line, Inc., New Or 
leans, announce that the Osaka Shosen Kaisha have extended 
their outbound service from New Orleans to include Nagasaki, 
Hongkong, Saigon, Singapore and Colombo, in addition to Yoko 
hama and Kobe, as direct ports of call. 


TWO SHIPS SOLD 


President Palmer of the Mleet Corporation has announced 
the sale of the Lake Agomak, a lake-type cargo vessel of 3,535 
deadweight tons, to the Baltimore & Carolina Steamship Com 
pany of Baltimore for $56,000, and the sale of the Midget, a0 
ex-enemy cargo vessel of 600 deadweight tons, to Manuel F. 
Delpan of Manila, P. I., for $27,500. Mr. Delpan is a naturalized 
American citizen. 
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INVESTIGATION OF BOARD 
The Trafic World Washington Bureau 


The House select committee investigating the Shipping 
Board and Fleet Corporation has decided to hold hearings in 
Europe this summer. It has made reservations on the George 
Washington, a Shipping Board vessel, for July 4. It expects to 
spend five or six weeks in Europe. Commissioners Plummer 
and Haney of the Shipping Board; W. B. Keene, vice-president 
of the Fleet Corporation in charge of traffic; E. E. MacNary, 
passenger traffic manager of the United States Lines; James 
Talbert, counsel for the board detailed to assist in the inves- 
tigation, and J. Frederick Richardson, committee investigator, 
will accompany members of the committee on the trip abroad. 

It was indicated that there was a possibility that the com- 
mittee might later reverse the decision to go abroad, announce- 
ment having been made that the reservations on the George 
Washington had been made subject to cancellation. In view 
of the fact that the committee issued a formal statement ex- 
plaining why it was deemed necessary to hold hearings abroad, 
however, it was not regarded as probable that the trip would 
be canceled. 

The committee said in its statement that a large part of the 
foreign business of the Shipping Board originated in Europe 
or was destined to Europe and that the investigation to date 
had revealed that the success or failure of the merchant marine 
lay to a large degree in the successful handling of the European 
end of the business. 

“The committee has become convinced of the fact that 
Congress must have first-hand information as to conditions un- 
der which American shipping operates abroad,” the statement 
said. “If the committee is to be able to make a comprehensive 
and constructive report upon which Congress may later base 
legislation necessary to the establishment of a successful mer- 
chant marine, it seems necessary that the committee get its 
information by inquiry in the home of foreign opposition.” 

Some members of the committee, it was said, would not 


’ pe able to make the trip. 


Chairman O’Connor, of the Shipping Board, has issued a 
statement to the effect that the only supplies for the Leviathan 
obtained from foreign countries consisted of linens bought in 
Ireland. Linens to meet the specifications could not be ob- 
tained in this country, the chairman said. The expenditure 
for this item was $171,743 out of a total of $8,000,000 spent 
on reconditioning of the vessel, the chairman said. Repre- 
sentative Rogers, of Massachusetts, introduced a_ resolution 
requesting the chairman of the board to submit a reoort as to 
purchase of supplies in foreign countries, but no action thereon 
was taken before adjournment June 7. 


CROWS NEST PASS RATES 


The Trafic World Ottawa Bureau 


Replying to a question in the House, the Minister of Rail- 
ways acknowledged the receipt of the joint argument presented 
by the railways in favor of the further suspension of the Crows 
Nest Pass agreement (published in The Traffic World last 
week) and said the government would hear the representatives 
of the railways and those interested on the other side at a date 
to be set later. In the meantime, the Canadian Railway Asso- 
ciation has issued a statement calling attention to the joint 
statement of the railways and analyzing it. 

It notes that, according to the statement of the Canadian 
National, the western region showed an operating loss of $2,020,- 
709, and the lines in Ontario and Quebec an operating profit of 
$18,687,610. The loss on western lines, it says, can be directly 
attributed to the enforcement in 1922 of the Crows Nest grain 
rates from the prairies to the lakehead; the reduction which 
followed in export grain rates to Vancouver, and the revision 
of rates on account of British Columbia. It continues: 


The returns of the Canadian Pacific are even more striking. 
The Board of Railway Commissioners held inquiries as to rate 
equalization between eastern and western Canada, issuing rate 
revision orders for the west in 1914 and for the east in 1916. 
That the board achieved a fair measure of equalization, consider- 
ing the varying density and character of the traffic, is demon- 
strated by the figures for 1917. showing an earning for the Can- 
adian Pacific western lines of .702 of a cent per ton per mile, 
and on eastern lines of .695 of a cent per ton per mile. Various 
increases and decreases followed until the Crows Nest act on 
grain became effective on western lines in August, 1922, for. the 
balance of the year. This year showed an earning on western 
lines of .907, and on eastern lines of 1.143 per ton per mile. 
1923 shows a full year’s effect of the reductions in the two terri- 
tories. The return per ton per mile on western lines was .818 
and on eastern lines 1.138 per ton per mile. 

The statements of the Canadian railway presidents show the 
increase in operating expenses, wages and material in 1923 over 
1917. The rate reductions granted the west, however, show an 
increased return per ton per mile of only 17.70 per cent, while 
eastern lines show an increase of 62.11 per cent over the return 
of 1917. The operating ratio of the Canadian Pacific in 1917 
was 69.46 per cent, and in 1923, 80.86 per cent. Any further rate 
(auction resulting from the enforcement of the balance of the 
rows Nest Pass act can, of course, only increase the disparity 
n favor of the prairie lines as against other sections of the 
ominion. Both railways must have sufficient earnings to pay 
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operating and other expenses. 
are not too favorable. 

Both President Thornton and President Beatty, in their 
annual reports, pointed out the radical change in the trend of 
traffic and points of supply since 1897, when the Crows Nest 
act was passed, and emphasize the disparity in the rate sched- 
ules the act will produce. They recommended that all trans- 
portation tolls should, without exception or restriction, be left 
to the jurisdiction of the Board of Railway Commissioners. 

The Railway Association analyzes some of the inconsisten- 
cies that would result from the passing of the Crow agreement 
in full. Since 1914 rates from all points in Ontario and Quebec, 
west of and including Montreal, to points west of the Great 
Lakes, have been the same. For example, the fifth class car- 
load rate all-rail from Montreal and Toronto to Winnipeg is 
today $1.14 per 100 pounds. Under the act, the rate from To 
ronto on fifth class commodities enumerated therein become 
74 cents per 100 pounds, from Peterborough, 76 cents, and 
from Montreal, 79% cents, a condition against which both 
Montreal and Peterborough will be sure to protest. The fifth 
class rate is the same from Montreal and Toronto to Edmonton 
and Calgary, but, under the act, from Toronto to Calgary it 
becomes $1.3914 and to Edmonton $1.66%. There is a differ- 
ence at present of only 13 cents in the rate from the east to 
Regina and Saskatoon, and this will become 24% cents in favor 
of Regina. There will be substantial reductions from eastern 
Canada on fruit, but none from British Columbia. Many other 
inconsistencies, it is pointed out, will be called into existence 
by the application of the act. “It can only be by reason of 
ignorance,” concludes the Railway Association, “or through 
questionable business motives, that rates, which were consid- 
ered abnormally low by the application of the act in 1898, under 
the existing operating conditions and costs of that day, should 
be forced upon the railways for the doubtful gain of a few, 
through loss and detriment of the greater part of the Dominion.” 


RATES AN ELECTION ISSUE 
4 The Trafic World Ottawa Bureau 


A vigorous election campaign is beisg waged in British 
Columbia and railways and freight rates are the chief issues. 
Premier Oliver, of that province, has made the announcement 
that, sooner than continue the annual loss on the Pacific Great 
Eastern Railway, he would advise the people of British Columbia, 
if the Dominion Government would not take over the road, to 
give a subsidy of land to any railway that would connect it with 
the Peace River country. Regarding freight rate reductions, he 
said further reductions of the mountain scale were imperative, 
if the millions of dollars being invested in elevators in Van- 
couver were to be protected. A further reduction of two and 
one-half cents on the rate on grain would enormously extend the 
territory from which it might be drawn to Vancouver. If freight 
rates were equalized, Vancouver would become the largest and 
most important city on the Pacific coast. 

In the meantime, the government at Ottawa has announced 
that additions to the Canadian National System in the Peace 
River district and in northern British Columbia, are not under 
serious consideration, nor is the government considering the 
acquisition of the Pacific Great Eastern. 


The returns for 1923 certainly 


CANADIAN RAILROAD EARNINGS 
Gross earnings of the Canadian National for the ten days 
ending May 31 were $6,526,554, a decrease of $155,212 from the 
corresponding period last year. Gross earnings from the first 
of the year were $95,184,491, a decrease of 407,916, as compared 
with 1923. Earnings of the Canadian Pacific for the ten days 
ending May 31 were $4,528,000, a decrease of $14,000. 


CANADIAN TRAFFIC REPORT 


The monthly traffic report of railways of Canada for Feb- 
ruary, 1924, is as follows: 


COMPARATIVE SUMMARY 
TOTAL FREIGHT LOADED AND RECEIVED FROM CONNECTIONS 


Feb., 1924 Feb., 1923 Jan., 1924 

Provinces Tons Tons Tons 

Prince Edward Island............. 5,411 4,202 5,4 
PE ea ca bey 600s 0 0s ance 295,274 549,935 295,836 
New Brunswiok (isi... cc cc cece 318,345 235, 285 249,735 
RE ey or am a Re 1,268,194 1,081,68 1,079,688 
oe tee ee ie” 3,847,954 3,565,451 3,556,456 
WRMCOE 5 5.5.55 Sob ed sik Babe ce 00s 339,890 281,848 307,792 
RMUOROWOR oars tives cvcccsc css 379,991 257,642 441,157 
Be eae ee 783,620 534,602 1,024,349 
Britiah: Columas ns ccc. ccc cose 377,187 363,310 380,750 
Total for Canada.............. 7,615,867 6,873,963 7,341,232 

PRODUCTS 

ASTICMMAUTAL oie o Rs cae bn sre sceasee 1,893,554 1,222,726 2,054,420 
| aie: S*,: ae eS es 256,891 215,587 269,552 
PERN in So SRA CL UN ewi ve vance 2,306,904 2,685,995 2,335,274 
Lo HR CLE ye ee ee Te 1,477,265 1,121,537 1,120,287 
Manufacturers and Miscellaneous 1,681,253 1,628,118 1,561,699 
ON SEE ne Siemans snaes 7,615,867 6,873,963 7,341,232 
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—Terminated——_, 


Unloaded 
at Sta- 
tions in 
Canada 

Tons 


19,123 
1,108,239 
4,620 
40,833 
1,573 


29,382 
11,001 


2,235 
107,179 
304,343 

1,114,244 


36,820 
62,695 
775 


1,823,584 

336,683 
4,584 
313,904 
209,572 
39,708 
904,451 
58,650 
45,324 


28,271 
2,909 


5,292 


314,255 
174,547 


884,736 
4,828,189 


Unloaded at 
Stations 


in 
Canada 
14 


-—————_ Originated. c—Total Freight Originated, 
Received Cumulative Total 
Loaded from Foreign Con- 
at Sta- nections’ Destined to Increase 
tions in Canadian Foreign For To Over 
Canada Points Points Month Date 1923 
Commodities ns Tons Tons Tons Tons Tons 
ME CUS ELS CE cas bed vevcets vous 771,749 118 13,049 748,916 1,762,179 544,733 
ONO thd Ch sidtia deed Wisc sibel i vbewes 7,567 30,677 52,837 91,081 0,693 *35,513 
MA ibd MEM DM > «tg b> 0 di6 0-H Die ie © oS 200,401 2,040 31,841 234,282 441,837 126,918 
eine on al'y 0.0 Mais bacon 54,594 Sanecne ies 1,904 6,604 118,902 23,483 
ad anege ¢ Dudes tiuswsenvepeedeseee ,412 Lie aks 1,588 11,000 ,559 *35,196 
Wis b Retro bins Seles’ r 7,819 ees otdes 7,819 15,421 *6,739 
Other ‘Grain Gide 6 SU och 2 dekh ows 16,288 970 2,131 19,389 38,896 11,574 
ie Mad Hes ache odicied oo-bens.s 199,906 2,608 55,154 257,668 512,966 57,432 
Other Mill Products bike iaceh dite tun a4 94,828 4,023 55,220 154,071 303,849 42,029 
eg ee ee 106,484 315 2,722 109,521 224,707 69,521 
CR SESS within Sie ice. Soe VS S 848 3,427 5,767 10,042 21,777 *7,411 
Be) ee ee 16,918 1,489 6,704 25,111 56,846 3,029 
Other Fruit (fresh) Ruswin'onephiabe-ours »365 10,952 10,807 23,124 49,916 24,489 
Ee cea tsa seeeee cigs es 30,550 83 9,367 40,748 70,961 84 
Other Fresh Vegetables.......... 10,859 3,574 6,337 20,770 38,849 12,518 
Other Agricultural Products...... 14, 547 12,380 20, 481 47,408 98,616 23,211 
MEL se Pdak on 64s bene’ en b-ase 1,544,135 73,510 275,909 1,893,554 3,947,974 854,162 
ANIMAL PRODUCTS 
PN hes bt deceived bs celeae 0 eaihse tw 4,506 28 186 4,720 13,096 2,209 
Cattle and Calves ..........ceeeee 45,156 48 2,176 47,380 106,036 17,386 
Sheep ...... ep onal ar a te ng a ink »330 21 2,459 3,810 7,426 *1,511 
ECE er eee 28,992 34 3,744 32,770 68,859 7,292 
Dressed Meats (fresh) .....sese00 11,105 3,049 35,955 50,109 105,312 #8132 
Dressed Meats (cured or salted).. 2,664 3,714 18,265 24,643 45,282 271 
Other Packing House Products... 1322 4,605 30,777 39,704 71,870 21,462 
ET "So 0nak 6665 6e00 es cbesne ‘ 123 Neevebaad 5,881 6,004 15,318 *71 
SE i tac dh areatesavsdbecwses cel 177 2,062 4,881 7,120 12,305 *4,498 
Butter and Cheese................ 2,441 30 10,056 12,527 23,687 *291 
a ti ee aca alk baie: 0.0. 0ttha'é:>.0:4.6% 000 1,001 1,270 1,967 ,238 8,620 1,828 
Hides and Leather acai dhe Sia ogo 5's 7,040 2,331 5,862 15,233 30,047 *4,176 
Other Animal Products........... 2,890 1,024 4,719 ,633 18, 585 3,813 
J ae Sl tied ines atdheewree 111,747 18,216 126,928 256,891 526,443 35,582 
MINE PRODUCTS 
MMURTOCIS GOA) 6 Selec cidekdeedccc 16,637 384,277 181,422 582,336 1,077,655 *303,060 
IE COME Cc cc ccceccecesess 537,472 668,919 29,964 1,236,355 2,542,863 *644,627 
IRINA. Wid 6 S:kRGICd 5 BEdWe's cddewre ee. eaucheetente ee 39,466 ,799 22,846 
eT ale nt a i a 22,111 45,976 1,791 69,878 137,798 *39,225 
PH RNOD Se chiy ch Vdkw thes o blnv coset 644 1,073 Reishna'<e ,717 88 *2,887 
Other Ores and Concentrates..... 163,533 7,471 3,665 174,669 348,439 56,411 
Base Bullion and Matte.......... 5,99 actia aah 2,79 ,790 19,359 11,243 
Clay, Gravel, Sand Stone (crushed) 50,780 14,624 20,340 85,734 203,552 46,897 
Slate—Dimension or Block Stone. 6,624 1,393 13,642 21,659 43,337 *6,351 
Ce OCT OSU 85.5.0 baie Seti Se aes 1,633 29,515 39 31,187 59,301 19,978 
pepcaitam ph oe hie:s & eleies- «dae oS 1,257 710 837 2,804 5,634 *2,161 
Rah ee tan ne inna ae ome 7,930 6,574 5,242 19,746 38,741 *3,644 
Other BES PW POGUCES oe ccc cccece 27,833 2,486 2,234 32,553 63,812 17,540 
Petal .ic-vvs Ph a Ob Elis bOI eck 881,916 1,163,018 261,970 2,306,904 4,642,178 *827,040 
FOREST PRODUCTS 
pee Posts, Poles, Cordwood..... 346,127 1,538 4,256 351,921 632,704 35,268 
POST Tor Ce Cn deeiidees 17,453 115 1,346 18,91 12 *6,105 
Pulp SN ad iishe pitnia wna ah tit apne 96 552,141 504 7,890 560,535 945, '849 233,779 
Lamber, Timber, Box Shooks, 496,403 897,149 ~ 
Staves, heading ............0.. 405,545 24,319 66,539 
Other Forest Products ........... 44,465 2,400 2,627 49,492 91,938 *29,730 
EEE. ha o's.0.¢ 49 eatekats vat esnkee 1,365,731 28,876 82,658 1,477,265 2,597,552 250,742 
MANUFACTURES & MISCELLANEOUS 
Refined Petroleum and its Pdts... 45,245 18,231 8,935 72,411 168,803 *8,569 
DE eat ah bene hd de tepess>40n06e50 32,676 27,673 26,313 86,662 139,526 27,367 
Sen Be A OED ccc cccevcces 38,169 »27 .325 33,401 76,655 *20,993 
Iron, Re URE co ccicéwese ees 20,806 3,577 9,018 42,765 66,698 48,696 
Rails and PUStORINSS, 6 65 0. vic vic 38,169 2,271 2,325 
c FO). eee 28,628 38,398 24,231 91,257 179,051 *91,114 
Castings, Meclinery and Boilers. 13,875 6,429 20, 180 40,484 77,212 *13,732 
SE Se SER = a a eee 22,829 115 649 23,593 46,010 16,815 
Brick and Artificial Stone........ 23,537 8,527 4,338 36,402 74,077 3,426 
RM UE OMMUEE “cccccccscccccce 20,242 2,008 2,458 24,708 47,421 6,891 
Sewer Pipe and Drain Tile ...... 4,413 197 219 4,829 9,569 2,235 
Agricultural Implements and 
Vehicles other than Autos...... 10,106 1,394 4,517 16,017 30,402 3,240 
Automobiles and Auto Trucks... 13,380 8,633 77,210 99,223 186,872 36,024 
Household Goods ............s0e5 3,574 410 384 ,368 132 *2,538 
Da) ee Re 8 ee ee in 2,140 232 3,458 5,830 11,384 *1,143 
Liquor Beverages .......cecceces 12,127 1,256 484 13,867 28,272 12,411 
Fertilizers, all kinds 18,630 1,454 4,857 24,941 41,995 6,347 
Paper, Printed Matter, Books..... 102,063 2,373 33,001 137,437 280,365 24,075 
». 2 | rR EES > err 0,250 442 8,938 109,630 218,802 *32,318 
Fish, (fresh, frozen, cured, etc.). 8,297 361 1,062 9,720 21,68 ,138 
CI ONRD. os ccc debesccutousss 223 32 53 308 *1,009 
Canned Goods, (all canned Food 
Products other than Meat)..... 8,491 2,912 10,266 21,669 48,256 10,190 
Other Manufacturers and Miscel- 
EE. ic heehee od pestot pes 292,685 74,129 173,347 540,161 997,616 86,644 
EE, RR docccccecesébbsive 156,610 20,656 64,304 241,570 483,372 *107,946 
SE wince adcbih abune-« odcavecwbenad 978,996 221,710 480,547 1,681,253 3,242,952 9,136 
eee - 4,882,525 1,505,330 1,228,012 7,615,867 14,957,099 322,582 
RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED (Per Cent) 
Loaded at —Received from foreign connections— 
Total Stations Destined to——— 
Freight in Canadian Foreign 
Carried Canada Points Points Total 
5, chars dor Wendlgi he WG-Cider eiaumtce Adah arbintitess > ware 24.86 0.27 -97 3.62 4.59 
CR ASO: FRE IE Sig SA “a a A 3.37 1.47 24° 1.67 1.91 
Lan «nae dihalwe ot-< one cent Gillebcch0eee feos 00 ce 30.29 11.58 15.27 3.44 18.71 
SE Ehdin Ghie's:¢i tiled kis 646.00. tke WhUes dialsies sine ete ae 19.40 17.93 .38 1.09 1.47 
Manufacturers and Miscellaneous..........+...0+0. 22.08 12.85 2.91 6.31 9.22 
SEE. wenn dee eh iG ob'e née olerele é ’ + 100,00 64.10 19.77 16.13 35.90 


* Decrease. 


Deliv- 
ered to 
Foreign 
Connections 

Tons 
241,177 
52,933 
54,960 
19,559 
6,081 
333 
4,145 
191,757 
89,874 
60,612 


25,231 
815,809 


205 
6,530 
2,459 
3.868 

37,356 
23,906 
34,484 


147,436 


191,940 
57,087 


20,075 
325,915 


25,142 
2,716 
271,118 
296,278 


7,508 


602,762 


14,381 


238,725 
69,732 


751,743 
2,643,665 


Delivered to 
Foreign 
Connections 
10.71 
1.95 
4,28 
7.91 
9.87 


34.71 
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CANADIAN NATIONAL DISCUSSION 


The Trafic World Ottawa Bureau 


Discussion over the Canadian National annual statement 
has raged in Parliament for the last week. The mere fact that 
Sir Henry Thornton took office under a Liberal administration 
has, to a considerable extent, bound him up with the personnel 
and interests of that party, as it has made him the subject 
of attack by members of the Opposition. He has been made 
the subject of intensive, personal criticism by the leader and 
members of the Conservative party, and has had to rely for his 
defense on the members of the government. This has created 
a situation that, though beyond his control, has had the effect 
of attaching a certain measure of partisanship to him. So bit- 
terly has this warfare raged that it is obvious that, if there 
should come a change of government, his position would be 
unpleasant. Sir Henry’s three-year contract with Canada ex- 
pires about the time the government is likely to appeal to the 
country. It has been stated recently that he has had offers to 
return to England, and, while he is not thought likely to give 
up the fight before his contract terminates, it would be con- 
sidered surprising if he were to remain in Canada beyond it, 
particularly if there should be a change of government. 

An attack was launched on him in the House this week in 
connection with the Hotel Scribe purchase in Paris, which took 
place shortly after he entered into his contract with Canada, 
and before, it may be said, he had gained any knowledge of 
Canadian conditions or Canadian psychology. The government 
has made little attempt to defend it. Sir Henry Drayton moved 
an amendment to the motion to go into supply on the railway 
estimates, in which he suggested a new method of dealing with 
all matters pertaining to the Canadian National Railways so 
far as Parliament is concerned. His motion was as follows: 

That a select standing committee on national railways and ship- 
ping be appointed to consider the estimates for the Canadian National 
Railways and the Mercantile Marine, and all questions involving new 
capital commitments and the disposition of properties and assets 
and the annual reports of the said transportation systems be referred 
to it for inquiry; and that it be entrusted to make recommendations 
to the House as to what details or improvements of method should 
appear in said annual reports; provided that no matter of operation, 
the inquiry into which would, in the opinion of the management, be 
prejudicial to the system, shall, if the reasons for such opinion are 
deemed sufficient by the committee, be made a subject of inquiry. 


In moving this amendment Sir Henry Drayton recalled that 
he was a member of the commission largely under whose re- 
port the lines in the Canadian National were acquired. He 
was still a believer in public ownership, but he added that it 
was perfectly clear that, in every country outside of Prussia 
that had tried the experiment, political interference to a greater 
or less degree had militated against its success, and it had 
resulted in either higher freight rates or poorer service. “The 
fault did not lie,” he said, “in the fact that, instead of there 
being, perhaps, a couple of thousand private shareholders in 
the country, the whole people of the country were shareholders; 
it lay in the improper interference on political or local grounds 
with the proper running of the system. We have had different 
kinds of public undertakings successfully run when we got away 
from direct parliamentary control.” 

In referring to the Scribe Hotel purchase (a matter which 
his leader, later in the day, went into more extensively) Sir 


_ Henry Drayton said the property (which cost the Canadian 


National $2,600,000) had been offered to the Canadian Pacific 
for $1,400,000 and had been refused. 

The Progressives, including their leader, Mr. Forke, gave 
the government support on the railway question, and were the 
most emphatic members in the House in deprecating the at- 
tacks on Sir Henry Thornton. They claimed that the Canadian 
National had improved its freight and passenger service enor- 
mously in the last two years. “So far as I can see,” said Mr. 
Forke, “the people have reason to be proud.of the present man- 
agement and of the way the system is being operated. So far 
as the property is concerned, the ordinary layman is not in a 
position to criticize or to say whether or not it has been kept 
up to the highest mark in the way of equipment; bat when 
we find good service, when we find the trains running on time, 
when we find all the requirements of the public being met, it 
is pretty good evidence that the property is being kept up in a 
fairly efficient manner. In such an enormous system it is not 
humanly possible to operate without some mistakes being made, 
and those mistakes can be magnified and used in such way 
as to be detrimental to the prosperity and advancement of 
the railway; but we have to judge the results in the main, and 
I am sure we have reason to be well satisfied that things are 
being well carried on.” 

He thought the main question before the House was how 
the railways could be kept out of politics. He suggested that 
the three parties in the House co-operate to draw up an amend- 
ment providing for investigation, to which it would be possible 
for all parties to subscribe. A committee of an inquisitorial 
character, that would summon the president and directors and 
put them under oath, would not be in the interests of the coun- 
try or of the system. 
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Mr. Woodsworth, a Labor member, repeated the suspicion 
to which Mr. Meighen had previously given voice—that charges 
of operation had been cut by reducing freight car repairs, but 
had been accompanied by heavy expenditures in new equip- 
ment. The Minister of Railways interrupted to say that he 
had interrogated the management closely on the point, and was 
told that the charge was absolutely without foundation. Mr. 
Meighen had also suggested that the percentage of freight cars 
out of commission might refer only to the percentage that had 
been reported for repairs. This he stated to be also incorrect 
—that every two weeks an inventory of all the crippled stock 
was taken, and that this percentage covered cars reported for 
repairs as well as those not so reported. 

The Minister of Railways said the suggestion in the amend- 
ment was the first time in the history of the Canadian Parlia- 
ment that it had been proposed to refer estimates to a com- 
mittee. It was not a dignified way to treat the management 
of the Canadian National to call up its officials, and say to each 
of them: “You are under oath, Sir. What have you got to 
say?” No such treatment was extended to the management 
of any railway in the world. He thought if Canada was going 
to make a success of the Canadian National it must be by co- 
operation and not by the establishment of new machinery for 
the purposes of inquisition. Said he: 


What position would it put the management of Canadian National 
in, if throughout the year they are liable to be hailed before this 
body of inquisition, whether ere is any charge or not, and the 
railway managers placed on a plane inferior to other managers— 
not only that, but inferior to members of the House of Commons, 
because members of the House of Commons can say all these things 
in committee or in the House, without having to take the oath as 
to their accuracy, but the board of railway management has to sub- 
mit to be sworn every year this committee sees fit to investigate 
what it is doing. I think it is not the right attitude to take if we 
want to make the system a success. I am in favor of co-operation 
between parliament and the Canadian National Railway board, and 
for that reason I am prepared to accept a proposition for a committee 
along certain lines. . 


He suggested a trial committee for the present session, 


- where the- deputy-minister could appear with the management 


of the railway, and acting as a go-between between the govern- 
ment and the board of management. In that way every detail 
of the estimates could be obtained by the committee, which 
was desirable, and it would be open to the public as well. He 
would confine it to the estimates and would not commit the 
government to its continuance, as it was only a trial. Subse- 
quently such a committee was formally proposed by the Min- 
ister and -will be constituted. 


~ CANADIAN OPERATING REVENUE 


The statement of operating revenues, expenses, and statis- 
tics of all Canadian railways for March, issued by the govern- 
ment, shows an increase over March, 1923, in freight traffic of 
11 per cent, and in passenger traffic of 5 per cent. Total rev- 
enues were increased $3,000,002, or 8.7 per cent. Operating ex- 
penses were reduced $359,976, or one per cent, thereby increas- 
ing the net operating revenues $3,359,979 and reducing the 
operating ratio from 94.28 to 85.73 per cent. The better oper- 
ating weather this year is given as a factor in the improve- 
ments, but both the monthly operating reports and the weekly 
loading reports indicate that the railways are doing more and 
better business this year than last year. 

Maintenance expenses were increased, but transportation ex- 
penses decreased $935,113, or 5.5 per cent, notwithstanding sub- 
stantial increases in traffic. Total pay roll was reduced $162,636, 
or one per cent, with practically no change in the number of 
employes. Revenue per train mile increased for both freight 
and passenger business. Average receipts per ton mile and per 
passenger mile showed little change, but tons of revenue freight 
increased 164 tons and the number of passenbers per train mile 
increased by seven. Average haul and average journey were 
both greater. 

On the Canadian National Railways freight traffic increased 
7.1 per cent, and freight revenues $1,310,370, or 11.3 per cent. 
Passenger revenue increased $137,885, or 5.6 per cent, for an in- 
crease of 9.3 per cent in passenger traffic. Total revenues showed 
an increase of $1,335,586, or 8.4 per cent. Total operating ex- 
penses decreased $1,227,368, or 7.2 per cent, with cuts in main- 
tenance of ‘way and structures of $560,718, or 19 per cent; main- 
tenance of equipment, $134,499, or 3.4 per cent; transportation 
expenses of $665,297, or 7.3 per cent. The net operating revenue 
was $1,400,289, as compared with a deficit last year of $1,162,665, 
or a total betterment of $2,562,954, while operating ratio de 
creased from 107.30 to 91.86 per cent. ‘The total pay-roll was 
reduced $416,937, or 3.9 per cent, and the number of employes 
was reduced 3,934, or 4.5 per cent. Freight train loading in- 
creased 5 per cent in revenue freight and earnings per train 
mile increased 42 cents, or 9 per cent. Passenger train revenues 
increased 8 cents per train mile and the number of passengers 
increased 5.1 per cent. Average receipts per passenger per mile 
were slightly lower. The entire system, including lines in the 
United States, showed a net operating revenue of $2,293,066, as 
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against a deficit of $302,903 for March, 1928, and the three 
months, January, February and March, showed an increase in 
net operating revenue of $6,128,396. 

The Canadian Pacific Railway showed an increase of 17.3 
per cent in freight traffic and 2.1 per cent in passenger traffic, 
compared with March, 1923. Freight revenues increased $1,244,- 
661, or 13.6 per cent, and passenger revenues increased $102 - 
151, or 4.3 per cent, total revenues increasing $1,366,060, or 10.4 
per cent. Operating expenses increased $677,651, or 5.9 per cent. 
Maintenance of way and structures increased $418,756, or 30.5 
per cent, and maintenance of equipment $445,991, or 15.1 per 
cent; but, although traffic increased, transportation expenses 
were reduced $241,397, or 4 per cent. The operating ratio was 
reduced from 87.51 per cent to 83.95 per cent with an increase 
in net operating revenues of $688,409. 

Freight train loading increased slightly, but earnings per 
train mile decreased with the lower average receipts per rev- 
enue ton mile. Passenger train revenues per train mile in- 
creased 8 cents, with slightly heavier traffic and higher average 
receipts per passenger mile. For the three months revenues 
have increased $3,759,395 and operating expenses $2,116,586, mak- 
ing an increase in net operating revenues of $1,642,810. 


CANADIAN NATIONAL SYSTEM, 


(Steam Lines in Canada and United States.) 
For the month of March, 1924. 
Operating Revenues. 


1924. 1923. 
Canadian Lines .......... erudite. ite $17,200,097.06 $15,864,510.39 
Duluth, Winnipeg & Pacific........... 245,748.00 284,035.48 
Grand Trunk Western Lines.......... 2,920,654.00 2,801,830.67 
New England Lines.............++..-. 303,199.94 362,356.00 
PROMS. nie SEUSS Rie cle Suis Siliile FS5G $20,669,619.00 $19,312,732.54 
Operating Expenses. 
Cease Tamed SES i vets $15,799,807.88 $17,027,176.02 
Duluth, Winnipeg & Pacific............ 56,094.50 197,354.93 
Grand Trunk Western Lines.......... 2,166,168.91 1,986,044.10 
New England Lines..........ccicscces 254,481.63 405,060.62 
DE Rie the On scsi d melon © ae aie” $18,376,552.92 $19,615,635.67 
Net Operating Revenues. 
og eee Are Se Pee eee Ce $ 1,400,289.18 *$1,162,665.63 
Duluth, Winnipeg & Pacific........... 89,653.50 86,680.55 
Grand Trunk Western Lines.......... 754,485.09 815,786.57 
Bee POG LAMOR. . o.ccc cits paces cece 48,638.31 *42,704.62 
BOCA id. eke ee ceeded $ 2,293,066.08 *$ 302,903.13 
Operating Income. 
i SR 4 hie 3.0 doe 6.0.0:6'6 6.5 omens $ 1,512,870.28 *$ 981,932.84 
Duluth, Winnipeg & Pacific........... 87,491.21 73,716.37 
Grand Trunk Western Lines.......... 304,364.52 375,710.77 
New England Lines...........ssseeees *35,925.38 *171,805.33 
CE 20 at Oe Us to duces see 529% a ss -.+$1,868,800.63 *$ 704,311.03 


*Debit. tCredit. 


SUMMARY, 


For Three Months—January, February, March, 
All Railways. 


’ 1923. 
Operating revenues..........cceceeee $103,177,117.82 $96,294,371.62 
Operating eXpenses......... ce ceeeeeee 94,609,103.27  95,556,403.59 
Net operating revenues.............6. 8,568,014.55 737,968.03 
yl gs ha te ree nara 7,364,403.21 440,983.96 


Canadian National Railways. 
Opérating revenues— 





ES Se ee) Pare $47,428,976.83 $45,072,074.05 
pe aa 9,353,651.17 8,919,889.79 
AMET ME, Ck ic WOR GOI id C084 ERS $56,782,628.00 $53,991,963.84 
Operating expenses— 
MMUONTIATE  TEIROE o 5. 0.0 010 « srole 0:9: 0.9:69.0% .+ 46,780,378.77 50,184,074.69 
re are err 7,446,807.36 7,380,844.36 
NS eel eri Owais ds « Sldle eld bins « <Nibe' $54,227,186.13 $57,564,919.05 
Net operating revenue— 
RESINS OTT ee 648,598.06 *5,112,000.64 
United States lines...............6. 1,906,843.81 1,539,045.43 
A Nek an ne Se ore. 6 ie Pewee SH8 $ 2,555,441.87 *$3,572,955.21 
Operating income— 
Sone  MEEPOS ES Se HEE IM 763,825.89 *4,651,917.46 
United States lines...............00. 383,620.66 *205,825.24 
TD inare wt iv6 aon argues erem-om Sup © 9a $ 1,147,446.55 *$4,857,742.70 
*Debit. 
Canadian Pacific Railway. 
Operating revenues ...........eecee0- $40,497,418.71 $36,738,023.48 
CORED IOINED 5. oc ore'g «8 oH o n-y's dikes 36,517,717.38 34,401,131.57 
Net operating revenues............... 3,979,701.33 opr ee 


MPOTOGRIRG “INCOMES 0b. i ie eR ee 4,449,048.05 


CANADIAN CAR LOADING 


Car loadings for the week ended May 31 showed an increase 
of 5,392 cars or 10 per cent over the previous week. There were 
substantial increases in the east in grain, coal and merchandise, 
and in the west in grain, merchandise, and miscellaneous freight. 
Pulpwood was lighter, both east and west, and coal continued 
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light in the west. Compared with the corresponding Week in 
1923 the increase was 4,166 cars and the cumulative totals to 
date show an increase over 1923 of 99,939 cars. 


CARS OF REVENUE cae te ON CANADIAN RAIL- 


Eastern Canada. 
For the Week Ended 








May May May 
17,1924. 24,1924. 31, 1924 
Commodity. Cars. Cars. Cars. 
Grain and grain products............... 3,750 3,464 4,257 
ESV WCCO | kas Inn) Gide bdbis 0,3 keeh do einer 1,117 1,152 1,226 
IR. caain: sists tel BONES: 0"Siotinw dasitnaladhiond: washes Vinita 2,870 3,570 4,165 
CEI 5G atendewiac vest 0.5 oat tain 4.09.4 > Sesteuetn aie da 178 155 256 
EAPO. 6 RE. SOC bp cave SUE. CREED we 2,572 2,689 2,848 
PID O0G i) ..Os iG Hicks Lae Uti. Miemees 2,079 2,109 1,997 
PA SR a hie chnns cmls.ses « Sh pihe-Pnanomdoe 1,915 1,932 1,855 
COURSE OIL, OE OCT cw «ne ont no nts sean’ 848 1,023 1,135 
ee eR ARE AE IRE 2 rs oo EE ak Cr ie 697 629 801 
Monrgham@ine,( Tor Cs Bass . 5 Bees. 4G 11,832 10,523 11,789 
PESSRSSNROOUD «4.04744 his ca sich one pense cae 10,133 9,785 9,599 
OUnE ene TOME ce ce es ate eee Ce 38,171 37,031 39,928 
Total cars received from connections... .30,203 28,988 27,603 
Total cars loaded for corresponding week, 
ps AAA tre > oS eld ev te eve erent ee 39,221 37,087 40,465 


Western Canada. 
For the Week Ended 
May May May 
17,1924, 24,1924. 31, 1924, 
Commodity. Cars. Cars. 




















Cars. 
Grain and grain products................ 6,801 5,701 7,490 
TL eo en ee ee Oo en er ae 1,085 1,000 1,202 
OEE ch giticanes Malcarere dace All eig Ais ot cies’: Caduatib et sy % 710 587 667 
a ES ite LS MBAS cote Pe 2 A ares Sea ae 2 ‘ oe 
Beer 550 G0. SS, Se ESTOS 1,285 1,239 991 
rte Wi as hos Ewsri 50> oalsinh 0% 0 fas 1 ROWE Tee 133 95 100 
Py BO errr ree eee 84 57 126 
a Me BE i aa, See 1,225 992 1,265 
Ore 4 0 FS meee as wea oes eben ee et 483 459 461 
pS OS oS ORC rer 3,611 3,623 3,740 
ON RR a el aes 2,582 2,465 2,680 
SE CE nn ono noe oarpie sp 18,001 16,218 18,722 
Total cars received from connections.... 2,665 2,304 2,184 

Total cars loaded for corresponding week, 
SAWS Ae" Hin. 6. Sak pe eeg made oy aicmiie's 4. Ok eaves nile ova 13,743 12,961 14,019 

Total for Canada. 

For the Week Ended 
May May May 

: 17,1924. 24,1924. 31, 1924, 
Commodity. Cars. Cars. Cars. 
Grain and grain products................ 10,551 9,165 11,747 
EBVO GOON itis. cle Tes 2,202 2,152 2,428 
COE 1. ne seiawew seem «bait tae + tes axa oles 3,580 4,157 4,832 
IG aaa e as & 40 env. dung: Wen eie ace omnes +4 Mebtvcn o 180 155 256 
NE UC Ga cba 6 oo PES to rec eae 6 nec gees 4,037 3,928 3,839 
PURO BSE 2. CRS. Sk CL 2,212 2,204 2,097 
UME IE, DOOR aos sid 524s aie cid iacus ocd TSS 1,999 1,989 1,981 
CMEMOE LOTSSt DTOGUCtS...1.. 4.< vk nccccmocesrie 2,073 2,015 2,400 
IRA Re atti i tal Se pen Bintang Sk epigenetic 1,180 *1,088 1,262 
Meerehnamies Ta) CiTa Sr ee ici ewe 15,443 14,146 15,529 
MRISGCTREMOGUR: sic bas. daha s did th. side e eoue 12,715 12,250 12,279 
SE, ne on ancien cpiemiicer 56,172 53,258 58,650 
Total cars received from connections... .32,868 31,292 29,787 

Total cars loaded for corresponding week, 
> emis await «Oks actnehiaia eft kh bids ,964 50,048 54,484 
CUMiGIative 1oQding ta Gate,..1924 ..... o..cciccciccciccécddicbiewc® 1,166,977 
Comune ye SOME CO GOCE, FUSS. wc es cccccsccwccecbouces 1,067,038 





*Revised, 


CANADIAN BOARD HEARINGS 


The Board of Railway Commissioners for Canada has left 
on its annual western tour and will probably be absent a 
month or more. Its program will be as follow:: 





Saskatoon, June 10. The principal cases to be heard here 
will be the complaint of A. Chard, freight and traffic supervisor 
for the government of Alberta and other western interests 
against cancellation of through import class rates named on 
page 7 of Canadian Freight Association Tariff 11G, C. R. C. No. 
127, applying from various European ports to stations in Mani- 
toba, Saskatchewan and Alberta. (2) Canadian Freight Classi- 
fication No. 17. This is set down to afford an opportunity to 
speak to matters on which agreement has not been arrived at 
in the conferences which have taken place. A similar opportunity 
will be provided at the other principal points where the Com- 
mission will sit. 

Cereal, Alberta, June 11. 


Edmonton, Alberta, June 13. There are fourteen items on the 
agenda for this point, the principal being: Application of the 
province of Alberta, through Mr. Chard, that the basis of dis- 
tributing class rates prescribed by the board’s General Order No. 
125, May 30, 1914, as against the Canadian Pacific, be made ap- 
plicable to the mileage of the Canadian National Railways, where 
shorter. (2) Application of the Alberta government for stop-off 
privilege on lumber at Edmonton, for the purpose of dressing, 
kiln drying, re-sawing or sorting and forwarding to destination 
at the usual stop-off charge of one cent per 100 lbs. (3) Appli- 
eation of the Amherst Foundry Company, Amherst, Nova Scotia, 
for amendment to the Canadian Freight Classification to permit 
the shipment of mixed carloads to points west of Fort William 
of cast iron enameled bath tubs, laundry tubs, sinks, etc. (4) 
Complaint similar to that heard at Saskatoon regarding C. F. A. 
Tariff 11G. 

Jasper, Alberta, June 16. 

Vancouver, B. C., June 23. Application of the city of North 
Vancouver for an order establishing the same terminal rates to 
that city as exist for Vancouver when the new bridge across 
the Second Narrows of Burrad Inlet is completed. (2) Applica- 
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Hudsons Bay Company for ruling as to proper classi- 
tion OF ry cushions and forms included with a carload shipment 
yr ixed furniture. (3) Complaint of the Vancouver Machinery 
¢ mn respecting practice of railway companies in requiring ship- 
pa to block or stake for safe transportation less than carload 

jpments weighing 2,000 pounds or over per.package loaded in 
are. (4) Application of the Mount Royal Milling and Manu- 
bor uring Company, Montreal, for order directing that railway 
= anies subject to the jurisdiction of the board issue tariffs 
barr into effect rates of freight on cleaned rice from Montreal 
” oints in western Canada, the same as apply out of Vancou- 
pe. ita middle and eastern Canadian markets. (5) Complaint of 
the Associated Boards of Trade of British Columbia et al. against 
neellation of through import class rates named on page 9, C. 
fF A. Tariff No. 10H, C. B.C. No. 126, applying from various 
. orts to B. C. points. 
aeetoria. B. C., June 25. (1) Application similar to (5) above. 
here are in all twenty-three applications to be heard at Vic- 
toria, but they mainly relate to local matters, such as crossings, 
in British Columbia. 
Nelson, B. C., June 30. 
Calgary, July 7. Canadian Freight Association, Tariff 11G. 
Lethbridge, July 9. (1) Complaint of United Farmers’ Asso- 
dation with ie = alleged discrimination in freight rates on 
ain to Winnipeg. 
Pe eine. Sask., July 10. Application similar to (3), Edmonton. 
Winnipeg, Man., July 14. Applications similar to above, and 
also re Tariff 11G. 


CANADIAN BRANCH LINES 


The Trafic World Ottawa Bureau 


The calling in of officials of the Canadian Pacific Railway by 
the Senate to give evidence in connection with the Canadian 
National branch lines, which are now before that chamber, has 
aroused criticism on the part of the press and the public, and 
has also aroused not a little uneasiness on the part of the Can- 
adian Pacific, which, naturally, fears the resentment which the 
course may cause in the west, particularly if it should bring 
forth unfavorable opinions regarding the Canadian National 
projects. It is felt that the calling in of the C. P. R. experts 
tends to place the two railway systems in the position not merely 
of rivals, but of enemies. It is pointed out that, up to the present 
time, the officials of the two systems have maintained a dignified 
and friendly attitude toward each other, but that these relations 
cannot be maintained if the C. P. R. is placed in the position of 
appearing before the Senate to oppose legislation intended to 
enlarge the business of its rival. Some of the most influential 
newspapers are pointing out that the C. P. R. should make its 
attitude clear; that it may be an unwilling party to the proceed- 
ing, but it is in imminent danger of drifting into an attitude of 
hostility which would be injurious to its own interests. When 
the matter was being discussed in parliament, Mr. Cahill, chair- 
man of the railway committee of the House, said: 


If the Canadian Pacific officials consent to come before a 
committee of parliament to give information against the Cana- 
dian National Railways, I may say to my friend who moved the 
amendment that the Canadian Pacific is badly advised. If the 
members of the opposition who are apparently championing the 
Canadian Pacific. wish to make a contest between the people of 
Canada and the Canadian Pacific Railway Company or between 
the Canadian National Railways and the Canadian Pacific Rail- 
way Company, I have no hesitation in saying that the Canadian 
Pacific is likely to get the worst of it. I do not believe the 
Canadian Pacific wants to enter into a contest of that kind. I 
would be glad to see the Canadian National Railways managed 
as well as the Canadian Pacific has been managed in the past. 
I would like to see them have an equal chance. But from some 
indications appearing in the railway committee it would seem 
that a number of the advocates of the Canadian Pacific are in- 
clined to favor that railroad as against the Canadian National. 
The number is small, but apparently there are those who wish to 
do that. Legislation was held up last year in regard to branch 
lines, and we saw instances in the railway committee where the 
Canadian Pacific had practically gone over the same territory, 
had constructed lines of railway that’ the Canadian National had 
intended to construct. A remark was made in the press a few 
days ago to the effect that one of the members of the committee 
had suggested a change in the destination of one of the Canadian 
National branch lines. Yes, he suggested that, but the Canadian 
National management had asked for identically the same line the 
year before and it had beenrefused by parliament. The Canadian 
Pacific in the meantime went in and built the line, so that the 
change of destination did not mean very much because the Can- 
adian National could not build on top of the Canadian Pacific. 
Sol want to say to my friend from West York that his advo- 
cacy of the Canadian National Railways will not only be detri- 
Mental to the Canadian National but will also be very detri- 
Mental to the Canadian Pacific. 


The first witness called by the Senate was Mr. Flintoft, 
counsel for the Canadian Pacific, in connection with the Kings- 
clear-Harvey line, where there is a question involved of shorten- 

8 the proposed branch by securing running rights over the 
Canadian Pacific. Mr. Flintoft said he was grateful to the mem- 
bers of the committee for the fair attitude they had shown, He 
said there was no desire to embarrass the Canadian National, but 
It Was felt that, in certain cases where the National Railways 
boposed “to enter C. P. R. territory,” considerable benefit 
might result from a free discussion. 


CANADIAN TARIFF RULE 


ha The full text of General Order No. 401 of the Board of 
at ilway Commissioners for Canada, referred to on page 1405 
The Traffic World of May 31, is as follows: 
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Whereas, General Order No. 177, dated January 10, 1917, re- 
quires that tariffs of freight rates from points in the United 
States to points in Canada shall include, or shall be supplemented 
by, a rule to the effect that the said rates, unless specifically 
indicated as being competitive, will apply to intermediate points 
in Canada not enumerated in the said tariffs; and whereas, the 
provisions of the said General order No. 177 have now been pub- 
lisihed in Circular No. 204, approved by General Order 398, dated 
April 11, 1924, the board, therefore, orders that the said General 
Order No. 177 be, and it is hereby, rescinded. 


NEEDLESS CLERICAL WORK 


The Trafic World Washington Bureau 
The Commission has taken note of the allegation, made 
from time to time, “that railroads are forced by governmental 
authorities to do much needless clerical work.” It has had its 
Bureau of Statistics go into the subject with a view to the pre- 
sentation of statistics on that point. The bureau lias prepared 
seven statistical tables. Their net effect is that, while the 
allegation may be accurate, there are no figures that demon- 
strate its accuracy. The bureau does not deny the accuracy of 
the assertion. 

In the introductory statement concerning the studies of the 
Bureau, No. 24177, it is declared that an accurate statement 
covering long period of years could not be given because of 
changes in the classification of employees in the annual reports 
of the carriers. Some effort, however, has been made to put 
the figures into comparable form. The result was a showing 
that while on June 30, 1889, the railway clerks constituted 5.3 
per cent of the total number of employees, the clerks on Decem- 
ber 31, 1923, constituted 11.5 per cent of the whole number. The 
number of clerks per ten-million ton-miles, in 1889 was 5.42 but 
in the end of 1923 only 5.24. In the period 1918-23 the number 
of clerks per ten-million ton-miles showed a marked increase 
over 1916 and 1917. In those years the figures were 4.63 and 
4.67. In 1918 the number jumped to 5.09, then-to 6.07, then fell 
to 5.78, then up to 7.00, then to 6.01 and then back to 5.24. The 
suggestion is that the increase was due to the large amount 
of accounting caused by the government’s control and opera- 
tion of the railroads. 


The largest percentage of total number of employees was 


‘reached in 1921 when it was 12,8. The large increase in the 


number of clerks per 100 employees of railroads, the bureau 
said, was not peculiar to the railroad industry. It appended a 
table to show the increase in the number of persons employed 
increased, between 1910 aand 1920, in every industry, except 
farming, forestry and animal husbandry, and domestic and per- 
sonal service. In farming and its allied industries there was 
a decrease of 13.5 per cent and in domestic and personal ser- 
vice of 9.8 per cent. 

Figures pertaining to.the number of persons in govern- 
ment service, in the business of being clerks, other than clerks 
in stores who are not really clerks at all, and stenographers 
and typists may suggest something to those who believe the 
railroads have been forced by governmental authorities to do 
much needless clerical work. Persons in the government ser- 
vice, not otherwise classified, increased from 1910 to 1920 by 
67.8 per cent; agents, canvassers and collectors increased 67.6 
per cent; clerks, except those in stores, 106.7 per cent and steno- 
graphers and typists 94.6 per cent. 

The Commission’s bureau incorporated in its statement a 
summary of its study made by a committee of the Railway 
Accounting Officers Association on the subject of the increases 
in the clerical forces of the railroads. In that summary the 
accounting offices catalogued causes for increases in clerical 
forces other than these caused by the increase in business and 
the standard reports and requirements of federal and state com- 
missions. Thirteen causes, other than those of increased busi- 
ness and the requirements of state and federal governments were 
listed in that summary. Three of the thirteen causes are: 
Decreased hours of service, the eight hour day having been 
established in 1918, the first year of government control; large 
proportion of women employed; and complex time-keeping. In 
addition the accounting officers said the development of great 
systems had required the collection of data for supervising offi- 
cers, who, when the systems were small, depended upon their 
personal knowledge of such things to help them in making 
their decisions. 

The bureau said that most of the allegations in the sum- 
mary could not be tested from any available statistics but that 
it was interesting to note the effect of traffic volume and the 
introduction of the eight hour day. It said the index numbers 
showed that from 1915 to 1918 the number of clerks and hours 
rose rapidly but not as rapidly as traffic. In 1919 it said the 
slackening business caused a halt in the number of clerk-hours, 
but that more clerks had to be employed on account of the 
eight hour day. ¢ 


The peak was reached in 1920 when the increase in clerks 
was more rapid than the increase in traffic. The bureau said that 
evidently extra accounting incident to the complicated financial 
relations with the government had an influence in the increased 
clerical work. In 1922 it said the clerks and clerk-hours, then 
substantially parallel, continued to move down in spite of the 
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increase in traffic. That, to the bureau, indicated that the extra 
accounting work resulting from federal control and guaranty 
periods was being cleared up. The 1923 large traffic, it said, 
necessitated some increase in clerical forces. A reasonable 
conclusion, it said. was that although fluctuations in clerical ex- 
penses were by no means the result of changes in traffic volume, 
increase in traffic volume was clearly an important cause. The 
peak in the number of clerks, it said, followed the peak in the 
number of ton-miles. 


Density of traffic, the bureau observed commenting on an- 
other table, helped fill the cars and increase the train load, but 
every way bill it said, required individual attention whether there 
were 100 or 1,000 per mile of line. The figures in three great 
districts, excluding the Pochontas because it was obvious that 
the coal traffic of that region required less clerical help per unit 
of traffic than other kinds, it said, were remarkably similar in 
the number of ton-miles per clerk. That, it said, indicated that 
density of traffic did not bring with it economies in clerical 
work, 2 


A comparison of the relative number of clerks, the bureau 
said, showed that individual roads were influenced by conditions 
in the districts in which they operated. It showed that the 
Erie, relatively, had the largest number of clerks. That condi- 
tion it explained by calling attention to the fact that much of 
that road’s maintenance work was done under contract. The 
employees of the contractor were not listed as employees of the 
road, hence the showing of a relatively large number of clerks 
on the Erie. Compensation of clerks in relation to revenues and 
expenses showed that road in line with others in that district 
because expenses for maintenance work, even when done under 
the contract system, showed up in the expense accounts. Con- 
tract maintenance work reduces the number of employees but 
does not eliminate the expense or the clerical work of the 
railroad. 


The last table in the statement shows a percentage com- 
parison of compensation to clerks with revenues and expenses 
for selected roads in the three great districts of the country, in 
1923. In commenting on that table and in conclusion on the 
whole matter, the bureau of statistics said: 


As all of these roads are subject to the same statistical and 
accounting requirements by the federal government, the figures can 
not throw light on the effect of such requirements on clerical em- 
ployment, but it is interesting to observe that the additional statis- 
tical work done by western roads in connection with state regula- 
tion does not have sufficient effects to increase the percentage of 
clerks to total employes over that found in the East. 


Considering the variety of causes affecting a growth in clerical 


expenses, we should be cautious about jumping to the conclusion 
that because clerical expense has increased, the requirements of 
government regulation are largely to blame. With about 12 out of 
every hundred employes engaged in clerical work, and with clerical 
expense aggregating 11.30 per cent of the pay roll and 7.01 per cent 
of operating expenses (1923) it is apparent that a continued close 
study of the organization and methods of this work and of the 
causes leading to the necessity for it, would be warranted. 


RATES ON SAND AND GRAVEL 


The rate of 2% cents a hundred pounds, applied on 129 cars 
of sand and gravel moving from Hammonds, Ill., to Chicago, 
between August 21 and October 21, 1919, are attacked in Docket 
15666, the American Sand and Gravel Company against the 
Director-General, heard before Examiner Pyne at Chicago, 
June 7, 

J. L. Hodgson, traffic manager for the American Sand and 
Gravel Company, said the complainant thought the proper rate 
should have been 2 cents a hundred pounds. He described the 
movement involved, saying that the shipments moved over the 
C. M. & St. P. to a point on north Branch Street, Chicago, and 
were delivered to what is known as the Division Street station. 
He pointed out that, according to distance tables, there was a 
difference between Division Street, Ill., and Division Street sta- 
tion, and that for the latter no specific rate was published and 
therefore the general Chicago rate should have applied. 


O. H. Timm, for the Director-General, described the location 
of the points in question and contended that the tariffs contain- 
ing the 2% cent rate, or the rate itself, applied to both Division 
Street points. He said further that the shipments in question 
were waybilled to Division Street. 


Walter E. McCornack, attorney for the complainant, objected 
to the statement that C. M. & St. P. tariff I. C. C. B5025 applied 
to both Division Street and Division Street Stations at a 2% 
cent rate. He said the tariff was a connecting line publication 
and had no bearing on the case. 


SECTION 209 CERTIFICATE 


The Commission has certified to the Treasury that the 
Chicago, Milwaukee & Gary is entitled to $170,024.97 under the 
terms of section 209 of the transportation act. The carrier 
has received advances on account of the acceptance of the 
terms of that section, so that only $78,327.97 is due thereunder 
to close the account. 
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LEHIGH VALLEY GETS N. Y. ENTRY 


The Trafic World New York Bureay 


The New Jersey commission this week approved an 
ment between the Pennsylvania and the Lehigh Valley under 
which the latter gets trackage rights between its junction With 
the Pennsylvania at Newark and the Jersey City passenger 
terminals, the Waldo freight yards, and the ferries between 
Jersey City and New York. An agreement covering the use 
of the Pennsylvania ferries and the Hudson & Manhattan 
trains by Lehigh Valley passengers was also approved. 

Another provision in the agreement was for trackage rights 
to the Long Island terminal at Sunnyside yard, Queens county, 
for the Lehigh Valley. This gives the latter definite rights 
of entry to the New York district. The Lehigh Valley noy 
has a lease to facilities in the Pennsylvania terminal, runnin 


until 1928, under which it runs six trains daily from the ter. 
minus. 


agree. 


LUMBER SHIPMENTS 


The national lumber movement for the week ending June 
7, as indicated by reports from the National Lumber Manv. 
facturers’ Association here, from most of the larger commer. 
cial lumber mills of the country, presents the anomaly of the 
smallest number of reporting mills in more than a year, shov. 
ing a substantial increase in the total volume of new business 
and also of shipments over the preceding week, with produc 
tion practically the same. Moreover, new business for the 345 
comparably reporting mills is a little more than it was for 
383 mills in the corresponding week of 1923, though production 
decreased markedly and shipments somewhat. 

The unfilled orders of 246 Southern Pine and West Coast 
mills were 437,952,827 feet, as against 474,525,601 for 250 mills 
the week before. Separately, 119 West Coast mills had u- 
filled orders of 252,667,283 feet, as against 276,852,785 for 123 
mills a week earlier. 


Altogether, the 345 comparably reporting mills had ship- 
ments of 99 per cent and orders of 83 per cent of actual pro- 
duction. For the Southern Pine mills these percentages were, 
respectively, 96 and 79; and for the West Coast mills 117 and 
99. Of the comparably reporting mills, 323 (having a normal 
production for the week of 213,446,022 feet) reported produc 
tion 98 per cent of normal, shipments 99 per cent, and orders 
83 per cent thereof. 


The following table compares the national lumber move 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Preced- 
Corresponding ing week 
Past week week, 1923 1924 (revised) 

UT a re eee 345 383 360 
PPOGUCHION: «6 iis! tides 224,722,878 255,041,535 225,751,327 
I DTIORCS 40. 8 Pelee 221,981,571 231,103,586 206,878,584 
Ce ete oe 185,548,287 182,347,245 177,702,933 


The following figures compare the reported lumber move 
ment for the first twenty-three weeks of 1924 with the same 
period of 1923: 


Production Shipments Orders 
| er eee eee ee er 5,436,630,706 5,381,171,684 5,023,728,823 
SO iN Seeh 2 cece bees 5, 504,900,770 


5,352,037,896 
84,592,810 


5,777,751,551 





1924 Increase 
1924 Decrease 


ei Aus "$96,579,867 481,171,041 

The mills of the California White and Sugar Pine Asst 
ciation make weekly reports, but they are not comparable i1 
respect to orders, with those of other mills. Consequently, 
the former are not represented in any of the foregoing figures. 
Fourteen of these mills reported a cut of 13,860,000 feet last 
week, shipments 9,159,000, and orders 11,193,000. The reported 
cut represents 38 per cent of the total of the California Pine 
region. ‘ 


INTERLOCKING DIRECTORATES, ETC. = 

Charles O. Dambach has been authorized to hold the pos 

tions of vice-president and director of the Unity Railways 

Company and general superintendent of the Pittsburgh & 
West Virginia Railway Company. 


Jay V. Hare has been authorized to hold the position of 
vice-president of the Ironton Railroad Company in addition 
to positions previously. authorized. 


Clarence G. Bowker has been authorized to hold the — 
of director with the International Bridge Company and St. Cl 
Tunnel Company. 


The abstracts of tariff filings, rejections, susP™ 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to b 
sure their traffic files are up-to-date. 
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BIG ROAD APRIL FIGURES 


Class I railroads with annual operating revenues above 

$25,000,000 and operating 186,700 miles of road had a net railway 

rating income in April of $54,238,495 as compared with a 

net of $71,360,377 in April, 1923, and a net of $228,585,693 for 

the four months ended with April as compared with $229,033,- 

679 in the same period of 1923, according to the Commission’s 

official statistics on operating revenues and expenses of large 
roads. 

wT the detailed figures for April covering operating revenues, 

operating expenses, net railway operating income and operating 
ratio. follow: 

Oper- 

Net ating 

railway ratio 


Operating Operating operating (per 
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revenues expenses income* cent) 
Total— 
ads reported . 1924 $400,344,911 $317,454,764 $54,238,495 79.3 
= 1923 444,735,653 343,991,306 71,360,377 77.3 
w Eng. region: 
Naeeton & Maine. 1924 6,410,487 5,375,208 586,716 83.9 
1923 7,600,997 6,281,942 483,938 82.6 
New York, New 
Haven & Hart- 
| RASS URS: 1924 10,671,524 8,112,640 1,751,622 76.0 
1923 11,519,101 8,947,443 1,152,165 77.7 
Gt. Lakes Region: 
Dela. & Hudson. 1924 3,581,466 3,040,751 436,237 84.9 
1923 4,050,695 3,218,649 696,349 79.5 
Dela. Lackawan- 
na & West. Sys. 1924 7,177,351 5,514,002 1,176,019 76.8 
1923 6,922,323 5,877,991 704,413 84.9 
Erie (including 
Chicago & Erie) 1924 9,623,433 7,750,475 1,492,309 80.5 
1923 11,038,492 8,504,789 1,863,526 77.0 
Lehigh Valley 1924 6,111,450 4,882,591 976,019 79.9 
1923 6,518,075 5,728,713 646,853 87.9 
Mich. Central. 1924 7,630,334 5,474,646 1,516,464 71:7 
1923 8,400,024 5,439,814 2,104,914 64.8 
New York Cent. 
(including Bost. . 
& Albany) ..... 1924 30,105,555 22,937,744 4,801,212 76.2 
1923 36,677,277 26,352,321 7,748,812 71.8 
New York, Chi. 
& St. Louis .... 1924 4,626,478 3,567,185 646,129 77.1 
1923 4,978,314 3,448,093 1,098,988 69.3 
Pere Marquette .1924 3,362,908 2,729,583 8,507 81.2 
1923 4,020,477 2,898,326 681,647 72.1 
Phgh. & L. Erie. 1924 2,673,134 2,108,374 726,603 78.9 
1923 3,779,891 2,440,488 1,519,961 64.6 
YT ee epe 1924 5,314,358 4,339,468 51,806 81.7 
1923 5,521,278 4,185,156 872,045 75.8 
Cent. East’n Region: 
Balto. & Ohio 1924 18,574,172 14,633,545 2,828,123 78.8 
1923 21,675,358 16,508,453 4,011,487 76.2 
Cent. of N. Jers’y 1924 4,336,629 3,478,896 463,402 80.2 
1923 4,874,036 3,848,584 663,538 78.9 
Chgo & Eastern 
MDS 4 0s a gbre © 1924 1,961,695 1,841,494 d 65,557 93.8 
1923 2,371,367 2,030,173 307,219 85.6 
Cleveland, Cincin. 
Chgo & St. Louis 1924 6,889,385 5,374,990 945,480 78.0 
923 8,002,914 5,837,915 1,622,961 72.9 
Elgin, Joliet & 
Eastern ........ 1924 2,018,954 1,394,776 $52,651 69.1 
1923 2,523,090 1,630,591 570,321 64.6 
Long Island 1924 2,723,759 2,265,502 171,389 83.2 
1923 2,559,33 2,119,146 153,584 82.8 
Pennsylvania 1924 52,658,320 41,529,262 6,900,667 78.9 
1923 60,819,156 48,969,896 7,914,965 80.5 
BE ..ucideutas 1924 7,546,632 6,071,256 1,262,133 80.4 
1923 9,597,290 5,944,312 3,539,731 61.9 
Pocahontas Region: 
Chesap. & Ohio.. 1924 8,393,229 6,244,562 1,889,761 74.4 
1923 8,243,341 6,178,022 1,811,267 74.9 
Norfolk & West. 1924 7,829,814 5,670,491 1,505,500 72.4 
1923 7,844,989 5,708,846 2,062,536 172.8 
Southern Region: 
Atl. Coast Line.. 1924 7,534,473 5,144,324 1,721,236 8,3 
1923 7,250,514 5,198,623 1,479,169 5 
Cent. of Ga. .... 1924 2,248,736 1,753,732 396,614 77.9 
1923 2,200,894 1,745,751 352,158 79.3 
Illinois Central 1924 12,204,650 9,794,747 1,812,862 80.3 
1923 14,628,471 11,381,827 2,325,096 77.8 
Louisv’'le & Nash 
. _ Jie 1924 10,686,956 9,212,911 995,548 86.2 
1923 11,311,252 8,657,314 2,260,095 76.5 
Seabd. Air Line . 1924 4,564,884 3,600,542 683,300 78.9 
1923 4,469,691 3,480,379 601,204 77.9 
Southern ....... 1924 11,908,579 8,714,840 2,377,541 73.2 
1923 12,548,776 9,356,466 2,264,178 74.5 
Yazoo & Miss. 
eUOyY ..5. EL os 924 1,692,574 1,304,986 249,860 77.1 
1923 1,586,226 1,553,502 ad 93,277 97.9 
Northwestern Region: 
Chicago & North 
Rete oe. 1924 11,323,194 10,234,102 240,505 90,4 
1923 12,621,717 10,912,935 698,048 86.5 
Chicago, Milwau- 
kee & St. Paul. 1924 11,707,719 11,286,661 d 691,857 96.4 
1923 14,112,364 11,717,231 1,066,294 83.0 
Chicago, St.. Paul 
Minneapolis & 
Omaha ......... 1924 2,107,616 1,791,554 175,072 85.0 
1923 2,342,943 1,890,017 342,631 80.7 
Great Northern . 1924 7,363,432 5,984,170 679,417 81.3 
1923 8,162,800 7,302,564 432,212 89.5 
Minneapolis, St. 
Paul & Sault 
te, Marie ..... 1924 3,665,415 2,975,998 399,936 81.2 
1923 4,009,156 8,307,514 404,244 82.5 


North’n Pacific 


Oregon-Washing- 
ton RR & Navi- 
gation Co. 


Cent. West’n Region: 


Atchison, Topeka 
& Santa Fe 


Chgo & Alton .. 


Chicago, Burling- 
ton & Quincy... 


Chicago, Rock 
Island & Pac.. 


Denver & Rio 
Grande Western 


Oregon Sht. Line 


So. Pacific (Pac. 
System) 


eereeee 


Union Pacific ... 


Galveston, Har- 
risburg & San 
Antonio ee 


Gulf, Colorado & 
Santa Fe 


Missouri - Kansas- 


Texas 


Missouri-Kansas- 
Texas of Texas. 


Missouri-Pacific 


St. Louis-San Fr. 


1 
Texas & Pacific. : 


- 1924 


1923 


1924 
1923 


. 1924 


1923 
1924 
1923 


1924 
1923 


1924 
1923 


1924 
1923 
1924 
1923 


1923 


Southwestern Region: 


7,309,212 
8,039,342 


2,349,294 
2,140,330 


14,380,548 
16,358,057 
2,334,802 
2,675,303 


12,288,572 
14,397,445 


9,338,723 
10,191,045 


2,362,394 
2,469,571 
2,822,155 
2,897,755 


15,333,228 
15,432,525 
7,805,462 
8,678,960 


6,038,196 
6,931,601 


1,972,641 
2,040,048 


11,923,155 
12,182,656 
1,982,193 
2,048,639 


9,499,672 
10,864,411 


8,075,867 
8,373,899 


1,857,898 
2;209,621 
2,247,547 
2,242,216 


10,572,929 
11,005,589 
5,899,960 
6,130,780 


1,699,413 
1,586,968 


1,950,135 
543,282 


2,019,531 
2,080,600 


1,042,999 
933,349 


124,170 
d 126,306 


1,683,789 
3,124,855 
175,119 
442,433 


1,675,048 
2,425,005 


398,071 
947,967 


419,524 


245,570 
281,699 


3,314,480 
3,074,712 
1,192,487 
1,986,505 


218,973 
149,060 


d 180,438 
3 


642,814 
676,715 


161,572 
2,227 
1,141,047 
905,007 


1,525,168 
1,763,089 


The detailed figures for the four months ended with 


follow: 


Total—Roads 


reported 


revenues 


Operating Operating 


expenses 


Net 
railway 
operating 
income* 
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1924 $1,627,506,475 $1,287,792,894 $228,585,693 79.1 


1923 1,706,623,268 1,366,221,277 229,033,679 80.1 


New Eng. Region: 





Boston & Maine. 1924 
1923 
New York, New 
Haven & Hart- 
TUN 2 ww ararete 000.08 1924 
1923 
Gt. Lakes Region: 
Dela. & Hudson. 1924 
1923 
Dela., Lackawan- 
na & Western 
STORER. eco (esse 1924 
1923 
Erie (including 
Chgo & Erie)... 1924 
1923 
Lehigh Valley... 1924 
1923 
Mich. Central 1924 
1923 
New York Cent. 
(including Bos- 
ton & Albany) . 1924 
1923 
New York, Chgo 
& St. Louis .... 1924 
923 
Pere Marquette . 1924 
1923 
Pbhgh. & L. Erie. 1924 
1923 
Wabash 1924 
1923 
Cent. Eastern Region: 
Balto. & Ohio ... 1924 
1923 
Cent. of N. Jer.. 1924 
1923 
Chicago & East- 
ern Illinois .. 1924 
1923 
Cleveland, Cincin. 
Chgo & St. L... 1924 
1923 
Elgin, Joliet & 
Eastern ........ 1924 
1923 
Long Island 1924 
1923 
Pennsylvania 1924 
1923 
Reading «<2: srKs 1924 
1923 
Pocahontas Region: 
Chesap. & Ohio . 1924 
1923 
Norfolk & West. 1924 
1923 


25,890,237 
27,300,482 


41,339,239 
42,004,439 


14,732,519 
14,091,001 


28,341,728 
27,360,754 


39,438,207 
44,221,075 
24,645,829 
22,545,620 
30,427,163 
31,590,552 


122,851,354 
137,675,227 


18,521,502 
18,977,181 
13,842,600 
14,368,513 
11,841,280 
14,400,587 
21,528,425 
20,504,288 


75,197,876 
83,672,001 
17,600,077 
18,351,916 


9,165,599 
9,789,594 


29,074,308 
31,768,780 


8,401,430 


9,453,817 
211,994,143 
226,276,895 

31,057,470 
36,660,561 


33,794,086 
30,685,219 
31,670,165 
29,112,264 


21,957,538 
26,533,676 


32,152,922 
35,495,508 


13,046,535 
13,359,628 


22,134,445 
24,152,868 


32,596,099 
37,439,741 
20,239,786 
22,652,974 
21,559,425 
21,619,001 


95,014,860 
106,763,675 


14,124,609 
13,844,526 
10,821,476 
10,885,961 

9,140,208 

9,787,791 
17,195,229 
16,301,875 


61,535,150 
64,211,531 
14,973,264 
15,549,363 


8,143,205 
8,289,261 


22,493,140 
23,913,676 


5,851,436 


172,122,666 
188,699,202 
24,659,050 
24,361,806 


25,850,902 
24,054,970 
24,563,972 
23,106,923 


2,090,284 
2,478,423 


6,094,502 
00,543 


1,380,738 
187,718 


4,394,657 
1,952,288 


3 

9 
,035,184 
1 


19,207,008 
22,348,161 


2,843,794 


9,235,302 
14,524,143 
83,760 
1,344,458 


426,607 
1,385,039 


4,191,095 
5,801,197 


1,430,496 
2,032,832 
683,658 
458,713 
25,211,036 
24,903,027 
5,502,597 
11,603,380 
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5,640,488 
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5,552,401 
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Southern Region: 
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Atl. Coast Line . 1924 31,394,357 20,744,599 8,322,297 66.1 
1923 30,011,673 20,080,855 7,932,194 66.9 
Central of Ga. .. 1924 9,088,164 6,969,847 1,649,088 76.6 
1923 8,997,061 6,923,150 1,598,743. 76.9 
Illinois Central . 1924 51,596,064 39,319,128 9,314,906 76.2 
1923 57,540,725 44,328,781 9,509,787 77.0 
Louisville & Nash- 
WOEEO Fee eS Siadece 1924 44,852,611 37,787,522 5,565,054 84,2 
1923 43,734,279 35,106,480 7,199,837 80.3 
Seabd. Air Line . 1924 19,363,771 14,743,365 3,418,295 76.1 
1923 18,386,625 14,373,089 2,245,630 78.2 
Southern 1924 46,913,327 35, 4 8,432,032 75.0 
1923 48,914,459 37,008,830 8,758,364 75.7 
Yazoo & Miss - 
EE: “a6 ue oiies' 1924 6,943,992 5,213,704 1,209,853 765.1 
| 1923 6,695,565 5,909,519 295,499 88.3 
Northwestern Region: 
Chicago & North 
Western ....... 1924 47,196,981 39,546,175 3,753,668 83.8 
1923 50,054,474 43,377,625 2,688,381 86.7 
Chicago, Milwau- 
kee & St. Paul. 1924 50,153,218 42,751,754 2,775,629 85.2 
1923 55,720,572 45,598,594 5,038,759 81.8 
Chicago St. Paul, 
Minneapolis & 
CG eae ee 1924 9,130,366 7,376,274 1,004,875 80.8 
1923 9,282,265 7,881,540 923,613 84.9 
Gt. Northern .... 1924 28,497,018 23,352,689 2,825,126 81.9 
1923 32,998,730 29,482,462 1,594,506 89.3 
Minneapolis, St. 
Paul & Sault 
Ste. Marie ..... 1924 13,699,041 11,780,275 788,907 86.0 
1923 15,216,788 12,926,641 1,284,378 84.9 
Northern Pacific. 1924 28,600,408 23,071,391 4,329,746 80.7 
1923 30,663,857 26,988,461 3,036,539 88.0 
Oregon-Washing- 
ton R.R. & Nav. 
oe arr 1924 9,446,118 7,426,164 1,030,631 78.6 
1923 8,754,036 8,360,536 d 525,943 95.5 
Cent. West. Region: , 
Atchison, Topeka 
& Santa Fe ..... 1924 57,950,287 45,981,043 8,468,916 79.3 
1923 63,529,198 45,332,562 14,099,891 71.4 
Chgo & Alton .. 1924 9,889,089 7,847,634 1,280,868 79.4 
1923 10,881,008 8,608,216 1,501,334 79.1 
Chicago, Burling- . 
ton & Quincy... 1924 51,835,927 39,422,889 7,905,179 76.1 
1923 57,521,303 43,833,939 9,285,426 76.2 
Chicago, Rock 
Island & Pacific 1924 38,387,643 31,279,176 3,507,407 81.5 
1923 39,240,700 33,907,258 1,993,112 86.4 
Denver & Rio 
Grande Western 1924 9,541,951 7,864,976 1,251,327 82.4 
1923 9,927,572 9,075,692 390,762 91.4 
Oregon Sht. Line 1924 11,348,089 8,522,721 1,534,221 75.1 
1923 11,646,782 8,825,728 1,679,782 75.8 
Southern Pacific 
(Pac. System) 1924 59,935,855 45,155,401 9.429,097 75.3 
1923 59,052,143 43,422,216 10,214,356 73.5 
Un. Pacific ...... 1924 32,377,466 22,548,026 7,012,899 69.6 
1923 33,241,758 23,370,023 7,835,761 70.3 
Southwestern Region: 
Galveston, Har 
risburg & San 
PETCOBAG | o.c.c.c.0-0 00 1924 8,179,719 6,967,281 739,735 85.2 
1923 7,251,736 6,393,110 155,228 88.2 
Gulf, Colorado & 
SS Ae 1924 8,027,318 7,419,024 d 37,455 92.4 
1923 7,232,730 6,331,794 372,236 87.5 
Missouri-Kansas- 
WE fade eee eu 924 10,404,335 7,247,490 2,711,196 69.7 
1923 11,225,465 8,822,362 2,290,724 78.6 
Missouri-Kansas- 
Texas of Texas. 1924 6,224,815 4,849,689 481,360 77.9 
1923 6,303,392 5,639,127 d 393,588 89.5 
Missouri-Pacific.. 1924 38,107,210 31,253,000 4,210,378 82.0 
1923 34,805,107 30,048,055 1,921,698 86.3 
St. Louis-San 
Francisco ..... 1924 26,708,965 19,291,900 6,070,333 72.2 
1923 27,529,292 19,778,687 6,129,073 71.8 
Texas & Pacific.. 1924 10,470,171 8,115,734 1,491,362 77.5 
1923 10,168,108 8,974,054 238,521 88.3 












































*‘“Net railway operating income” is derived from “Railway 
operating income,” modified by debits and credits arising from 
eee ow rents” and “Joint facility rents.” 

eficit. 


FREE LOADING RULE 


Cancellation of rules governing free loading and unloading 
of freight at points in Trunk Line and C. F. A. territories, as 
it applies particularly to Chicago, is attacked in I. and S. 2140, 
heard before Examiner Pyne, at Chicago, June 12 and 13. At 
the beginning of the hearing it was announced that another 
hearing would be held at Washington, June 24, at which testi- 
mony would be heard from shippers on and east of the Buffalo 
and Pittsburgh line. 

E. Morris, chairman of the C. F. A. committee, testified 
as to the nature of the cancellation, saying that it related to 
freight house loading and unloading and that for this service 
it was proposed to establish a rate of 2% cents a hundred 
pounds. He quoted various decisions and orders of the Com- 
mission, and one in particular—I. and S. 333—in which it was 
pointed out that charges for services performed at loading and 
unloading points in C. F. A. territory were lower than else- 
where. He said the Commission had also asked that the lines 
examine rules and rates that were unremunerative and to 
readjust them. It was in line with the Commission’s desire, 
he said, that the suspended tariffs were issued. 

The cost of the free service rendered by lines in Chicago 
in 1922 was about $225,000, according to Mr. Morris, and the 
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amount has increased with the growth of traffic. He said the 
carriers were ready to improve team track facilities so 
consignees would be better able to take advantage of the free 
time allowance for that service. 

The carriers called local freight agents of lines in Chi 
to tell of conditions at their freight houses and on their team 
tracks. Their testimony was to the effect that the free freight 
house service placed an undue burden on the carriers, because 
of the many instances in which they had to handle split-cars 
or cars containing different commodities shipped as a carload 
and consigned to a number of different receivers. They algo 
entered testimony and exhibits tending to show that out of the 
number of cars loaded and unloaded last year, the number helq 
out, because of inability to handle, was small. Figures wer 
given to show the number of team tracks in Chicago and their 
capacities. 

R. W. Campbell, for the Butler Paper Company, protestant, 
gave a brief history of the rules on free loading and unloading 
in Chicago. He said the team track facilities were inadequate 
and that the narrow driveways, in many instances, open only 
at one end, hampered the unloading and loading. It was up. 
reasonable, he said, for the carriers to charge for freight house 
service until better conditions obtained on the team tracks. 
In relation to the carriers’ expressed willingness to improve 
those facilities, he said he had looked over the different loca. 
tions generally and did not believe the roads would be able to 
provide more space, which would be needed to afford proper 
driving way for trucks and wagons. It was his contention that, 
by throwing the burden of unloading and loading on the team 
tracks, a serious congestion of traffic would result. 


CHICAGO FREIGHT RATE CLUB 


Editor The Traffic World: 

My attention has been called to the recent organization 
of the so-called “Freight Rate Club,” the’membership of which, 
as I understand it, will consist of the rate clerks of the rajl- 
ways and industrial concerns of Chicago. 

It seems to me that this is a most excellent idea and ought 
to have enthusiastic and universal support—the idea being a 
better acquaintance, which must inevitably result in greater 
efficiency. Reading and construction of tariffs today is some 
thing requiring great expert skill and anything tending to help 
these young men to increase their knowledge and usefulness 
is surely a commendable enterprise. Furthermore, these young 
men are, or should be, the coming traffic executives in both 
railway and industrial fields, and this spontaneous effort on 
their part for self-improvement should receive every possible 
encouragement by all who are in position to help it along. 

I heartily commend it to those of your readers who are 
not already familiar with its objects and aims. 

I understand Mr. Norman Buck, of the Great Northern 
Railway, is president of this organization, and Mr. A. F. John- 
son of the Grand Trunk Railway, is secretary. 

C. T. Bradford, Manager, Traffic Department, 
International Harvester Co. 





Chicago, June 4, 1924. 


JOHNSTON AND THE RAILROAD PETS 
Editor The Traffic World: 

As I read Mr. Johnston’s letters, which you publish nearly 
every week in your magazine, it seems to me that he is after 
some real advertising. And he sure is getting it! 

Or it is possible that he is the close friend of a railroad 
president and started this argument to get the “railroad pets” 
to say a lot of nice things about the carriers. Right here let 
me say that the carriers are entitled to all of this. praise. 

However, I really believe that, at heart, Mr. Johnston is 
a pretty good fellow and does not mean half he writes. 

Just the same, it has made all of us take notice, and ! 
hope that your other readers obtain as much enjoyment and 
information out of the arguments as I do. Go to it! 

Henry G. Elwell, Traffic Director, 
Elizabeth Chamber of Commerce. 
Elizabeth, N. J., June 11, 1924. 


GOOD RAILROAD SERVICE 


Editor The Traffic World: . 

In The Traffic World of June 7 you published items under 
“Good Railroad Service’ mentioning two cars from Rittmal, 
Ohio, to Los Angeles in which I note the time is very & 
but as there have been several letters in The Traffic World of 
late regarding service received from the railroad companies, 
I might take this opportunity of. adding another with refer 
ence to a car shipped from Springfield, Mass., to San Francis¢?. 

On April 9, we loaded car Penn. No. 500824 routing via 
the Boston and Albany, New York Central, Chicago, Milwaukee 
and St. Paul at Chicago, Union Pacific at Council Bluff and 
Southern Pacific at Ogden. This car left Boston and Albaly 
rails at West Springfield the night of April 9 in W. R-3 and 
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June 14, 1924 


was received by our branch at San Francisco the morning of 
April 21, consuming twelve days in transit, including delivery 
to our branch manager. 

This we believe to be the fastest time that can be ex- 

ted on shipments moving from coast to coast, and I wish 
to take this opportunity of expressing our appreciation to the 
railroads involved. 

Springfield, Masz., June 10, 1924. 


H. L. Robinson, 
Traffic Manager, Rolls Royce of America, Inc. 





C. E. Hochstedler has been appointed assistant traffic direc- 
tor of the Chicago Association of Commerce to succeed Robert 
Hula, effective 
June 16. Mr. 
Hochstedler has, 
for the last twen- 
tyfive years, 
been affiliated 
with various rail- 
roads as follows: 
Entered ‘railway 
service July, 
1999, as agent 
and operator of 
Cleveland, Cin- 
cinnati, Chicago 
& St. Louis Rail- 
way, at James- 
town, Ind., after 
which he was, to 
January, 1903, 
operator, cashier 
and agent at 
various stations; 
February, 1903, to 
March, 1906, 
chief clerk, divi- 
sion freight 
fice, Detroit- 
Southern Rail- 
road and its suc- 
cessor, the De- 
troit, Toledo & 
Ironton Railway 
at Springfield, . 
0.; April, 1906, 
to August, 1907, chief clerk, division freight office, Southern 
Railway, at Selma, Ala.; September, 1907, to November, 1907, 
clerk, Lake Shore & Michigan Southern Railroad and New 
York, Chicago & St. Louis Railroad, at Cleveland; December, 
1907, to August, 1909, clerk, general freight office, Cincinnati, 
New Orleans & Texas Pacific Railway, Cincinnati; September, 
1909, to April, 1916, executive clerk, general freight office, 
Mobile & Ohio Railroad, at St. Louis; May, 1916, to December, 
1917, chief clerk, general freight office, Detroit, Toledo & 
Ironton Railroad, Detroit, Mich.; January, 1918, to July, 1919, 
chief of tariff bureau, same road; August, 1919, to June, 1921, 
assistant general freight agent, same road; July, 1921, to May, 
1928, general freight and passenger agent, same road; June, 
1923, to June, 1924, chairman of special committee having in 
hand the preparation of defense of pending applications in- 
Yolving fourth section departures at points in C. F. A. territory. 
Mr. Hula is leaving the association to become affiliated with 
Clayton Mark & Co. as traffic manager and assistant <ales 


Manager, again becoming identified with the iron and steel 
industry. 








A. C. Schier has been appointed general agent of the San 
Francisco-Sacramento, with headquarters at Cleveland. 

Edward A. Rozier has been made general solicitor of the 
Missouri-Illinois. Cc. J. Stanton has been appointed attorney 
and B. W. La Tourette, commerce counsel. 

1 J. F. Gavin has resigned as traffic manager of the Alabama, 
ennessee & Northern. Until further notice all traffic mat- 
ters will be directed by the president. 

James A. Cleveland has been appointed general agent of 
the Erie at Jamestown, N. Y. Charles T. Gustafson has been 
made commercial agent at Jamestown. 

W. E. Johnson has been appointed general agent of the 
Salt Lake & Utah at Chicago. 

- H. Lord has been appointed traffic manager of the 
Wrightsville & Tennille, with headquarters at Dublin, Ga. 

R. L. Hitzelberger has been made traveling freight agent 
. the Kansas City Southern at Fort Worth, Tex. Jesse D. 
fatch has been appointed traveling freight agent at Chicago. 
| F. Hays has been made traveling freight agent at Tulsa. 
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J. P. Vandeventer, has been made traveling freight agent at 
Houston, and.H. P. Hewes, traveling freight agent at New York 
City. 

H. L. Cook, commercial agent of the Winston-Salem South- 
bound Railway, has been transferred to High Point, N. C., to 
hold his position with the High Point, Thomasville & Denton, 
the line newly opened in connection with the Winston-Salem 
South Bound. 

E. G. Heilbronner, formerly traffic manager of the Pitts- 
burgh, Lisbon & Western, has been made general manager of 
the Atlas Traffic Service Corporation. 

Harry E. Stocker, formerly general freight agent for W. 
R. Grace & Company, at San Francisco, has been made resident 
manager of the McCormick Steamship Company at New York. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Oklahoma City will hold its annual 
jubilee June 16. It will be a stag affair with a program in- 
cluding music, boxing and vaudeville stunts. 





The Traffic Club of the Cincinnati Chamber of Commerce 
has drafted a new set of by-laws on which the members will 
be asked to vote at the next regular meeting. 





The Pacific Traffic Association held its regular meeting 
June 10. Lincoln Hutchison, special investigator for the U. S. 
Department of Commerce, spoke on “Some Transportation Ex- 
periences in Eastern Europe.” D. P. Edwards, of the Hawaiian 
Sugar Refining Corporation, gave a talk on sugar from the 
time of its planting to its delivery to the market as the refined 
product. He made use of three reels of moving pictures, show- 
ing the steps in handling sugar. 





The Miami Valley Traffic Club will hold its fourth annual 
outing at the Community Country Club in Dayton, June 19. 
For the afternoon, a golf tournament, tennis, quoits, baseball 
and field games have been arranged. There will be a dinner 
at 7 o’clock, followed by dancing. 





The Bridgeport Traffic Association will hold its annual out- 
ing June 18. A program of sports will include quoits, javelin 
throwing, golf, archery, shot:putting and bowling. There will 
be a dinner in the evening, followed by dancing. 





The Transportation Club of Peoria will hold its annual pic- 
nic June 25. In the morning the members will play golf at 
the Country Club and in the afternoon they will hold the picnic 
at the Automobile Club. 





The Traffic Club of Kansas City will hold its annual golf 
tournament at the Lakewood Golf and Country Club June 20. 





The Traffic Club of Cincinnati will hold its summer outing 
and picnic at High Bridge, Ky., June 27. 


HARLEM TERMINAL KEPT OPEN 


The Trafic World New York Bureau 


The proposal of the Lackawanna to keep the Harlem 
Terminal open to the Baltimore & Ohio for another three 
months was accepted this week by the executive committee of 
the Atlantic States Shippers Advisory Board. The board agreed, 
at the same time, not to reopen the case, but did not take 
away from individual shippers their right to appeal to the 
Commission for relief. 

This is one of the important cases settled by the advisory 
board since its establishment several months ago to provide 
closer cooperation between the shippers and the carriers. The 
issue arose through the request of lumber shippers from the 
south, who contended that the plan of the Lackawanna to shut 
out the B. & O. from use of the Harlem Terminal when the 
lease of the latter expired at the end of June would result in 
the elimination of southern lumber from the Harlem market. 

After investigation and hearings, the board found that the 
terminal was no longer large enough to handle the shipments 
of both carriers. The committee accordingly suggested exten- 
sion of the rights of the B. & O. to the terminal for an addi- 
tional six months. A compromise was reached on ninety days. 


FOURTH CLASS MAIL RULE 

The Third Assistant Postmaster General has again reminded 
postmasters that fourth class mail parcels must not be accepted 
unless they bear the name and address of the sender. He said 
that notwithstanding the fact that attention had been repeatedly 
called to that regulation postmasters were continuing to accept 
parcels without the name or address of the sender. He said the 
failure to observe that regulation caused great inconvenience 
and led to much criticism of the postal service. 

As to parcels put into the drop boxes without address or 
name of the sender, he said such parcels should be endorsed and 
treated as provided in paragraph 4, section 470, postal laws and 
regulations. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 
Doctrine of Law of Case Rule of Practice and Not Principle 


of Substantive Law or Limitation of Power; Later De- 

cisions of the Supreme Court of the United States Fol- 

lowed Where Question One of Federal Law, Although 

Bringing Different Result from that Reached on Former 

Appeal: 

(Supreme Court of Minnesota.) The doctrine of the law 
of the case is a rule of practice and not a principle of sub- 
stantive law nor a limitation of power. When the question 
is one of federal law the court on appeal from a judgment 
will follow_its interpretation of the decisions of the Supreme 
Court of the United States, in view of later holdings of that 
court, though it brings a result different from that reached on 
a former appeal from an order denying a motion for a new 
trial in the same case.—Sands vs. American Ry. Express Co., 
198 N. W. Rep. 402. 


Evidence Held Insufficient to Fix Liability on Express Company 
for Full Value of Property Lost, Notwithstanding Limitation 
in Receipt: 

The evidence does not sustain a finding of actual conversion 
making the express company liable for the full value of property 
lost, notwithstanding the limitation of liability in the express 
receipt issued pursuant to the Cummins amendment of August 
9, 1916, 39 Stat. 441, c. 301 (U. S. Comp. St. sec. 8604a,), over- 
ruling Sands vs. American Railway Exp. Co., 154 Minn. 309, 
193 N. W. 721.—Ibid. 

Finding that Merchandise Was Delivered to Initial Carrier in 
Good Condition Sustained: 

(Supreme Court of Kansas.) In an action for damages to 
an interstate shipment of merchandise, the evidence is exam- 
ined, and held sufficient to sustain a judgment that the ship- 
ment was delivered to the initial carrier in good condition. — 
—, Dry Goods Co. vs. Missouri Pac. R. Co., 225 Pac. Rep. 
Nature of Bill of Lading Stated: 

(Commission of Appeals of Texas, section B.) A bill of 
lading is a receipt and a contract to carry.—Texarkana & Ft. 
S. Ry. Co. vs. Brass, 260 S. W. Rep. 828. 

Blank Indorsement of Bill of Lading Held Symbolic Delivery 
to New Carrier: 

The transfer of a bill of lading, indorsed in blank, espe- 
cially of an order bill of lading, is ordinarily equivalent to a 


— of possession by symbolic delivery to new carrier.— 
Ibid. 


Blank Indorsement of Bill of Lading Held Not Conclusive as to 
Receipt and Delivery: 

A bill of lading indorsed in blank is not conclusive of de- 
livery, but the receipt of goods and the indorsement may, in 
the absence of statute, be explained by extrinsic evidence, and 
the intention of the parties controls the meaning.—Ibid. 
Undertaking of Bill of Lading to Transport Cannot Be 

peached by Parol: 

As respects the undertaking of a bill of lading to transport 
from one point to another, the bill is conclusive, and cannot 
be impeached or varied by parol, and this is not merely a rule 
of procedure, but one of substantive law.—Ibid. 

Rights and Liabilities of Connecting Carrier Issuing, in Place 
of Local Bills, Export Bills of Lading from Point of Origin 
to Ship Stated: 

Where connecting carrier issued export bills of lading, ac- 
knowledging receipt of cotton at the point of origin in place of 
local bills of lading, held, that there was no ambiguity, but 
the connecting carrier’s obligation was to transport from place 
of origin to the ship, and it was entitled to receive the goods 
at the point of origin or at any point along the route, and to 
transport the goods to the ship by any means it might provide. 
—lIbid. 

Bill of Lading Provision that No Carrier Should Be Liable for 
Loss or Damage Except on “Its Own Portion of the Through 
Route” Construed as Clearly Obligating Connecting Carrier 
to Transport from Point of Origin to Ship, so that Parot 
Evidence to Explain Meaning Was Inadmissible: 

Where connecting carrier issued export bills of lading, 
acknowledging receipt of the cotton at A, the point of origin, 
providing that the cotton should be carried from A to P and 
thence by ship to Germany, and that “no carrier shall be liable 
for loss or damage not occurring on its own road or its portion 
of the through route,” connecting carrier held clearly obligated 
to transport from A to the ship, and parol evidence to explain 
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the meaning thereof was inadmissible, even though carrier had 

no tracks into A.—Ibid. 

Cotton Placed on Compress Platform Inferred to Be for Imme. 
diate Shipment: 

Where bales of cotton were placed on a compress platfo 
and bills of lading were issued therefor, in the absence of gop. 
trary evidence, the inference was that the cotton was placed 
there for immediate transportation, and the obligation of gp. 
rier attached, whether the actual movement of the carg was 
to begin immediately or several days later, in view of Rey, ¢ 
art. 713.—Ibid. 

Consistent Construction of a Bill of Lading Adopted in Pre. 
erence of Inconsistent Instruction: 

As between a construction of a bill of lading, conaisten; 
with other provisions thereof, and a construction inconsistep} 
therewith, the consistent instruction must be adopted.—Ibid. 
Facts Held Not to Negative Assumption of Relationship of Cay. 

rier from Point of Origin. of Shipment: 

The fact that a carrier did not own tracks at the place of 
origin of a shipment did not negative the assumption of its 
relation as carrier from such point, where the bill of lading 
acknowledged receipt of the goods at that point.—lIbid. 
Testimony that Delivery to Carrier at Place Named in Bill of 

Lading Was Impossible Held Inadmissible as Conclusion 

of Law: 

Testimony of a railroad’s agent who issued bills of lading 
acknowledging receipt of the cotton, that delivery to carrier 
at the point named in the bills was admissible, held inadmigsi- 
ble as being a conclusion of law.—Ibid. 

Testimony as to Impossibility of Delivery to Carrier Held In. 
admissible as Varying Bill of Lading: 

Testimony that delivery of goods to carrier at place named 
in bill of lading was impossible, because the carrier had no 
tracks at such place, held inadmissible as varying the obliga. 
tion of a written contract.—Ibid. 

Stipulation of Agreed Statement of Facts Held Incompetent to 
Vary Obligation of Written Instrument : 

A stipulation in an agreed statement of facts held incom- 
petent to vary the terms of unambiguous obligations of bills 
of lading.—Ibid. : 

Evidence Held Not to Sustain Burden on Carrier to Show Free. 
dom from Negligence for Loss by Fire: 

In an action against « carrier for loss of cotton destroyed 
by fire, evidence held not to sustain burden on carrier to show 
freedom from negligence.—Ibid. 

Carrier Contracting Against Loss Held to Have Burden of Show. 
ing Lack of Negligence: 

A carrier contracting against loss from fire unless caused 
by negligence has burden of showing its freedom from neg- 
ligence.—Ibid. 

Where Evidence Shows Carrier Used Some Care in Protecting 
Shipment, Instructed Verdict Should Not Be Given: 
Where, in an action for loss of goods by fire, evidence 

shows that carrier used some care in protecting the shipment, 

an instructed verdict should not be given.—Ibid. 

Proof of Destruction of Cotton by Fire and Its Non-Delivery 
at Destination Held to Establish Prima Facie Case of Neg 
ligence: 

Proof that cotton delivered to a carrier was destroyed by 
fire, and was not delivered at destination, held to establish a 
prima facie case of negligence by carrier, against which its 
limitation of liability as to fire could not. operate, in the ab 
sence of rebutting evidence.—Ibid. 

That Shipper Placed Cotton on Compress Platform Held Not 
Proof that Ordinarily Prudent Person Would Permit It to 
Remain There: 

That shipper placed cotton on the compress platform 4s 
a place of storage and testified that he did not think it was 
considered a dangerous place for the cotton, was no evidence 
that an ordinarily prudent person would have done nothing t0 
remove the cotton from its exposed position, nor to protect it 
from danger by fire for five days.—Ibid. 

Permitting Cotton to Remain on Loading Platform Five Days 
Held Negligence, Rendering Carrier Liable: 

Permitting baled cotton to remain for five days on a load 
ing platform, exposed to danger from fire by sparks from pass 
ing locomotives, held negligence, rendering carrier liable for 
loss by fire caused by sparks from locomotive of another cal 
rier.— Ibid. 

Carrier Contracting Against Loss Beyond Its Control Has Bur 
den of Showing Lack of Negligence: 

A carrier contracting against loss by causes beyond it 
control has the burden of proving that the loss was not caus 
by its negligence.—Ibid. 


CARRIAGE OF LIVE STOCK 
Testimony as to Usual Time of Arrival of Shipment Held Proper 
as Creating Inference of Negligent Delay: 

(St. Louis Court of Appeals, Missouri.) In an action fo 
damages arising from shrinkage of sheep in transit, alles 
to have been caused by cefendant’s negligent delay in trans 
porting them from Edina, Mo., to the stockyards at Chicaé® 
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ql, admission of testimony as to the ustial time of arrival of 
such shipment of sheep in Chicago held not error, such evi- 


jence, in the absence of any evidence by defendant in explana- “ 


tion of the unusual and apparently unnecessary delay, and in 
the face of plaintiff’s evidence that the car was sidetracked at 
, certain point for 12 hours without any explanation by de- 
fendant, creating an inference of negligent delay, authorizing 
gubmission of the question to the jury.—Prebe vs. Quincy, O. & 
KC. R. Co., 260 S. W. Rep. 816. 
in Action Against Carrier, Admission of Brokers’ Report Show- 
ing Weights of Sheep Made Up from Weight Tickets by 

Bookkeeper Held Proper: 

In an action for damages for shrinkage in weight of sheep 
in transit, alleged to have been caused by defendant’s negligent 
delay in transporting shipment, admission in behalf of plaintiff 
of an exhibit showing weight, etc., of sheep, furnished by broker 
who sold the sheep, and identified and described in the deposi- 
tion of brokers’ bookkeeper as a report made up by him from 
tickets of brokers’ salesman, held not error, where plaintiff 
had no knowledge of the weights, and the entry by the book- 
keeper Was made in the regular course of business, and in 
the customary way in which brokers keep such a report, and 
the tickets themselves were outside of the jurisdiction of 
court.—Ibid. 
instruction in Action for Delay in Transporting Sheep Held Not 

to Authorize Damages Not Warranted by Pleadings; “Culled 

Lambs:” 

Where, in an action against a carrier for damages based 
on shrinkage in weight of sheep alleged to have been caused 
by defendant’s negligent delay in transporting shipment, plain- 
tif’s claim for damages was based on the allegation that 50 
lambs were damaged by being trampled and in bad condition, 
instruction that, if the delay caused more culls, jury could 
alow for the extra culls, held not to require reversal on the 
theory the instruction was broader than the pleadings, since, 
if the lambs were in bad condition, they would be culled.— 


Ibid. ro th het 










Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


Action to Recover Difference Between Published Rate and Rea- 
sonable Rate Cannot Be Maintained Until Commission Fixes 
Right to Reparation: 

(Circuit Court of Appeals, Eighth Circuit.) Until the In- 
terstate Commerce Commission has, as an official body of tech- 
tical experts, declared the existence of a right to reparation 
because of shipments of grain made after its finding that the 
existing rate was excessive and before the effective date of a 
subsequent order establishing a lower rate, by some order fixing 
aright to such reparation, an action to recover the difference 
between the published tariff rate and the reasonable rate may 
not be maintained, in view of interstate commerce act, sec. ‘9, 
lb (Comp. St. sec. 8578, 8583).—Chicago, B. & Q. R. Co. vs. 
Merriam & Millard Co., 297 Fed. Rep. 1. 

Published Tariff Rate Held Only Lawful Rate: 

The duly filed and published tariff rate, while it is in force, 
is the only lawful rate.—Ibid. 





We Bind The Trattic World 


eoemeeeonn, 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaran 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 










JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or tion man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





THE TRAFFIC WORLD 
ALBANY, Wi. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 
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JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


Serving New York 

and Pennsylvania F rom t he H ub 
Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 


Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 





Petry Express & Storage Co. lnc. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 


Member American Warehousemen’s Association 











POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 








WANTED—One as examiner and auditor having practical ex- 
perience with the Interstate Commerce Commission in the field to 
assist attorney specializing in Interstate Commerce matters. Address 
Box 669, care Traffic World, Chicago, Ill. 





POSITION WANTED—By competent man as Traffic Manager or 
Assistant. 4% years executive in charge of traffic. Graduate student 
“ ee - foreign shipping. Address, Box 673, care Traffic World, 

cago, Ill. 





POSITION WANTED—As Traffic Manager, by competent and 
successful traffic executive. 19 years’ railroad and industrial ex- 
perience in all phases of traffic, 7 years practice before State and 
Interstate Commissions as traffic manager and consulting traffic ex- ~ 
pert. Address Box 665, Traffic World, Chicago, Ill. 








FOR SALE—Complete tariff file covering C. F. A—-New England— 
Transcontinental and Southwestern territory—also portions of South- 
east and West—low price for immediate sale. Address Box 418, 
Traffic World, Chicago, Ill. 








WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. No 
hidden springs or catches to be manipulated in covering up theft. 
Sales Department, The Edgar Steel Seal & Manufacturing Company, 
Lawrence, Kans. 





WANTED TO BUY—Chesapeake & Ohio Basing Book No. 1, I. C. C, 
No. 4809. Address, Box 671, care Traffic World, Chicago, Til. 


FOR SALE—RAILROAD TIES 


Several cars 6 x 8-8 ft. extra good quality No. 1 Oak Ties of my 
own manufacture; also two cars switch timbers. All now ready for 
immediate shipment. L. BE. Pearson, Edwardsburg, Mich. 
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Report and Opinion of Interstate Commerce Commission Can- 
not Change Tariff Rate: 

A report and opinion of the Interstate Commerce Com- 
mission cannot annul or change an existing tariff rate, in view 
of interstate commerce act, sec. 15 (Comp. St. sec. 8583), re- 
quiring any change of rates made by the Commission to be 
made, not by report, finding or opinion, but by an order to 
carrier to cease collecting the existing rate, to take effect not 
less than thirty days after the date of the order.—lIbid. 
Maintenance of Suit of Recover Damages for Collection of Un- 

reasonable Rate Depends on Prior Action by Interstate 

Commerce Commission: : 

Maintenance of a suit to recover damages from a carrier 
because of the collection of an unreasonable rate, in violation 
of the act to regulate commerce (Comp. St. sec. 8563, et seq.), 
depends on prior action by the Interstate Commerce Commis- 
sion as a foundation for it whereby a right to reparation has 
been decided.—Ibid. 

During Unavoidaable Shortage of Coal Cars, Duty Only to Make 
Fair Distribution of Available Cars: 

(Circuit Court of Appeals, Fourth Circuit.) When conditions 
in the coal trade are normal, the number of cars to which a 
miner and shipper is entitled is measured by its reasonable 
requests, based on its actual needs; but when, because of con- 
ditions which it could not foresee, or, if foreseeable, guard 
against, a carrier has not and cannot procure sufficient cars 
to furnish all operators on its line with all the cars desired 
and demanded by them, it discharges its whole duty if it fairly 
and equitably distributes its available cars among them.—Man- 
bar Coal Co. vs. Davis, Agent, 297 Fed. Rep. 24. 

Federal Agent Suable Only as Standing in Place of Particular 
Carrier: 

A suit cannot be maintained against the federal agent ap- 
pointed under transportation act 1920, sec. 206 (a), being Comp. 
St. Ann. Supp. 1923, sec. 1007114cc, for anything done or left 
undone by the Director-General as operator of all the railroads 
in the United States as a single system; but each railroad 
system is personified, and unless some particular carrier could, 
previous to federal control, have been held answerable for the 
alleged wrong charged against the Director-General, if done 
by it, he is not liable.—Ibid. 

Whether Agreement to Collect Freight from Consignee and to 
Refund It to Shipper Illegal Held for Interstate Commerce 
Commission: 

(District Court, S. D., New York.) In the absence of proof 
that a promise by a railroad to collect freight from consignee 
and to refund it to shipper was not an established practice, 
the question of the reasonableness of the practice was solely 
for the Interstate Commerce Commission and not for the courts, 
since it is only when there is some variation from a published 
regulation or practice, established by the rule and not contrary 
to law, that a court has power to intervene—Pennsylvania R. 
Co. vs. Chesapeake & Ohio Coal & Coke Co., 297 Fed. Rep. 249. 
Suit for Breach of Discriminatory Contract Held Not Required 

to Be Brought Within Two Years; “Civil Wrong:” 

Shipper’s claim against carrier for breach of contract to 
collect freight from consignee and to refund it to shipper, even 
if such contract is an illegal discrimination, held not to arise 
out of a “civil wrong,” under interstate commerce act, sec. 8 
(Comp. St. sec. 8572), on which suit must be brought within 


two years, under sections 2, 9 (Comp. St. sec. 8564, 8573).— 
Ibid. 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from R and Digests of National R 


eporters eporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Evidence Held to Show Defendant’s Promise to Pay for Use of 

Boat: 

(Supreme Court of Washington.) In an action to recover 
for the use of a boat in carrying fish, evidence held to show 
defendant’s promise to pay therefor.—Bozanich vs. Olsen, 225 
P. Rep. 59. 

Evidence Held to Show Promise to Pay for Charter of Boat to 

Carry Fish Was an Original Promise: 

Evidence held to show that defendant’s oral promise that 
he would pay for the charter of,a boat used in the carrying 
of fish was an original promise, and not within Rem. Comp. 
Stat, sec. 5825, subd. 2, requiring every special promise to 
answer for the debt or default of another to be in writing.— 
Ibid. 

Evidence Held to Show Contract Was for All Logs Short- 

Shipped on Two Other Vessels: 

(District Court, W. D., Washington, N. D.) In an action by 
shipowner to recover for freight short-shipped, held, that plain- 
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tiff sustained burden of proof on it to show that contract Was 
one for shipment of all logs short-shipped on two other veggejy 
—Walker-Ross, Inc., vs. Dodwell & Co., Limited, 297 Fed, Rep 
257. ' 
Bill of Lading Is Contract, and Freight Engagement Shipper, 

Agreement to Furnish Cargo: 

The bill of lading is the shipper’s receipt and contrag of 
carriage, and the freight engagement is the shipper’s agreement 
to furnish cargo.—Ibid. 
Evidence Held to Show that Parties Did Not Contemplate 

Underdeck Stowage: 

In an action to recover for freight short-shipped, evidence 
consisting of bill of lading, freight engagement, and correspond. 
ence, held to shoow that the parties did not contemplate unde. 
deck stowage, whether or not there was a custom that a pil 
of lading which is silent as to the place of stowage imports 
a contract that the goods are to be stowed underdeck.—jhiq 
Evidence Held to Show Ship Had Space Available for Cargo: 

In actions to recover for freight short-shipped, evidence 
held sufficient to show that the ship had space available for 
the cargo over and above cargo engaged before plaintiff was 
Bik of the probable shortage in defendant’s promised cargo, 
Shipowner Excused from Shipping Piling in Action to Recover 

for Freight Short-Shipped: 

In action to recover for freight short-shipped, plaintiff was 
excused from shipping certain piling on the vessel in question, 
where it appeared that such piling would have to be taken 
aboard before she went to another port to finish loading, and 
the piling would have had to be put on deck, where it would 
have interfered with the loading through the hatches, and it 
cannot be complained by defendant that plaintiff shipped such 
piling on another vessel.—Ibid. 


GREAT LAKES ADVISORY BOARD 


Commodity committee reports made at the annual meeting 
of the Great Lakes Shippers’ Regional Advisory Board, at To 
ledo, June 9, show that car requirements would be slightly 
less for the next sixty days. Fresh fruits and vegetables gen. 
erally are being produced in less quantities than last year, 
Live stock car requirements will show a decline for the next 
two months and the car needs of lumber shippers show a de 
crease to about 65 per cent of last year’s figure. Ore, petro 
leum and furniture show some decline in cars needed. 

It was reported that the car service division of the A. R.A, 
in the territory of the board, had received few complaints and 
that these had been speedily settled. Special reports made on 
equipment and service indicated that the carriers were now 
removing all bedding from stock cars, taking particular care of 
stock cleanliness, and were drenching hogs. 

Discussion of car distribution and supply revealed the fact 
that in the territory “there is accumulating. about $1,000,000 
a month in interest on idle equipment.” Although action was 
not taken in the meeting, definite steps are to be taken toward 
more evenly distributing the flow of traffic over the year 90 
as to keep less equipment idle. 

Resolutions adopted by the Ohio Valley Shippers’ Regional 
Board, with respect to cleaning and repairing cars and I 
moving of refuse by consignee, were discussed, but approval 
by the Great Lakes board was delayed until the next meeting. 

The committee on L. C. L. reported an increase in this 
class of traffic and suggested that the present would be the 
proper time for beginning an educational campaign to expedite 
the movement and to instruct shippers with regard to corrett 
routing. The committee urged that at all times advantage 
should be taken of service given by merchandise car schet: 
ules. 


Officers elected are: Chairman, L. G. Macomber, Toledo; 
vice-chairman, K. C. B. Moore, Detroit; secretary, F. H. Bae, 
Cleveland. The following were elected members of the exect 
tive board: W. 8S. Crowl, Wyandotte, Mich.; J. P. Daly, But 
falo; M. W. Eismman, Erie, Pa.; A. Z. Baker, Cleveland; W.¢ 
Cowling, Detroit; A. S. Waltz, Cleveland; BE. C. Nettles, Battle 
Creek, Mich.; J. L. Lovett, Detroit; H. M. Griggs, Cleveland; 
W. I. Nokely, Toledo; M. M. Twohig, Cleveland, and H. J 
Bryant, Buffalo. 


The next meeting will be at Detroit August 12. 


Digest of New Complaints 


No. 15841, Sub. No. 6. The Raymond Grain and Supply Co., Ray 
mond, Kan., vs. A. T. & S. F. et al. ‘ jorad0 
Unjust and unreasonable rates on coal from points in Co 
and New Mexico to Raymond. .Asks for reparation. wi 
No. 15841, Sub. No. 7. The Farmers’ Cooperative Grain, Milling 
Mercantile Association, Alden, Kan. 
Same as preceding as to coal to Alden. Same prayer. Kan. 
No. 15841, Sub. No. 8 The Ellinwood Milling Co., Ellinwood, 
Same as preceding, as to coal to Ellinwood. Same prayé! 
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PORT OF HOUSTON 


Passenger Service Through The Port of Houston is Developed 
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4a The French Line S.S. “Lafayette” passing the new Ten Million Dollar power plant of the Houston Lighting & Power Company. 
c 


The Port of Houston inasmuch as it is such a young Port has developed—First from a cargo standpoint, but already certain different lines of 
passenger transportation have started. 


D The first regular passenger service to be opened from the Port of Houston was that of the Ocean Line, Wilkins & Biehl, Agents, and was inaugu- 
rated in December, 1922. The passenger vessels “Schleswig-Holstein,” —‘‘Nord-Schleswig,”—‘“Nord-Friesland,” and others of this service since 
neeting that time have been operating between Houston and Hamburg and Bremen. 


: R The North German Lloyd has started its service to the Gulf, regular service between Houston and Bremen, Germany. 
ny os The Compagnie Generale Trans-Atlantique (French Line) regular passenger service between the American Gulf Ports and France, which has 
t he “ previously operated from New Orleans, will have regular sailing direct from the Port of Houston, starting in August. 


ne next 
wa de Any information as to passenger service will be gladly furnished upon inquiry. 


» Detro Address DIRECTOR OF THE PORT, 5th Floor, Court House, Houston, Texas. 
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Numerous other lines to inaugurate passenger service from the Port of Houston. 


PORT HOUSTON’S SHIPSIDE WAREHOUSE 
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Interior view showing main conveyor delivering cargo direct from ships holds to portable conveyors for final storage in warehouse. 


Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 

Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
‘Ss Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

oor level,—35 feet above mean low tide. r. 

With - long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
; ‘ pments. 
a, Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Colorado Your shipments can be financed through our negotiable warehouse receipts. } 
me A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE C0., INC., HOUSTON, TEXAS 
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No, 15881. The Salina Chamber of Commerce and the Watson 
hey Grocery Co., Salina, Kan., vs. Alexandria & Western 
a 


Unjust, unreasonable and unjustly discriminatory rates on rice 
from Houston, Tex., Stuttgart, Ark., and Crowley, La., to Salina. 
Ask for reasonable, non-discriminatory rates and reparation. 
No. — Illinois Coal Traffic Bureau, Chicago, vs. Abilene & 
outhern. 


Unjust, unreasonable and unjustly and unduly prejudicial rates 
and descriptions on coal, 

Asks for basic descriptions on coal as between sizes for do- 
mestic and’ steam purposes and rates applicable thereto. ; 
No, 15909. The Riverton Lime Company et al., Riverton, Va., vs. 

Aberdeen & Rockfish et al. 

Unjust and unreasonable rates and charges on agricultural lime 
from plants of complainants at various points in Virginia to 
destinations in North Carolina and South Carolina. Asks cease 
and desist order, just and reasonable rates, and reparation. 

No. 15912. The Ohio Farm Bureau Federation et al,, Columbus, O., 
vs. Ahnapee & Western et al 

Unjust, unreasonable, discriminatory and preferential straight 
sixth class rates on fertilizer in. carload lots from points in 
Trunk Line and Central Freight Association territories to desti- 
nations in Central Freight Association territory. Asks cease and 
desist order, rates 80 per cent of the present sixth class rates 
and reparation. 

No, 15913. Teague Hardware Co. and Loeb Hardware Co., Montrom- 
ery, Ala., vs. C. B. & Q. et al. 

Unjust, ufif€asonable, excessive and unlawful rates on wire 
fencing and bale ties, from Sterling, Ill., to Montgomery. Asks 
for reasonable rates and reparation. 

No. 15914. Armour & Co. et al., Chicago, vs. James C. Davis et al. 

Unreasonable, unjustly discriminatory and unduly prejudicial 

rates on live stock, in the period of -federal control, in that 

charges, based on the value of the animals transported, were 

imposed in addition to the basic rates. Ask for reparation. 

No, 15915, Griess-Pfleger Tanning Co., Chicago, vs. Elgin, Joliet & 
_ Eastern et al. 


Unjust, unreasonable, unjustly discriminatory 


and unduly 


‘prejudicial rates on flexible, split leather, from Waukegan, IIl,- 


to Natick, Mass. Asks for reasonable rates and reparation. 
No, 15916. The Spanish River Pulp & Paper Mills, Ltd., et al., Sault 
| Ste. Marie, Ont., vs. Ahnapee & Western et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
newsprint paper from Espanola, Ont., to destinations in Wisconsin, 
Minnesota, Illinois, Missouri, Iowa and to Omaha, Neb, Asks 
cease and desist order and reasonable and lawful rates. 


No, 15917. Citrus Soap Co., San Diego, Cal., vs. B. & O. et al. 
Unjust, unreasonable, discriminatory and preferential rates and 
charges on washing powder from San Diego, Cal., to Cleveland, 
O., because in excess of rates and charges’ on same commodity 
from Cleveland to San Diego. Asks cease and desist order, just 
and reasonable rates and reparation. 


No, 15918. Alton Box Board & Paper Co., Alton, Ill., vs. Illinois 
Terminal et al. 


Unjust and unreasonable rates on wallboard from Alton til., 
to points in Arkansas and Oklahoma. Asks cease and desist 
order and reparation. 

No. 15919. The Farmers Union Co-operative Business Association 

et al., McCracken, Kan., vs. Missouri Pacific. ; 

Alleges undue prejudice because defendant refused to furnish 

complainants the proportion of cars to which they were lawfully 

tion tis te ee ae a larger proportion of cars 

urnished to complainants for shipment 

last six months of 1922. Asks reparation.” atoms 
No. 15920. J. Foster & Co., Fort Smith, Ark. 

Western o al . » v8. Chicago & North 

njust and unreasonable charges in violation of the a ate 

of intermediate rates clause of section 4 on shipment oof “F000 

yee - Bh pe ae Rg * gen en City, =. to Clarksville, Ark. 

n es order, a rate not in excess of th - 

gate of intermediates and reparation. nthpumais 


No, R yor King-Haase Furniture Co., Memphis, Tenn: vs. B. & O. 


Unjust and unreasonable rates and char hi 
built-up wood from Evansville an ne on eipmente of 


d New Albany, Ind., and 
Louisville, Ky., to Memphis, Tenn. Asks reparation, 


1 Russellville Compress Co., Memphis, Tenn. 4 
Mobile & Northern et al. - fac. ean 
Unjust and unreasonable rates and charges in violation of 
pl 9 pp mona —— rd — 4 on shipments of 
press castings an ngs from ouston, Miss.; - 
sellville, Ark. Asks reparation. ee ee 


No, 16922. Sub. No. 1. Grenada Cotton Compress Co., Mem 
Tenn. vs. C. R. A & P. et al. ‘ : ee 
ame complaint and prayer with respect to shipments of same 
commodities from Houston, Miss., to Little oe Ark, hes 
No, 15923. Oklahoma Portland Cement Co., Denver, Colo.,. vs. Abilene 
& Southern et al. 

Unjust, unreasonable, discriminatory, prejudicial and prefer- 
ential rates on cement between Ada, Okla., and points in Texas. 
Asks cease and desist order and just, reasonable and non-dis- 
criminatory relationship of rates on cement between Ada on the 
one hand and points of origin in Texas to destinations in Texas. 

No, sy The Grasselli Powder Co., Cleveland, O., vs. A. C. & Y. 
e 


No. 


Unjust, unlawful, unreasonable and prejudicial rates on black 

powder from Quaker Falls, Pa., to points in Indiana and Itlinois, 

| that prefer complainant’s competitors at Mooar and Keokuk, Ia., 

| Pleasant Prairie, Wis., and other points. Asks cease and desist 

; order, just, reasonable and non-prejudicial rates and reparation. 

No, 15925. Standard Oil Co. (Kentucky), Louisville, Ky., vs, Alabama 
| & Vicksburg et al. 

Unjust, ‘unreasonable, discriminatory and prejudicial rates on 
petroleum axle grease, carloads, and in mixed carloads with other 
petroleum products, from Louisville to points in Florida, Alabama, 
Georgia and Mississippi. Asks cease and desist order, rates as are 
a, applicable to petroleum and petroleum products and rep- 
aration. 

No, 16926. G. G. Roudebush, Kansas City, Kan., vs. Santa Fe et al. 

Attacks rates and minimum weights on crushed rock from 
Dougherty, Okla., to Kansas City, Mo.-Kan., as unjust, unreason- 
able, discriminatory, preferential and prejudicial. Asks cease and 
desist order, just and reasonable rates and reparation. 

No, we 4 M. ©. Peters Mill Co., Omaha, Neb., vs. Lehigh Valley 
et al. 

Unjust and unreasonable rates on burlap imported through At- 
lantic coast ports to Omaha, Neb. Asks cease and desist order, 
just and reasonable rates and reparation. 
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No. x or oe a Moog & Co. et al., Montgomery, Ala., vs. C. M, 
. P. et al. 

Unjust, unreasonable and discriminatory rates in violation of 
the fourth section on canned goodsi in straight or mixed carloads, 
from points in Wisconsin to Montgomery, Ala., in excess of the 
rates from same points of origin to Meridian, Miss., and Mobile, 
Ala. Asks cease and desist order, just, reasonable and lawful 
rates and reparation, 

No. 15929. Iowa Gate Co., Cedar Falls, Ia., vs. B. & O. et al. 

Unjust and unreasonable rates on locomotive boiler flues or 
tubes, worn out and discarded or rejected, not suitable for fur- 
ther use as flues or tubes, from points in Illinois, Minnesota and 
Nebraska to Cedar Falls, Ia. Asks cease and desist order, just 
and reasonable rates and reparation. 

No. 15930. J. & G. Lippmann, Inc., Washington, D. C., vs. Atlantic 
Coast Line et al. 

Alleges damages as the result of misbilling of car of citrus 

fruits from Mascotte, Fla., to New York City. Asks reparation. 
No. 15931. Hyman-Michaels Co., Chicago, vs. C. & O. et al. 

Unjust, unreasonable, discriminatory, preferential and _preju- 

dicial rates on scrap steel from Penniman, Va., to Carnegie, Pa., 


and Canton, O. Asks cease and desist order, just and reasonable 
rates and reparation. 


No. 15932. Samuel Werner, Inc., et al., New York City, vs. Director- 
General, as agent. 

Unjust and unreasonable rates for transportation of attendants 
accompanying shipments~of live poultry. . Asks reparation, 

No, 15933. Saugatuck Lumber & Coal Co., et al., Saugatuck, Mich., 
vs. A. C. & Y. et al. 

Unjust, unreasonable, preferential or prejudicial rates on pro- 
perty to and from Saugatuck; alleges that defendants have un- 
lawfully assessed and collected freight charges based on com- 
bination of intermediate rates to and from Holland, Mich. Asks 
cease and desist order, just and reasonable rates and reparation. 


No. bye Borroum & Tucker, Foraker, Okla., vs. Midland Valley, 
e 


Unjust, unreasonable, excessive and illegal rates on 38 car- 


loads of stocker cattle, from Alfred, Texas, to Foraker, Okla, 
Asks reparation. 


No. 15935: J. J. Suddath, Lakeland, Fla., vs, Atlantic Coast Line, 
Unjust and unreasonable, discriminatory, preferential and pre- 
judicial rates in violation of the aggregate of the intermediate 
rate provisions of Section 4, on sweet potatoes from Quitman 
and Patterson, Ga., to Tampa, Fla. Asks reparation. 


No. 15936. The Glidden Company, Cleveland, Ohio, vs. Dlinois Central. 
Unjust, unreasonable, discriminatory, and preferential or pre- 
judicial rates on linseed oil from St. Louis, Mo., to New Orleans, 


La. Asks ceaese and desist order, just.and reasonable rates and 
reparation. 


No. 15937. Brown Produce’ Company, et al., Muskogee, Okla., vs, 
Atlantic Coast Line, et al. 

Excessive, unjust and unreasonable rates and charges on fruits, 
melons and vegetables, in straight and mixed carloads from pro- 
ducing points in Florida to Muskogee, Okla. Asks cease and 
desist order, just and reasonable through joint rates and repara- 


tion. 
No. 15938. Oklahoma Portland Cement Company, Denver, Colo., vs. 
Santa Fe., et al, ; 

Unjust unreasonable, discriminatory, preferential and prejudicial 
rates and charges on cement’ from Ada., Okla., to Shreveport, La. 
Asks cease and desist. order, reasonable and nondiscriminatory 
rates rates from Ada to destinations in Louisiana and reparation. 

No. 15939. Public Utilities Commission of Kansas, Topeka, Kans., vs. 
Santa Fe, et al. } 

Unjust, unreasonable and prejudicial rates on coal from points 
in Colorado and New Mexico to points in Kansas. Asks just and 
reasonable rates. ‘ ‘ 

No. 15940. Indiana Coal Merchants Service Bureau, Inc., Indianapolis, 
Ind., vs. B. & O., et al. 

Unjust, unreasonable, discriminatory ‘and prejudicial charges 
resulting from rules governing the weighing and re-weighing of 
coal and coke. Asks rules and regulations which will remove pre- 
judice and discrimination and be just, reasonable and uniform. 

No. 15941. ‘ Traffic Bureau of Knoxville, Tenn., et al., vs. Atlantic 
Coast Line, et al. er 

Unjust, unreasonable, prejudicial and preferential rates in viola- 
tion of the long and short haul clause on — fertilizer 
materials from Savannah, Ga., and Charleston, S. C., to Knox- 
ville, Tenn. Asks reparation. 

No. 15942. Roquemore Gravel Co., Montgomery, Ala., vs. Atlanta & 
West Point, et al. 

Attacks rates on sand from, Montgomery, Ala., to Atlanta, Ga., 
because defendants fail to accord to Montgomery the same rate on 
sand to Atlanta as from Arrowhead, la., to Atlanta. Asks 
cease and desist order and rates not in excess to those from 
Arrowhead to Atlanta. “a 

No. 15943. Persinger Hardware & Furniture Co., et al., Williamson, 
W. Va., vs. B. & O., et al ; 

Unjust, unreasonable and prejudicial rates in violation of the 
long and short haul clause on iron and steel articles from Wood- 
lawn. and Pittsburgh, Pa., to Williamson, W. Va. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. 15944. The Florence Chamber of Commerce, Florence, Ala., VS. 
L & N 


Unjust, unreasonable, prejudicial and preferential rates in 
violation of section 4 on flour from Mt. Vernon, Ind., to Florence. 
Asks cease and desist order, just and reasonable rates and repara- 
tion. 

No. 15945. Requemore Gravel Co., Montgomery, Ala., vs. Atlanta & 
West Point, et al. 

Prejudicial and preferential rates in violation of- the fourth 
section on gravel from Montgomery, Ala., to Atlanta, Ga. Asks 
for same rate as is maintained from gravel pits from Vandiver 
Park, Ala., to Chehaw, Ala., inclusive, to Atlanta, Ga., and a rate 
not in excess of that which the defendants participate in on slag 
from Chattanooga, Tenn., Ensley and Bessemer, Ala. to Atlanta, 


Ga. 
No. 15947. Bogue Supply Co., Salt Lake City, Utah, vs. Director- 
General as agent, Nevada Copper Belt R. R. Co. f 
Unjust, unreasonable rates, in violation of the ageregate-O% 
intermediate rates provision of section 4, on one carload ; 
mining machinery from Yerington, Nev., to Salt Lake City, Utah, 
in August, 1919. Asks reparation. & 
No. 15948. Dolese Bros. Co., Chicago, Ill, vs. Chicago, Rock Island 
Pacific et al. ai 
Unjust and unreasonable rates, in violation of section 6, on ast! 


cultural limestone from Buffalo, Iowa, to points in Illinois. Asks 
reparation. 
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WE INVITE 


UNIT COMPARISON OF OUR BILLS FOR 
FORWARDING, WITH THOSE OF OUR 


COMPETITORS 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. D’ALTON 


Merchandise Storage and Pool Car 
cing sdtonsceys Distribution 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


2,000 CAR LOAD 
CAPACITY 





| De aes tee. ae Oe tae & 
MANUFACTURERS WAREHOUSE CO. 


Commercial and Bonded Warehouse 


“Let Us Solve Your Distribution Problem” 
Centrally Located to All Railroads and Boat Lines 


SYRACUSE, N. Y 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 










300 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 
Write to Us and Learn About 


“THE ECONOMICAL WAY” 






Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE © 


Dewntown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 









THE ONLY PUBLIC WAREHOUSE IN NEW ORLEANS| 


located on the river front. Direct handling of import and export shipments between warehouses 
and ships without drayage charges. Modern concrete floored warehouses with connections to 
Mississippi Warrior Barge Line and all rail lines entering the city. No switching charges. 


THE COMMERCIAL WAREHOUSES 












THE TRAFFIC WORLD | 1537 


WAREHOUSE 


Your Stocks With Us 
150,000 Sq. Ft. Space 


DENVER 


ee Serves Twe Million Population 













AER ery 





Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 
The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 


PORTLAND, MAINE 


Galt Block Warehouse Company 
PORTLAND, MAINE 


Storage, General Merchandise and Household Goods 


Private track, sprinkler equi: » low insurance rate. 
aoeseeeke Tamtek on Bese Genie and Gemaheeie. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. _Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


COLUMBUS 

















FOR C' 
OTRiB! 


MERCHANDISE WAREHOUSES 
Located best to serve as your Peol car distributien-—stere deer delivery 


Melle COTTER WAREHOUSE Company 
Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 


STATES 
RCHANDISE 








TOLEDO MANSFIELD 


CHICAGO, ILL. 


Location—Geographically in the heart 
of Chicago. Ground floor space for lease 
in large or small blocks to desirable 
tenants. 

_ Fire-Proof—40 Car Siding— 
Free Switching 

















The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 
Poik Street Terminal, Pennsylvania System 
CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 


















































































Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront with traffic. A specialist 
© is a member of our legal department, 

simple question relating to the law 


ite Ler i. en oe 
and wide knowledge answer om sans practical traffic 

We do mot desire to take the place of traffic man but to 

him in his work. - 

Rca yeueryed to soli: Ge peowes te oe : 
question, or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein con ated. 


Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 





Tariff Interpretation: Application of Basing Books, General 
Extension-of-Rate-by-Switching-Absorption Books, and Ordi- 
nary Switching Absorption Tariffs 


Illinois —Question: Where a carrier operating from Chicago 
and a party to Lowry’s Tariff 20-Series issues a commodity tar- 
iff naming rates from Chicago and Chicago switching district 
points on its own line and also names rates from Chicago rate 
points on lines of several other Chicago lines, but does not 
carry in its tariff reference to Lowry’s 20-Series, can it hold 
that the tariff applies only from points on its own lines and 
such other points on connecting lines that are named specifically 
in the tariff itself? 

In plain words, when Lowry’s tariff is not given reference 
to in a tariff of a terminal line, may that tariff be held inap- 
plicable as to points on lines of other carriers in Chicago 
switching district, or should there be incorporated in the tariff 
a negative clause against the Lowry 20-Series, when it is not 
to be jointly applicable? 

The tariff I have in mind is C. M. & St. P. GFD-3000-M. 
I should say that the stand taken amounts to this: That the 
Lowry tariff is lawfully applicable to points on rails of a 
member line without making specific reference; as to connect- 
ing lines, the affirmative clause is necess&ry. 

Answer: To illustrate our view of. situations of this sort, 
we will take application of the ordinary billing and basing 
books. Note rule 15 (b), Tariff Circular 18-A, outlines the 
method by which rates to and from certain buse points may 
be extended to cover more territory, and that such extension 
is rested absolutely upon the doctrine of “incorporation by 
reference.” 

The rule reads in part: “The billing or instruction book 
is made a part of the tariff by ‘specific reference,’ and the 
carriers concurring in the billing or instruction book are thereby 
made lawful participants in the application of the rates named 
in the tariff to the points on concurring carriers’ line, as au- 
thorized in the book.” 

That the effect of the above rule when observed in pub- 
lishing rates, actually establishes “joint” through rates _be- 
tween points covered by the billing book and points on the 
roads publishing the rates to the base point in the governing 
tariff, will hardly be disputed. The Commission, in Boston 
Wool Trade Association vs. Director-General, 81 I. C. C. 131, 
involving a case of this sort, held that the tariff carrying the 
rate to the basing point is the “governing” tariff and in effect 
said that the basing book is added to the governing tariff by 
cross-reference incorporation. It also said: “These billing 
books were listed for the purpose of showing the points (sta- 
tions) taking the same rates as the base points” (stations). 
Then the concurrences in the base book by the delivering lines 
had the effect, under rule 15 (b) of making the joint rates. 

Following the Commission’s decision in the Sligo Iron 
Stores Case, 62 I. C. C. 643, and the old case of Du Pont de 
Nemours Powder Company vs. Wabash, 33 I. C. C. 507, which 
forms the basis of Conference Ruling 501, if one carrier holds 
out a service to or from a point on a connecting line without 
having first secured the concurrence of such connection, the 
publishing carrier must protect the rate so held out and allow 
its connection its local rate to or from the point of interchange. 
The shipper has no interest in the matter. The effect, so far 
as the shipper is concerned, is the same as if it were a “joint” 
rate. The same principle holds good-as to switching absorp- 
tions. The effect is to annex the facilities and industries of 
a connecting line to those of the road-haul carrier which pub- 
lishes the rate to the base point (destination) and absorbs the 
connecting line switching charge. See Elimination of Transit 
Privileges on Export Cotton at Texas Gulf Ports, 73 I. C. C. 
299. So far as the shipper is concerned, therefore, the effect 
is the same, whether the “through” rate is established by 
switching absorption or “joint” rates. The only possible trouble 
which can arise in such cases is in interline settlements between 
carriers. : 

As we understand the Lowry tariff, its application is two 
fold in character. It is, we believe, a switching absorption 
tariff to the extent that it provides the C. M. & St. P. and 
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other Chicago lines will absorb switching charges of connecting 
lines to and from “industries” located in “Chicago” on such 
lines. To the extent that the carriers jointly concur thereiz 
and say to the public “To Kensington, Blue Island and other 
‘stations’ on connecting lines in the Chicago district, the rates 
published in individual lines’ tariffs to and from Chicago, Ill, 
will apply,” there is a “joint” holding out to the public wher. 
ever the use of the Lowry tariff is authorized. 

Now, let us assume that the C. M. & St. P. GFD-3000-y 
actually contained cross-reference to the Lowry tariff. If the 
Lowry tariff provides for absorption of connecting lines’ switch. 
ing charges from certain “industries” in “Chicago,” and some 
of these industries happen to be located in a Chicago “station” 
of a connecting line, such as Blue Island or Kensington, thep 
the Lowry tariff provides two bases for originating shipments 
at those industries, one by local absorption of connecting lines’ 
switching charge; the other by establishment of joint rate from 
Kensington-on-the-connecting line to destination under the bas. 
ing-book character of the tariff; and the effect to the shipper 
is the same. As between the carriers, however, if the joint 
rate is to prevail, settlements may be made on divisional bases, 
If the local rate as applied from an industry on a connecting 
line in Chicago is to prevail, the connecting line must collect 
its local switching rate to the interchange with the C. M. & 
St. P. 


The crux of the whole matter, as we view it, is in deter. 
mining whether this is an absorption of switching arrangement, 
or a basing book matter. So far as the shipper is concerned, if 
any difference in-rates should appear, the lower basis would 
prevail if the absorption arrangement and a basing book plan 
(‘Chicago rates apply”) are published in the Lowry tariff as 
affecting the location of that industry. See Wausau Lumber 
Company vs. C. & N. W., 50 I. C. C. 453, wherein it was held 
that the same tariff carrying a rate to “Chicago” and another 
rate to Desplaines, carried two rates to the same point and 
the lower was applicable, Chicago including Desplaines. The 
Illinois Central (read-haul line) provided for absorption of the 
North Western’s switching charge to Desplaines by cross-ref- 
erence to its absorption tariff made in the tariff carrying the 
specific “Chicago” rate. The situation seems no different in 
your case; if your tariff contains an omnibus clause, according 
to the decision in “Transit on Export Cotton case, supra, that 
will connect up the switching absorption-from-industries’ tariff, 
but according to rule 15 (b), Tariff Circular 18-A, it would not 
connect up the “basing book” for the purpose of making the 
Chicago rate apply at other “stations” on connecting lines. 
If the industry on connecting line is provided with switching 
absorption in the Lowry tariff, yet is located in a different 
“Chicago” station than that served locally by the C. M. & St. P, 
and that other station is shown in the Lowry tariff under Rate 
Basis 1°as taking “Chicago rates,” you have two tariffs under 
one cover, i. e., a local switching absorption tariff and a rate- 
basing book. The first requires no more. than the omnibus 
clause to make sufficient cross-reference, for that does not con- 
template reaching out beyond the confines of one “station.” 
The latter does require cross-reference, for that contemplates 
establishing a joint rate at a still different “station” and to 
that extent is a basing book within the meaning of rule 15 (b). 

The question arises, “Why will not the cross-reference’ 
‘absorption’ or ‘switching’ mentioned in the omnibus clause of 
the road-haul tariff also incorporate in that tariff the ‘basing 
book’ also published under the same cover?” ‘It is well settled 
that cross-reference imports only those things from another 
tariff or document which is specifically authorized by the cot- 
necting link which constitutes such cross-reference. The om: 
nibus clause makes no reference to a basing book for establish- 
ing at “other stations” the Chicago rate. In the absence of 
such reference, and in view of the fact that the Commission 
holds that the tariff carrying the rate to or from the base point 
is the “governing” tariff and the basing book (in effect) an 
addition or extension thereto, we would say you have no joint 
rate to or from that particular “station” in the Chicago district, 
and if there is no switching absorption to or from the “industry 
in said “station,” the combination over the points of inter 
change must be applied. In either event, if there is no cross 
reference to the Lowry tariff as a “basing book” or to Lowry § 
Tariff 20-Series, specifically, the switching line must collect its 
local and no more. 

Freight Charges—Liability of Party Delivering Goods to Car- 
riers But Who Is Not Shown In Bill of Lading as Consignor 

Massachusetts.—Question: We buy shipments of grain both 
f. o. b. shipping point and delivered Boston rate points. We 
have always understood that the railroad might proceed either 
against consignee or consignor where there have been under 
charges in freight. If the Supreme Court in its decision 
Louisville & Nashville Railroad vs. Central Iron & Coal Co., 
definitely outlines the respective responsibility of consignee 
and consignor in cases of undercharges from the tariff rates of 
freight, we would like to know it with some detail. 

Answer: In L. & N. R. R. vs. Central Iron & Coal © 
decided May 5, 1924, the United States Supreme Court held 
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Fireproof Warehouses on Track 
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Free Switching to Warehouse 
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Insurance rate 15c 
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that in the event that the bill of lading does not contain a 
clause by which the shipper expressly agrees to pay the 
charges or to guarantee their payment and furthermore does 
not indicate that the party from whom the shipment was re- 
ceived by the carrier for transportation is either the owner or 
the person on whose behalf the shipment is being made, that 
party cannot be held liable for the charges or any part thereof, 
although liable as a guarantor of the acceptance of the goods 
by the consignee or his assigns. 

In other words that a party, who is named in an order 
notify bill of lading only as the party from whom the goods are 
received for transportation, cannot, in the absence of an ex- 
press agreement therein, to pay the charges, be held liable 
therefor where delivery is made to the consignee, although he 
could be held liable for the charges on his guarantee that the 
consignee or his assign would receive the shipment, in the 
event the shipment was not accepted by that party. 

The case does not determine the rights and liabilities of 
parties shown as consignor or consignee in a bill of lading, 
but relates solely to the liability of a party who delivers goods 
to a carrier on an order notify bill of lading, but who is not 
named therein as congignor. 


Freight Charges—Liability of Consignor Under Section 7 of 
Bill of Lading 


New York.—Question: We would like to have you advise 
us regarding the recent decision handed down by Justice Bran- 
deis in the Supreme Court, in which the court held that 
shippers are not liable for differences between the lawful inter- 
state rate and the amount actually paid on f. o. b. shipments 
unless it is specifically provided for by contract. 

The railroad company contended in this case that the 
smelters company to whom the coke was consigned was not sol- 
vent when the suit was instituted and sought to hold the Central 
Iron & Coal Co., the consignor, for the balance of freight 
charges due. Justice Brandeis in delivering the opinion of 
the Court said that the liability of the shippers is .nst fixed 
by law and is dependent upon any contract under which the 
shipment was made. 

What we have in mind is Section 7 of the uniform domestic 
bill of lading. We take it that, if the shipper signifies in the 
space provided in the uniform straight bill of lading that the 
shipment shall not be delivered to the consignee without re- 
course to the consignor, in the event of the consignee refusing 
to pay the charges the consignor is not liable, in accordance 
with this decision. Do you construe this decision to apply 
only when goods are sold f. o. b. point of origin, or would 
it apply regardless of the terms of sale of the goods? 

Answer: In the course of its opinion in the case referred 
to by you, the court said: 


The tariff did not provide when or by whom the payment should 
be made. As to these matters. carrier and shipper were left free 
to contract, subject to the rule which prohibits discrimination. 
The carrier was at liberty to require prepayment of freight charges; 
or to permit that payment to be deferred until the goods reached 
the end of the transportation. Wadleigh Southern Ry. Co. vs. 
Georgia, 235 U. S. 651, 656. Where payment is so deferred, the 
carrier may require that it be made before delivery of the goods; 
or concurrently with the delivery; or may permit it to be made later. 
Where the payment is deferred, the contract may provide that the 
shipper agrees absolutely to pay the charges; or it may provide 
merely that he shall pay if the consignee does not pay the charges 
demanded upon delivery of the goods. Or the carrier may accept 
the goods for shipment solely on account of the consignee; and, 
knowing that the shipper is acting merely as agent for the consignee 
may contract that only the latter shall be liable for the freight 
qnerses. Or both the shipper and the consignee may be made 

e. 


It seems apparent from this statement that if the consignor 
stipulates on the face of the bill of lading, in accordance with 
the provisions of Section 7 thereof, that collection of the 
charges is to be made from the consignee, the consignor can- 
not be held liable, in the event that delivery of a shipment 
covered by such a bill of lading is made by the carrier without 
collection of the charges from the consignee. 

The decision of the court in this case does not turn 
upon the terms of the sale, but upon the contractual terms 
of the bill of lading, that is, upon the promise made in the bill 
of lading by the shipper or owner of the goods described 
therein. See in this connection our answer to Massachusetts, 
under the caption “Freight Charges—Liability of Party Deliver- 
ing Goods to Carrier But Who Is Not Shown In Bill of Lading 
As Consignor.” 

Tariff Iinterpretation—Two-For-One Rules 


California.—Question: Am not iff agreement with your 
views as explained in your reply to “Kentucky” in the Traffic 
World of May 3, 1924. 

Rule«1 of Westbound Tariff 1-W does provide that the 
rules published in the current Western Classification also 
govern the application of rates named in this tariff, but Rule 
34 is not applicable unless specifically referred to in connec- 
tion with the commodity item as for instance is done in Item 
4665 of this tariff. In other words, there is absolutely no 
authority for the use of two small cars in lieu of a large 


car ordered from points in the state of Kentucky, unless the 
commodity item is made subject to Rule 56 of the tariff 

I believe that upon further consideration you wil! find 
that your interpretation of Rule 1 is in error. 

Answer: Your position is well taken and possibly is as 
near the correct construction of this tariff as ours, but we 
believe your construction is based upon the view that Rule j 
Tariff 1-W contemplates importing into the Tariff 1-W, Rule 
34 of the Classification in its entirety and with all the embellish. 
ments thereof, and that by adding Rule 34 entirely to Tariff 
1-W we are authorized to use the two-for-one clause of Rule 34 
only when commodity rate items provide in just these words, 
“Subject to Rule 34” as mentioned in Section 3. We believe 
your view to be that the “rules” of the Classification by which 
the commodity rates are governed (which “rules” are mep- 
tioned in Rule 1, Tariff 1-W), are “Rule 34,” “Rule 40,” “Rule 5,” 
etc., whereas our construction rests on the belief that this 
cross reference does not bear so much upon the appellations, 
“Rule 34,” “Rule 5,” etc., as it does to the individual rules 
published under these general headings. In other words, we 
thing that Rule 1, Tariff 1-W, by cross reference to “rules” 
in the Classification, makes direct connection between the com- 
modity rates and the two-for-one rule, Section 3, Rule 34, 
in addittion to making cross reference to “Rule 34.” It refers 
to everything which is in any sense an active operating rule 
in the Classification. It refers also to those divisions of the 
Classification styled “Rule 34,” “Rule 5,” ete. As indicated 
in our first reply (April 19th issue of The Traffic World, page 
1036), we consider that Rule 34 is a body of “rules.” It is 
more in the nature of a large rule or division of the Classifi- 
cation containing a set of smaller rules. 

We admit that use of Section 3, Rule 34, containing the 
two-for-one rule is conditioned on the “article” in question 
being “subject to Rule 34.” There is nothing in Section 3, 
however, which requires that commodity rate items shall con- 
tain the words “subject to Rule 34,”.as Item 4665 and other 
items actually do contain these words. But the presence of 
that phrase in a few items does not preclude use of the two 
for-one rule in connection with other items containing no such 
reference, if the general cross reference is broad enough in 
its terms to accomplish the same end. Rule 1, Tariff 1-W 
not only refers to Rule 34, by inclusion, but by reason of its 
broad application subjects everything in the tariff (except 
where the tariff speaks for itself), to all “rules” and “clauses” 
of Rule 34 of the Classification. In importing the individual 
rules of Rule 34, Rule 40, Rule 41, etc., of the Classification, 
Rule 1 of the tariff obviates the necessity of specific cross 
reference between individual commodity rate item and indi- 
vidual clause of Rule 34. The provision is all-inclusive, re- 
quiring no cross reference to render its application operative. 
See Berry Bros. vs. C. & N. W., 61 I. C. C. 405. 


Rule 1, thus subjecting all commodity rate items to Rule 
34, subjects all “articles” described in the tariff to Rule 34 
and all of the provisions of Rule 34. Having done this it has 
done all that Section 3, Rule 34, requires, in our opinion. Your 
construction would, we believe, require that “articles”: which 
by the general cross-reference in the tariff where rates thereon 
are published are made subject to Rule 34, shall go a step 
further and say that they are “subject to Rule 34” in just those 
words. There is no requirement to this effect in Section 3, 
Rule 34, and if it were conceded (which we do not) that this 
second step is necessary, so as to make the same commodity 
rate “subject to Rule 34” twice, we would have to gather that 
second requirement by implication from the context of Section 
3. It is much easier, we believe, to draw the inference from 
Rule 1, Tariff 1-W, that all “articles” named therein being 
subject to all the “rules” of the classification are incidentally 
subject to the two-for-one rule of Section 3, Rule 34, and that 
a double cross reference is wholly unnecessary to invoke appli- 
cation of the two-for-one rule. 

Misrouting—Commission’s Service Orders In Interest of Ex. 
pedited Service No Defense to Carrier When It Forwards 
Shipments Contrary to Shipper’s Routing Instructions. 
Ohio.—Question: On December 7, 1922, we made shipment 

of steel bar sash consigned to Kansas City, Missouri, routed 

Erie, T. St. L. & W., Mo. Pac., West of St. Louis. This was 

company material and contract read freight only allowed to 

St. Louis, Missouri. When the shipment arrived at St. Louis, 

the T. St. L. & W. diverted the car to the M. K. & T., and we 

filed claim with the Clover Leaf for amount of freight charged 
by the M. K. & T. from St. Louis to Kansas City. The Clover 

Leaf has declined the claims stating that the routing was 

changed by this Company in accordance with service order 

No. 22, which was in effect at the time this shipment moved. 
Please advise if there is any way we could collect these 

charges back from the railroad company. 

Answer: Paragraph 3 of the Commission’s Service Order 
No. 22 of July 25, 1922, provides that in each instance where 
the traffic is routed or rerouted by carriers by railroad — 
the authority of this order, the carrier responsible for suc 
routing or rerouting shall send a notice to the consignee ° 
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FIREPROOF WAREHOUSE 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 
Merchants Southwest Fireproof Warehouse Company 


1 East Grand Avenue 


MrNesN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


Sailings from... Baltimore and New York 
S. S. Mundelta —June 14 — June 18 
Sailings every two weeks thereafter 


DIRECT TO 

LOS ANGELES HARBOR—SAN 

FRANCISCO, PORTLAND AND 
SEATTLE 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 


Munson Building, 67 Wall St., New York 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


Complete the Circle 


? Are You Certain 


your shipments are accurately routed? 


? Are Your Repeat Orders Assured 


so far as is possible by Customer Service in your traffic 
and shipping departments that closes the gap and com- 
pletes the circle started by your advertising and sales 
departments? 


? Is Your Shipping Department 


equipped to fulfill the promises of prompt delivery given 
by your sales department? 


If you are now a subscriber to and routing your ship- 
ments as shown in The Shippers’ Guide your answer to 
the above will be in the affirmative—If not, you need The 
Shippers’ Guide. 


Traffic and Shipping Departments make Selling 
easier when they use “THE SHIPPERS’ 
GUIDE.” 


Used by Thousands of Shippers 
Revised Monthly. 


THE SHIPPERS’ GUIDE CO., INC. 


In the Guide Publishing Business over 50 years. 


Chicago, 525 Plymouth Court. 
New York City, 15 Park Row. 
St. Louis, Mo., 508 Olive Street. 


SHIPPERS’ GUIDE PUBLICATIONS 
The Recognized Standard * 


Inquiries carry no obligations. 
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the traffic of such routing or rerouting, and that charges for 
the transportation of the traffic, including transportation, and 
schedules of rates, etc., will be the same as they would have 
been if such routing or rerouting had not taken place, unless 
the rates applicable over the route the traffic moves is less. 

Service Order 22 merely directs the carriers to forward 
shipments via those routes affording the more expeditious serv- 
ice, regardless of shipper’s routing, but such routing is not 
to result detrimentally from a rate and charge standpoint to 
the shipper. 

It is our view that the line diverting the shipment from 
the designated route under authority of Service Order No. 22 
has the duty of seeing that the charge which would have ac- 
crued had there been no diversion is observed and should see 
that refund of the excess is made. 

Market Value—What Constitutes 

Louisiana.—Question: In your reply to “Pennsylvania” in 
The Traffic World of May 10, you state “the value at destina- 
tion to be used as a basis for arriving at the amount of dam- 
age is the market value, provided there is a market for the 
goods.” 

What would you consider a “market”? In your opinion, 
would it be necessary for there to be an exchange, <uch as a 
cotton exchange, stock exchange, etc., to establish this market, 
or would you consider that a market would be established by 
actual sales by the merchants located at point of destination? 

Answer: In Gray vs. Central R. R. of N. J., 52 N. E. 555, 
157 N. Y. 183, it was held that “market value” is the price at 
which the owner of goods, or the purchaser, holds them for 
sale, the price at which they are freely offered in the market 
to all the world, such price as dealers in the goods are willing 
to receive and the purchasers are made to pay, when the 
goods are bought and sold in the ordinary course of trade. 
Muser vs. Magone, 155 U. S. 140. 

The expressions, “actual value,’ “market value,’ market 
price,” when applied to an article mean the same thing. They 
mean the price or value of the article established or shown 
by sales, public or private, in the way of ordinary business. San- 
ford vs. Peck, 27 Atl. 1057 (citing Murray vs. Stanton, 99 
Mass. 348; Cliquots Champagne, 70 U. S. 114). 

The market price of personal property is nothing but the 
general or ordinary price for which property may be bought or 
sold. There is no particular number of sales necessary to be 
proved before such price can be considered to be established. 
The “market value” is synonymous with the actual money value 
of property. All articles of personal property do not, how- 
ever, have an established market value fixed by current sales 
of such property in the ordinary course of business, <o_ that 
the price currently realized can be looked to in the ascertain- 
ment of the actual value. The “market value” of property is 
established when other property of the same kind has been 
the subject of purchase or sale to so great an extent, and in 
so many instances, that the value becomes fixed. 

From the above it is apparent that to constitute a market 
there need not be an exchange such as a cotton or stock ex- 
change, but there must be a dealing in the property to such an 
extent as to establish a fixed value. 


Sale of Refused or Unclaimed Freight 


Iinois.—Question: June, 1922, we made shipment from 
A, Ohio, to B, New York; shipment iz refused by consignee, and 
the L. V. R. R. Co. notify us requesting disposition, which we 
do not furnish. 

Second notice dated July, 1922, advises that the shipment 
will be disposed of in accordance with terms of the bill of 
lading; we again fail to furnish disposition. 

Subsequent correspondence developed the fact that the 
shipment was forwarded to the unclaimed freight house of the 
L. V. R. R. at Wilkesbarre, Pa., August 11, 1922. 

In order to properly handle the matter, we filed claim cov- 
ering the invoice price of the merchandise. Railroad company 
has offered us the sum of $18, the claimed amount realized 
from the sale of the shipment, with an original value of $122.94. 
We contend they did not strictly comply with the statutes of 
the state in which shipment was sold, and are therefore liable 
for the full invoice price, as it is our understanding that “the 
right of the carrier to sell merchandise for freight and storage 
would be determined by the law of the place where sale was 
conducted,” independent of the provisions of the bill of lading. 
Are we correct in our assumption? If so, please give us cita- 
tion: covering. 


Answer: Paragraphs (b), (c) and (e) of section 4 of the 
Uniform Bill of Lading Contract Terms and Conditions contain 
the provisions under which refused or unclaimed shipments 
maybe sold and also provisions for the disposition of the 
amount realized from such sale, except that, in instances where 
the procedure provided for in paragraphs (b) and (c) thereof 
is not possible, paragraph (d) provides that it is agreed that 
nothing contained in paragraph: (b) and (c) shall be con- 
strued to abridge the right of the carrier at its option to sell 
the property under such circumstances and in such manner 
as may be authorized by law. 


The provisions of paragraphs (b), (c) and (e) are eyj- 
dently designed to supersede the statutory provisions of the 
several states relating to the sale of refused or unclaimed 
goods, so far as interstate shipments are concerned. We know 
of no decizions of the courts which pass upon the question of 
whether the Interstate Commerce Commission has the authorit¢ 
to, as it did in its opinion in Docket 4844, Domestic Bills of 
Lading and Live Stock Contract, 64 I. C. C. 357, prescribe 
rules governing this matter, which set aside the statutory pro- 
vision: of the several states, which latter provisions would 
otherwise govern the sale of refused or unclaimed freight. 
Express Charges on Shipments Lost or Destroyed in Transit— 

— Entitled to Where Shipment Sold F. O. B. Destina. 

tion 

New York.—Question: On a previous date we forwarded 
one case by express to Noway, Mich. This shipment was for. 
warded charges prepaid, we paying the amount of $1.34. The 
express company failed to deliver shipment and claim was filed 
for the amount of the invoice plu: the express charges paid 
at this end. 

Please advise us if we are allowed the express charges 
on account of the express company not fulfilling their agree- 
ment when shipment was forwarded, or if the only charge we 
have is the invoice price, as shipment was sold f. 0. b. destina- 
tion. The reason shipment waz forwarded prepaid by us was 
on account of our being unable to forward same on shipping 
date, therefore we wish to give consignee the advantage of 
quicker service. 

Answer: It is our understanding that the express com- 
pany, in settling claims for the loss or destruction of ship- 
ments, has included prepaid charges, if the entire shipment is 
lost or destroyed and proportional charges if only part of 
the shipment is lost or destroyed, notwithstanding that the 
released valuation in the express receipt presumably covers 
the full amount of the carrier’s liability. 

The fact that the shipment was sold f. o. b. destination 
entitled you, as the shipper and owner of the goods until they 
reached destination, to recover the amount of the express 
charges, if they are to be included in the amount of the claim. 
Limitations—Time for Filing Suit for Loss of Shipment—Vol- 

untary Payment of Claim After Lapse of Limitation Period 

New York.—Question: Kindly advise whether the two-year 
limitation with regard to refunding overcharges in freight also 
applies to los: in transit claims. Also advise whether the car- 
riers can pay, at this late date, a claim for loss in transit, which 
was entered in 1917. 

Answer: The provisions of paragraph (b) of section 2 of 
the Uniform Bill of Lading govern the time within which 
claims for loss in transit must be filed with a carrier and 
suit instituted for the amount thereof, if settlement thereof is 
not voluntarily made by th» carrier. 


While it has been held that a carrier cannot waive the 
requirement that suit be brought within the two-year-and-one- 
day period (see Spartan Mills vs. Davis, 118 S. E. 614, and 
N. Pellagge & Co. vs. Vermont Ry. Co., 121 Atl. 441), the 
Commission, in its opinion in the Decker case, 55 I. C. C. 453, 
on page 458 thereof, after citing and quoting from the Blish 
case, said: 


“While these cases are undoubtedly authority for the propo- 
sition that limitations in the bill of lading must be strictly 
adhered to and may not lawfully be waived, the provisions of 
the Cummins amendment above quoted do not evidence any 
intent on the part of Congress to erect a statute of limitations 
barring the payment of seasonably filed claims after any given 
period. These provisions merely prescribe a minimum peried to 
be provided by the carriers for filing claims and a minimum 
period for instituting suit. : Nor do the bill-of-lading provisions 
based on, ghat amendement evidence anv such intent. The bill of lad- 
ing provides, first, that as a condition precedent to recovery certain 
claims must be filed within a fixed period, and, second, that 
suits, whether on account of the above claims or on account 
of claims not required to be filed with the carriers, shall be 
instituted within two years and one day. One of the purposes 
of these provisions is to facilitate prompt investigation of claims 
and that the carriers may not be required to defend suits 
brought after the expiration of the two-year-and-one-day period. 
The bill of lading does not provide, however, that the filing 
of suit shall be a further condition precedent to the _consid- 
eration upon its merits, or the payment of a valid claim sea- 
sonably filed with the carrier. Obviously where the carriers pay 
such claims, they must avoid unjust discrimination in doing 
so, but the mere act of adjusting a claim after two years an 
one day, where the carrier had not concluded its investigation 
within that period, can not fairly be regarded, under the bill- 
of-lading provisions above quoted, as a waiver of defenses open 
to it. To hold otherwise is to say that where the consideration 
of a claim by a carrier is either designedly or unavoidably 
delayed until after the two-year-and-one-day period all liabil A 
of the carrier is destroyed notwithstanding the circumstanc 
that the claim may have been seasonably filed with the carries 
and that the shipper may have been led to believe that it wou 
be adjusted, a construction which finds no sanction in aa 
language actually used and which is clearly contrary to io 
spirit of the provisions and of the act of Congress upon wh ~ 
they are based. The purpose of the limitation with respect, 
filing suit is not that the carrier may escape liability tod 
that if called upon to defend a suit the suit must be institute 
with the period specified. 


Liability of Carrier for Breakage of Glassware 
Virginia —Question: One of our clients receives shipments 
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EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bill of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 

From New York West-Bound Eastbound from San Francisco Los Angeles 
S.S. Kroonland June 19 S.S. ManchuriaJune 28 June 30 
S.S. Finland July 3 S.S. Kroonland July12 = July 14 
S.S. Manchuria July 31 S.S. Finland July 26 July 28 

and regularly thereafter 


ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. Y. C. 1 BROADWAY, N. Y. C. 

(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 

Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore —Chamber of Commerce Bidg. 


Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles—San Francisco—Oakland—Portland -Seattle—Tacoma 


Le . 
7* WILLIAMS LINE 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 


Seattle, Tacoma and Bellingham 


FROM 


Baltimore, Norfolk, Philadelphia 
and New York 


FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone Bowling Green 7384 


fy) a — ag Oliver Bldg. 333 S. Deer hed St. 


And at our Braneh Offiees at ports of call, ete. 
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Dollar Line 


The magnificent new fast PASSENGER 
and CARGO Steamship 


“PRESIDENT POLK” 


Sails from NEW YORK, June 26, 1924 
(and a sister ship every fourteen days thereafter) to the ports of 
Los Angeles Honolulu Shanghai Manila Penang 
San Francisco Kobe Hong Kong Singapore Colombo 


“S. S. PRESIDENT POLK” 


Sails from SAN FRANCISCO, July 19, 1924 
(and a sister ship every fourteen days thereafter) to the ports of 


Honolulu Shanghai Manila Penang 
Kobe Hong Kong Singapore Colombo 
Direct Sailings also to Java Ports 


THROUGH BILLS OF LADING—For the convenience of Exporters and Importers, 
throuuh bills of lading will be issued at point of shipment from all interior points 
in the United States and Canada to Foreign ports and from foreign ports to interior 
destinations in the United States and Canada, via New York, Boston, San Fran- 
cisco or Vancouver. 


Dependable Service Regular Sailings Unsurpassed Facilities 


For all information as to rates and space, apply to any of offices named below. 


DOLLAR STEAMSHIP LINE 


NEW YORK CITY CHICAGO, ILL. 
15 Moore Street 112 W. Adams St., Cent. 0906 


SAN FRANCISCO... .Rebert Dollar Bldg * 
LOS ANGELES 6 S. ° 
SEATTLE L S 
VANCOUVER est 





UNITED FRUIT COMPANY 


General Offices: 131 State Street, Boston, Mass. 


<> Great White Fleet 
Steamship Service 


Regular Freight Sailings From 


New York, Boston and New Orleans 


TO 
CUBA COLOMBIA 
Havana Cartagena 
Santiago Puerto Colombia 
JAMAICA Santa Marta 


Kingston 
Port Antonio COSTA RICA 
Port Limon 


Jamaica Outports 
CANAL ZONE ALSO 


Cristobal Ports of Guatemala 


PANAMA and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast 
Ports of South America, Central America and Mexico 


Passenger Service from New York, Boston and New Orleans 


Additional Freight Sailings from Philadelphia 
Baltimore, Mobile and Galveston 


For Rates and Other Information Address 


UNITED FRUIT COMPANY 


17 Battery Place Long Wharf 321 St. Charles St. 
New York Boston New Orleans 


Room 1347, Marquette Building, Chicago 
Pacific Coast Agents—Huff Tdpsing Company, San Francisco 
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of glass bottles in less-than-carload lots from time to time and 
n most cases advise that several bottles are broker upon re- 
ceipt of a shipment. 

They have filed claims with the railroad company for 
breakage and these claims in most instances have been de- 
clined, with the following letter of declination: 


The shippers of this particular commodity, glass bottles, are 
aware from experience that it is an impossibility for a move- 
ment to be accomplished without considerable breakage and it 
is customary therefore, that an allowance of two gross bottles 
be made for incidental damage. 

In view of the claim being only slightly in excess of the 


ordinary allowance we will appreciate you favoring us with a 
letter of withdrawal. 


Do you know of any authority for the railroads declining 
these small claims in such a manner? 

Answer: While, as to shipments of éggs, under the pro- 
visions of note 6, item 3, page 153, of Consolidated Classifica- 
tion 3, claims are not to be presented for breakage of what 
are termed current receipts or current receipts rehandled, there 
are no such provisions covering breakage of glassware. The 
above referred to provisions of the classification are in ac- 
cordance with the finding: of the Interstate Commerce Com- 
mission in Docket 10012, National Poultry, Butter & Egg Asso- 
ciation vs. N. Y. C. R. R. Co., 52 I. C. C. 47. 

Therefore, if proof of breakage while the goods were in the 
possession of the carrier, as such, is available, recovery for 
the full amount of the breakage can doubtless be had. 
Reparation—Subsequent Reduction of Rates Not Conclusive as 

to the Unreasonable Character of the Previously Existing 

Rates 

Louisiana.—Question: A carrier publishes a transit tariff 
which provides that on inbound shipments to transit point the 
rate will be reduced 10 cents per 100 pounds upon evidence 
that the inbound <hipment has gone through a refining process 
and has been reshipped over inbound carriers’ rails to inter- 
state destinations. Tariff also provided that where this transit 
privilege was allowed, the transit operator had to pay the 
switching rate in both directions between his plant and the 
carriers’ rails, the transit operator being in terminal, but not 
on carriers’ tracks, Upon application from the transit oper- 
ator, the line-haul carrier has changed transit tariff, eliminating 
the switching in one direction, or, in other words, they now 
absorb the outbound switching, the same as on a shipment origi- 
nating at transit point. 

Do you think that we would be entitled to reparation of 
outbound switching which was aésessed within two years prior 
to change in tariff? ; 

Answer: The fact that prior to the amendment of the 
transit tariff authorizing the absorption of switching charges 
in connection with transit shipments, the switching charge 
was in addition to the through rate, and that the total charge 
for the entire movement was made less by the amount of the 
absorption is not conclusive that the previous charge was 
unreasonable. In the absence of changed conditions warrant- 
ing the absorption, however, it is fairly good evidence that 
the previous charge was unreasonable. But even where the 
earrier is willing to admit the unreasonableness of the pre- 
existing charge, in the absence of proof of its unreasonable- 
ness, the Commission will not ordinarily grant reparation. 
Reparation is not due until it is shown that the carrier has 
exacted rates which were in violation of the law, which requires 
that rates shall be reasonable, non-discriminatory and non- 
prejudicial. See Abel & Roberts vs. Missouri Pacific Railway 
et al., 37 I. C. C. 712; Fern Glen Distilling Co. vs. St. L. & 
S. F., 45 I. C. ©. 101; Ferguson & Son Grocery Co. vs. A. B. 
& A., 4.1. ©: ©. 82. 

Tariff Interpretation—Rule 5 (b), Tariff Circular 18-A, Not Ap- 
plicable When Joint Through Rate from Origin to Destina- 
tion Available; But Shipper May Avoid Through Rate from 
Origin to Destination by Routing Shipment Through Back- 
haul Point Over Which Route Lower Combination Applies 
New York.—Question: Between points “A” and “B” there 

is a through commodity rate; between “A” and “C” there is 
no commodity rate—only class rates. Now, what I want to 
know is, can a shipper take bill of lading out at point “A” 
and show routing via point “C” (which is back five miles from 
point “A” and on the same line), to destination point “B,” 
bearing in mind that this is not a direct movement, but, in 
other words, is an indirect movement from point of origin to 
destination. With the routing a: above, this combination of 
rates over point “C” will be cheaper than the through rate 
from point “A” to point “B.” Which rate should apply? 

An:wer: While you do not raise the point, we think it 
advisable to here distinguish between the situation you de- 
scribe and those covered by rule 5 (b) of the Commission’s 
Tariff Circular 18-A. The latter rule provides: “If shipment 
moves to or from a point of origin or of destination or via a 
junction point with connecting or branch line at which inter- 
change iz: made directly intermediate to the base point upon 
which the lowest combination makes, such combination must 
be applied; and it is not necessary. to haul the shipment to 
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such base point and back again to or through point of origin 
or destination or such junction point.” 

This rule is auxiliary or supplementary to rule 5-C, Tariff 
Circular 18-A, which provides that when there is no joint 
through rate from origin to destination, nor basis for construct- 
ing combination prescribed, the lowest available combination 
is to be applied. Rule 5-B, above quoted, therefore, makes it 
clear that in applying the lowest combination, rates making 
over back-haul point: may even be used, but there is no neces- 
sity for performing the wasted transportation to the base point 
of such combination, and back again. From this, it will be 
seen that rule 5-B does not operate “if there is a through rate 
from origin to destination,” and the Commission so held in 
Roxana Petroleum Co. vs. A. T. & S. F., 55 I. C. C. 607; Swift 
& Co vs. Director-General, 59 I. C. C. 551, and Johns-Manville 
Co. vs. C. M. & St. P., 53 I. C. C. 169. 

The question which you propound now arises: “But if 
there is a through rate from origiin to destination which is 
higher than an available combination over a back-haul base 
point, and rule 5-B is ipso facto not applicable, may not the 
shipper secure the benefit of «uch lower combination by spe- 
cifically routing his shipment through such back-haul base point 
over which the lower combination makes and which routing 
direction will cause his shipment to move contrary to the rout- 
ing published in connection with the joint through rate from 
origin to destination? 

Section 15 of the interstate commerce act gives the shipper 
the unqualified right (except where the Commission prescribes 
to the contrary) to direct the movement of his shipments and 
imposes upon the carrier the unqualified duty to comply with 
that direction. It would seem, therefore, that the shipper may 
direct the movement of his car over any route over which there 
are applicable rates and the carrier would be obliged to so 
transport the shipment and to assess charges applicable via 
such route, even though they be lower than the “going” rate 
from origin to destination. 

In Jackson Traffic Bureau vs. A. & V. et al., 87 I. C. C. 
258, shipments were billed from Augusta, Ga., through Jack- 
son, Miss., to Vicksburg, Miss., and return to Jackson for 
the avowed purpose of avoiding the through rate from Augusta 
to Jackson of 36% cents and to ¢ecure application of the 
Vicksburg combination made 20 cents, Augusta to Vicksburg, 
and 11 cents, Vicksburg back to Jackson. 

The carrier assessed the “going” rate of 36% centz, Augusta 
to Jackson, under the theory that, as this rate was unrestricted 
as to routing, it would apply from Augusta through Jackson 
to Vicksburg and return over the zame route, but the Com- 
mission stated this contention rested upon an unreasonable 
construction of the tariff. It also held the shipment was over- 
charged to the extent the charges exceeded those based on 


the Vicksburg combination, which was applicable over the total 
route of movement. 


Tariff Interpretation—Conflicting Rates—Rates Made by Use of 
Intermediate Rule Versus Rates Published Outright 


Wisconsin.—Question: We shipped a car from “A” to “B,” 
intermediate via an unrestricted route to “C.” The carrier 
originally collected freight charges on basis of 11% cents per 
100 pounds, this being the A-to-C rate. They are now en- 
deavoring to collect an undercharge on the basis of 14 cents 
per 100 pounds, which iz 80 per cent of the contemporaneous 
fifth class rate. It is our contention that the A-toC rate of 
11% cents per 100 pounds is the legal rate in effect. We con- 
tend that “B” is intermediate to “C” under the principle pro- 
pounded by the Interstate Commerce Commission in I. and S. 
Docket 1910, in which case the Commission, in Volume 85, page 
108-109, said: “In several cases we have decided that as no 
specific routes are shown in the tariffs, the rates are applicable 
over any route provided by the lines partie: to the tariff, irre- 
ei of whether the route is circuitous or involves a back 
haul.” 


We believe that in accordance with the principle laid down 
by the Commission in the above referred to case, we are per- 
fectly correct in insisting upon the protection of the Milwaukee- 
Chicago rate of 11% cents per 100 pounds, account Arlington 
Heights being intermediate to Chicago. Please advise if our 
contention is correct. 

Answer: If the 11%-cent rate from A to C is a commod- 
ity rate, that rate is applicable, under the well-settled rule 
that the establishment of a commodity rate removes applica 
tion of the class rate between the same points; if the inter- 
mediate application of the tariff containing such commodity 
rate is susceptible of being applied at station “B.” The Com- 
mission has established the principle in rule 4-J, Tariff Circular 
18-A, that where the rate is unrestricted, it will apply via all 
routes formed of lines partie: to the tariffs. McGowan Lum- 
ber Co. vs. Director-General, 59 I. C: C. 289, and 64 I. C. C. 
694. A rate established by intermediate application is just 
as much a. specific rate as if published outright. 

The rate published as 80 per cent of fifth class is not 4 
commodity rate because its determination requires use of the 
class rate. See Fort Wayne Corrugated Paper Co. vs. Director- 
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Gx pAct FIC a. 
( ILE L. D> 
DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. New York City 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore New York Norfolk 
June 14 June 19 June 20 
June 21 June 27 June 28 
June 28 July 4 July 5 
THEREAFTER EVERY WEEK 
EASTBOUND SAILINGS 
San Francisco Los Angeles 
June 28 June 30 
June 24 June 26 
SANTA BARBARA... July 5 July 7 


THEREAFTER EVERY WEEK 


woes Jose de Guatemala, La Libertad, 
ana (Eastbound), Baltimore (East 


*Calling 05 Soon M 
Corinto, ee ee 
bound), Norfolk New y York. 
FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisce, Les Angeles, Mexico, Central America and Canal Zone 
S.S. SAN JUAN sails from San Francisco July 1 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10H Square, New York 508 California St., San Franciec 
cee ee ges Canteal ‘Bide., - Los Angeles, Calf ; : : 





Travels 25,000 Miles 


and 


Balsa Boxes are known 
for their long life. 


They do not split or 
chip easily. 

Inch for inch the lightest 
wood yet discovered. 
Burns slowly. 


Reduces refrigerating 
costs en route. A Balsa 
Box is a perfect insulator 
because of its cellular 





still in service 


texture and the absence 
of fibres in its structure— 
resists heat and cold. 


Ideal boxes for shipping 
perishables and _ semi- 
perishables. Balsa Boxes 
can be used again and 
again. Ina short while 
they more than pay for 
themselves. 


Made to any specifica- 
tion. Write for costs to 


BALSA BOX DEPARTMENT 
THE FLEISCHMANN TRANSPORTATION COMPANY 


699 Washington Street 
New York 


327 South La Salle. Street 
Chicago, III. 
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General, 66 I. C. C. 669; Boldt Paper Mills vs. Director-General, 
62 I. ©. C. 471. 

If the lower rate from “A” to “C” is a clase rate, then 
there are conflicting rates between the same points, so far as 
station “B” is concerned. If they are both published in the 
same tariff, the lower applies. National Elevator Co. vs. C. 
M. & St. P., 246 Fed. 588; Wausau Lumber Co. vs. C. & N. W., 
50 I. C. C. 453. If they are not published in the same tariff, 
then that first established is the lawful rate. Illiff-Bluff Chem- 
ical Co. vs. Director-General, 60 I. C. C. 720. 

Loss of Shipment—Proof of 

Nebraska.—Question: We have a claim with the Union 
Pacific which has been declined, for loss and damage on coal 
in transit. The car was ordered reweighed at destination on 
arrival. On account of track scales being out of order it was 
necessary that shipment be weighed out over wagon scales. 
The carriers’ contention iz that, on account of shipment being 
weighed over wagon scales, there was too much of an oppor- 
tunity for loss and variation, declining payment on this basis. 
We claim that, on account of track scales being out of order, 
it would be necessary to accept the wagon scale weights. 
Please advise. 

Answer: The mere fact that the shipment was weighed 
over wagon scales at destination is not, in and of itself, ground 
for declination of your claim, particularly in view of the cir- 
cumstances under which the shipment was weighed. 

The determination of whether there was a loss from a 
given shipment is a question of fact, and while, as the Com- 
mission has indicated in its failure to sustain the shippers’ 
allegation of overcharges in weight where the only evidence 
was that'a lower weight at destination was obtained on wagon 
scales (see 38 I. C. C. 622, International Fuel Co. vs. Spokane 
International Ry. Co.; 42 I. C. C. 737, S. C. Woolman & Co. 


vs. Cent. Ry. Co. of N. J., and 51 I. C. C. 390, M W. Cardwell - 


vs. C. R. I. & P. Ry. Co.), the proof of a los: by a showing 
of a difference in the weight obtained on track scales of the 
carrier and that obtained on wagon scales of the consignee, 
is not evidence of the best character, by reason of the pos- 
sibility of error, it should not, necessarily, prevent a recovery, 
in view of the conditions under which this method of weighing 
was resorted to, if it can be shown that the weighing was done 
with due care. 


Liability of Carrier for Loss of Unclaimed Goods 

Texas.—Question: Pleaze advise on the following: Ship- 
ment made by express from H to B on March 13, C. O. D. 
The express company claims shipment reached B on March 
14 and that the consignee was notified by postal card on the 
14th, but consignee did not .call for the goods and on March 
17 the shipper at H was notified of non-delivery. The express 
company does not state how the shipper was notified, but pre- 
sumes by mail. The shipper has no record or recollection 
of having received the notice of non-delivery. On March 27 
the express office at B was destroyed by fire and the shipment 
wa: burned. The express company denies liability on account 
of shipment not being called for within 72 hours, stating that 
after 72 hours the goods were held at owner’s risk. Is the 
express company within its rights in declining the claim? 

Answer: Where, by usage, custom, or ¢pecial contract, 
the general rule requiring the delivery at the place of business 
or at the residence of the consignee is dispensed with, the 
consignee is in all cases entitled to notice of the arrival of 
the good: and a reasonable time thereafter in which to remove 
them before the carrier’s liability as insurer ceases and that 
of warehouseman attaches. But when the goods have been 
transported safely to their destination, and the consignee has 
been notified of their arrival and a reasonable opportunity has 
been allowed him to remove them, the liability of the expreés 
company thereafter is that of a warehouseman. 

Where the consignee fails or refuses to receive the goods 
shipped, it is the duty of the carrier to store the goods either 
in its own warehouse or in that of some responsible third party, 
and to hold the goods subject to the order of the consignor 
for a reasonable time. It has no right to abandon the goods 
to destruction or unnecessarily to expose them to los: or dam- 
age, nor to convert the freight to its own use or to dispose 
of it contrary to law. But where the carrier has complied with 
its duty to warehouse the goods, its strict common-law liability 
as insurer is at an end, and thereafter its relation to the goods 
is only that of warehouseman, and it is bound to exercise of 
ordinary care in preserving them. 

Where the transportation of goods sent C. O. D. has been 
completed and notice given to the consignee and a reasonable 
time allowed him for the removal of the goods the liability of 
the Carrier as such is at an end and the less stringent liability 
as warehouseman commences. 

In addition to warehousing the goods, the carrier is ordi- 
narily chargeable with the duty of notifying the consignor of 
the consignee’s failure or refusal to accept the goods, although, 
according to some cases, such notice is necessary only where 
it would be a failure to exercise due care in the protection 
of the goods not to give it, or where the consignor exercises 
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the right of stoppage in transitu. 

Furthermore, rule 14, paragraph 5, of Official Express Clas. 
sification No. 28, provides for immediate notice to the shipper 
in the event a C. O. D. shipment is: refused or cannot be de, 
livered within 24 hours. 

Whether or not notice of the failure of the consignee to 
accept the shipment was sent to the shipper is a question of 
fact. We do not locate cases which pass upon the question 
of what constitute: proof of the giving of notice, but ,as to 
proof of the mailing of notice of arrival, see American Lumber 
& Export Co. vs. Director-General, 34 I. C. C. 75, and Peary 
vs. P. B. & W. R. Co., 277 Fed. 333. 

Shipper’s Load and Count 

New York.—Question: In your answer to ‘Maryland,’ page 

1426, issue of May 31, this statement is made: 


In the absence of this notation (Shipper’s load and -count), 
on the bill of lading the carrier has the burden of showing that 
the amount stated in the bill of lading was not actually re- 
ceived for transportation. 


Would not this be somewhat altered where the consignee 
purchases goods and pays for them on the strength of the 
clean, unqualified receipt given by the carrier to the shipper 
and seller? 


Section 22 of the bills of lading act reads as follows: 


_ That if a bill of lading has been issued by a carrier or on 
his behalf by an agent * * * the carrier shall be liable to 
the owner of the goods covered by a straight bill * * *, who 
has given value in good faith, relying upon the description 
therein of the goods, for damages caused by the nonreceipt by 
the carrier of all or part of the goods. 


If this provision of the bills of lading act means anything 
at all it certainly means that where a carrier gives a clean, 
unqualified receipt, without the shipper’s load and count nota- 
tion, for a carload shipment it iz: liable to the purchaser for 
the delivery at destination of the full quantity covered by such 
receipt, provided the consignee has paid the shipper for the 
full quantity, relying in good faith on the unqualified receipt 
given by the carrier. In such cases I do not see how the 
carrier can escape liability by showing or attempting to show 
that the full quantity was not loaded by the shipper. 

An:wer: The answer to which you refer deals primarily 
with the liability of the carrier to the shipper of the goods, 
although in the second paragraph thereof the following state 
ment is made: “It is in fact a qualified receipt on the part of 
the carrier and, as to third parties, the carrier is not estopped 
from showing that the amount specified in the bill of lading 
was not, in fact, received from the shipper.” 


You are correct in your understanding of the effect of 
the shipper’s load and count notation, so far as third parties 
are concerned. This is illustrated by the opinion of the court 
in the case of N. C. & St. L. Ry. vs. Flournoy, 77 S. E. 797. A 
bill of lading has been issued by the carrier to cover a ship- 
ment of corn and oats made by the Old Hickory Grain Co., 
Nashville, Tenn., to Macon, Ga., covering 280 sacks of corn 
weighing 29,200 pounds and 60 sacks of oats weighing 9,600 
pounds, consigned to the order of the Old Hickory Grain Co., 
notify J. A. Flournoy, the words “Shipper’s Load and Count” 
being stamped on the bill of lading. The Old Hickory Grain 
Company transferred and assigned said bill of lading by in- 
dorsement thereon in blank and then drew a sight draft on 
J. A. Flournoy, Macon, Ga., payable to the order of the Fourth 
National Bank of Nashville, Tenn. Flournoy paid the draft 
upon presentation by the bank with bill of lading attached, 
relying upon the recital in the bill of lading that the car con- 
tained the amount of corn and oat: stated in the bill of lading. 
The oats, however, were not in the car, as none were put in. 

It was held in this case that when a carrier issues a bill 
of lading containing a statement as to the quantity of goods 
received, with the understanding that the goods may be trans: 
ferred by means of a transfer of the bill of lading, the trans 
feree is justified in relying upon the representations of the 
carrier, made in the bill of lading, with reference to the quan- 
tity of goods received under it; and as to one who receives 
the bill of lading in good faith, relying upon the statement of 
quantity, and pays a consideration, the carrier will be estopped 
from showing that, though, he received some of the goods, he 
has: not received the quantity recited in the bill; that, to guard 
against estoppel to deny receipt of the amount of goods stated 
in the bill of lading, the carrier may insert “Shipper’s load 
and count” or some like clause, and will not then be liable to 
an assignee for value if the carrier delivers all of the goods 
received (42 South 406); that, under the agreed statement o 
facts, it appearing that the carrier received a certain part of 
the goods <pecified in the bill_of lading, but did not receive 
the goods, the value of which was the basis of the action, and 
that the bill of lading bore on its face qualifying words suffi- 
cient to convey notice to the purchaser that the carrier did not 
intend to vouch for the quantity of goods placed in the caf 
by the shipper, the carrier was not liable to the plaintiff for 
the deficiency, and is not estopped from setting up in the 
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MEMPHIS TERMINAL 


MEMBER A. W. 


Of the sixteen railroad lines 
entering Peoria, the Peoria 
and Pekin Union Railway 
Company, a terminal and 
switching line, is the con- 
necting link used in the in- 
terchange of all the traffic 
between Eastern and West- 
ern lines and the greater 
portion of traffic between 
Northern and Southern lines 
passing through the Peoria 
gateway. 


Efficient switching service 
between the following rail- 
Toads: 


Peoria & Pekin Union Railway Company. 
Atchison, Topeka & Santa Fe Railway Company. 


Chicago & Alton Railroad Company. 


Chicago & Northwestern Railway Company. 

Chicago, Burlington & Quincy Railroad Company. 
Chicago, Peoria & St. Louis Railroad Company. 
Chicago, Rock Island & Pacific Railway Company. 
Cleveland, Cincinnati, Chicago & St. Louis Railway Co. 


Illinois Central Railroad Company. 
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MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s | 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


HAY - 


GRAIN 


POOL CAR DISTRIBUTION 


Lowest Insurance 


AUTOMOBILES 


Prompt Service 


General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 


Minneapolis & St. 
New York, Chicago & 


nois, gateway. 


Illinois Traction System. 
Louis Railroad Company. 


St. L. BB. Co. (L. B. & W. Dist.). 


Pennsylvania Railroad. 
Peoria Railway Terminal. 
Toledo, Peoria & Western Railroad. 


Freight Rates on through traffic via other gateways between 
Eastern and Wi 


estern Railroads equalize via Peoria, Illi- 


Transfers of traffic between 
these many line-haul carriers 
are made within a few hours 
by the use of the facilities of 
the Peoria and Pekin Union, 
while a much longer period 
is required for such inter- 
change of traffic through 
some of the larger and con- 
gested gateways. Traffic is 
handled with sufficient dis- 
patch to avoid congestion, 
thus affording regular and 
expeditious service in the 
movement of all through 
traffic. 


Peoria and Pekin Union Railway 
Company has unexcelled facilities 
for carrying on local and indus- 
trial traffic at and between Pe- 
oria and Pekin, Ill., and serves 
efficiently all industries located upon 
its rails. Peoria freight rates ap- 
ply to and from all industries in 
the Peoria-Pekin Switching Dis- 
trict. 
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action the fact that the missing goods were never received 
for transportation. 

See also Palmetto Fertilizer Co. vs. C. N. & L. Ry. Co., 
83 S. E. 36, in which it was held that where a bill of lading 
for a carload shipment of cottonseed meal, showed on its face 
a memo “S L & C,” meaning that the bags were loaded and 
counted only by the consignor, and the car then sealed by 
the initial carriers, the initial carrier is not, as against a 
purchazer of the meal, who paid a draft for the purchase price 
with the bill of lading attached, estopped to deny that the car 
never contained the number of bags recited in the Dill, al- 
though the bill is prima facie evidence of that fact. 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff, 

The .agents have been classified according. to the types of pub- 
lications or the association they represent. he names of some of 
these agents could be placed in several of these groups. This has 
been avoided and their names appear only under the group in which 
they are most frequently associated. 


CLASSIFICATIONS: 

Official Classification Committee, F. W. Smith, New York, 
mM. d. 

Southern Classification Committee, E. H. Dulaney, Atlanta, 
Ga. 

Western Classification Committee, R. C. Fyfe, Chicago, Il. 


MAJOR FREIGHT ASSOCIATIONS: 

Atlanta Freight Tariff Bureau (S. E. Frt. Assn.), J: H. 
Glenn, Atlanta, Ga. 

Canadian Freight Association (Eastern), G. C. Ransom, 
Montreal, Que. 

Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 

Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, III. 

Eastern Freight Tariff Bureau (N. E. & T. L.), H. Wilson, 
New York, N. Y. 

Louisville Freight Tariff Bureau (S. E. Miss. V. Assn.), 
F. L, Speiden, Louisville, Ky. 

New England Freight Association Tariff Bureau, Frank 
Van Ummerson, Boston, Mass. 

North Pacific Coast Freight Tariff Bureau, S. J. Henry, 
Seattle, Wash. 
Pacific Freight Tariff Bureau, F. W. Gomph, San Francisco, 
Calif. 

Southwestern Freight Bureau, F. A. Leland, St, Louis, Mo. 

Transcontinental Freight Bureau, R. H. Countiss, Chicago, IIl. 

Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 

Western Trunk Line Committee, E. B. Boyd, Chicago, Ill. 
MINOR FREIGHT ASSOCIATIONS: 

Colorado and New Mexico Freight Bureau, H. A. Johnson, 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 

Illinois Freight Association, C. W. Galligan, Chicago, Ill. 

New Orleans Freight Tariff Bureau (Gulf ports), W. P. 
Emerson, New Orleans, La. 

Richmond Freight Tariff Bureau (Associated Railways of 
Virginia and the Carolinas), J. J. Cottrell, Richmond, Va. 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


June 16—Washington, D. C.—Examiner Gaddess: 


l..and S. No. 2135—Boots and shoes from various New York points 


to Trunk Line and New England territories. 
June 16—Walla Walla, Wash.—Examiner Weaver: 


1§759—The Walla Walla County Farm Bureau et al. vs. Northern 
Pacific Ry. et al. 


June 16—Washington, D. C.—Examiner Carter: 
1. and S, No. 2125—Vegetable oils between points in Trunk Line ter- 
ritory and to points in C. F. A, territory. 
12663—Midland Linseed Products Company vs. Director-General, 
West Shore R. R., et al. 
i. and S. No. 1619—Linseed oil from Edgewater (Undercliff), N. J., 
to C. F. A. points. : 
June 16—Argument at Washington, D. C.: 
12478—Allowances of mileage for Mississippi River Crossings. 
eae Chamber of Commerce vs. Natchez & Southern Ry. 


June 16—Fort Worth, Tex.—Commissioner Cox and Examiner Bard- 


well: 
15738—Acme Brick Company et al. vs. Abilene & Southern et al. 
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Texas-Louisiana Freight Tariff Bureau (Texas F. T. B) 
A. C. Fonda, Dallas, Tex. "q 

Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah 

Virginia Lines (Virginia ports and cities), A. P. Gilbert. 
Richmond,. Va. ’ 
LOCAL (SWITCHING AND TERMINAL TARIFFs): 

—— Standing Switching Committee, L. A. Lowrey, Chi. 
cago, Ill. 

Nashville Terminals, L. G. Waldrop, Nashville, Tenn 

New York Dock, T. C. Morrison, Brooklyn, N. Y. _ 

Oregon, M. C. Strawn, Portland, Ore. 

Wood River District Lines, H. G. Powell, Alton, Ill. 


RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 
BOOK; INDEX; SWITCHING AND TERMINAL TARIFFS): 
Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cin. 

cinnati, O. ; 

Continental Line, Central State Dispatch (B. & O. R. R.) 
A. M. Schubert, Cincinnati, O. “| 

Empire Line (N. Y. C, R. R.), M. S. O’Connor, Cleveland, 0, 

Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, 0. 
-_ Lackawanna Fast Freight Lines (L. S.-L. L.), (M. C.-L. L) 
(P. M-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C.-L. V.) 
(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S, Fay, New Orleans, La. 

Merchants Despatch (N. Y. C, R. R.), (N. Y. C. R. R. & 
W.S. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O. 

Ontario Central Despatch (M, C. R. R.), J. B. Stewart, New 
York, N. Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa. 

Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. 

MISCELLANEOUS PUBLICATIONS: 

American Short Line Railroads (Reconsigning and Diver- 
sion Rules; also Weighing and Reweighing of Carload Freight 
Rules for Certain Short Line Railroads), B. H. Henshall, Wash- 
ington, D. C. 

Canadian Car Demurrage Rules, W. J. Collins, Montreal, Que, 

Central Electric Traffic Association, L. E. Earlywine, Indi- 
anapolis, Ind. 


‘ Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colum- 
us, O. 


Electric Package Agency, J. Jordan, Cleveland, O. 
— en and Dangerous Articles, B. W. Dunn, New York, 

National Perishable Freight Committee, R, C. Dearborn, 
Chicago, Ill. 

Official Freight Directory of Tariffs, G. B. Guthrie, Wash- 
ington, D. C. 

Open and Prepay Station List, F. A. Leland, St. Louis, Mo. 

Pacific Car Demurrage Bureau, R. C. Mulholland, San Fran- 
cisco, Calif. 

Railway Equipment Register, G. P. Conard, New York, N. Y. 
Rail-Water Lines: 

Tank Car Gauge Book, E. B. Boyd, Chicago, Il. 

Atlantic Seaboard Freight Bureau (Coastwise Steamship 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Eastern and interior eastern points to southern points, 
J. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, La. 

Morgan Line (S. P. Co.), C. W. Owen, Houston, Tex. 

New York Harbor (inland marine and trans-marine corpo 
rations), L. Agnew Myers, Washington, D. C. 


a af enna Brick Mfgrs. Association vs. Abilene & Southern 


et al, 
15628—Kansas Gas Belt Brick Mfgrs. Association vs. Abilene & 
Southern et al. 
5467—Acme Brick Company et al. vs. Abilene & Southern et al. 
(Joint hearing with State Commission of Kansas, Missouri, Okla- 
homa, Arkansas, and Texas.) . 
14617—Acme Brick Company et al. vs. A. & M. R. R. et al. (In 
connection with Docket No. 15467, et al.). 
June 17—Argument at Washington, D. C.: 
12798—Galveston Commercial Association vs. G. H. & S, A. Ry. et al. 
(Relative to—Absorption of terminal charges to shipside at Gal- 
veston and New Orleans; and, relationship of line haul rates to 
Galveston and New Orleans). 


June 18—Washington, D. C.—Examiner Keeler: 


1. and S. No. 2101—Handling charges on cement, fertilizers and salt 
at South Atlantic and Gulf parts. 


1. and S. No. 2141—Definition of the term “handling” at Virginia, 
South Atlantic and Gulf ports. 
June 18—Little Rock, Ark.—Examiner Trezise: : 
‘1, and S. No, 2119—Woven wire cloth from defined territories to 
Arkansas. - 
nm, D.C. 


June 18—Argument at Washi: 
13831—Peerless White Lime Company et al. vs. C. & E. I. Ry. et al. 











June 14, 1924 THE TRAFFIC WORLD 1549 


B.), 

~ Mr. Shipper: 

aa An Exporter, who has been using one of the busy Northern ports exclusively, 
ji was induced to visit Newport News and see for himself the modern facilities 

there available for economical handling of export and import traffic. He took 
back with him a memo of some of the advantages occurring to him as beneficial 

oi to his particular traffic, viz: 

ING 

Ch 1—Saving in freight charges. 

R), 2—Saving through no cartage being necessary. 

, ¢ 3—Saving through accessibility of traffic, if desired. 

L.), 4—-Saving in cost of storage. 

va 5—Saving in cost of insurance. 

wr 6—Saving in costs of handling to and from storage as freight rate in- 

ail cludes this. 

a The above are also at your command. Here is a chance to “cut your costs” 
| and increase your foreign business. C. & O. Railway service is the best. Fur- 

sll ther particulars cheerfully given on application to 

sight 

ol NEWPORT NEWS CHAMBER OF COMMERCE 

Indi- or any C. & O. representative 
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born, 
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et al. 
Okla- 


al. (In View of the Smith Cove Terminal, the Largest Commercial Piers in the World 


The facilities at this Terminal are unexcelled on the Pacific for handling your 


t Gal- 
ates to 


“i IMPORT AND EXPORT CARGOES 


irginia, 


Write Traffic Dept., Bell St. Terminal, for full information 


ries to 





et al. 
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14760 (and Sub. No. 1)—Parkersburg Rig & Reel Co. vs. C. R. L. 
& P. Ry. et al 

— aa Rig & Reel Co. vs. Director General, B. & O. 

. et al. ; 
13506—Parkersburg Rig & Reel Co. vs. St. L.-S. F. Ry. et al. 
13537—Parkersburg Rig & Reel Co. vs. C. M. & St. P. Ry. et al. 
oo, — City, Okla.—Commissioner Cox and Examiner 
ardwell: 

15738—Acme Brick Company et al. vs. Abilene & Southern et al. 

ee Brick Mfgrs. Association vs. Abilene & Southern 
et al. 

15628—Kansas Gas Belt Brick Mfgrs. Association vs. Abilene & 
Southern et al. 

15467—Acme Brick Company et al. vs. Abilene & Southern et al. 
(Joint hearing with State Commissions of Kansas, Missouri, Okla- 
homa, Arkansas, and Texas.) 

14617—Acme Brick Company et al. vs. A. & M. R. R, et al. (In con- 
nection with Docket No. 15467, et al.). 

June 19—Washington, D. C.—Examiner Davis: 

* Finance No. 3452—Operation of railroad by Conemaugh & Black 
Lick R. R; Co. 

June 19—Los Angeles, Cal.—Examiner Eschelman: 

Finance No. 3556—In the matter of the application of Southern Pa- 
cific Company and its lessor, Southern Pacific R. R. Co.. for a 
certificate of public convenience and necessity authorizing the 
abandonment of lines and the abandonment of the operation of 
main line freight and passenger service over lines of applicants in 
the city of Los Angeles, Cal. 

Finance No. 3569—In the matter of the application of Southern Pa- 
cific Company, Southern Pacific R..R. Co. and Los Angeles & Salt 
Lake R. R. Co, for certificate of public convenience and necessity 
for the construction of new lines and extension of lines of road 
in the city of Los Angeles, Cal. 

14778—City of Los Angeles vs. Los Angeles & Salt Lake R. R. et al. 

June 19—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 330—In re tentative valuations of the properties of 


Georgia & Florida Railway and Georgia & Florida Terminal 
Company. 


June 19—Argument at Washington, D. C.: 
1 Rn — Eagle Milling Company et al. vs. Bamberger Electric 
-e 
14132—Oakland Chamber of Commerce vs. Southern Pacific et al. 
14408—Pacific Tank & Pipe Company vs. Southern Pacific et al. 
14540 (and Sub Nos. 1 to 4, incl.)—Pacific Guano & Fertilizer Com- 
pany vs. Southern Pacific et al. 
June 20—Washington, D. C.—Examiner Konigsberg: 
i. and S. No. 2127—Iron and steel articles from Philadelphia, Pa., 
to Delaware, Maryland and Virginia. 
* 1. and §S. No. 2138—Canned goods from Delaware, Maryyland and 
Virginia to New Jersey and Pennsylvania. 
June 20—Argument at Washington, D. C.: 
14852—John M. Desch, T. M., F. M. Jones at al. vs. P. R. R. et al. 
14986—Pioneer Fruit Company and W. G. Micke vs. Central Cali- 
fornia Traction Co. et al. 
14873—W. P. Fuller & Company vs. Southern Pacific Co. 


June 2i1—Argument at Washington, D. C.: 
14948—National Association of Waste Material Dealers, Inc., vs. 
D. L. & W. R. R. 
15090—Holcombe & Sons vs. C. R. R. of N. J. et al. 


June 23—Argument at Washington, D. C.: 

14730—National Association of Ice Cream Mfgrs,. vs. Amer. Ry. 
Express Co. et al. 

14682—Devine & Asselstine et al. vs. A. C. L. R. R. et al. 

14743—Watertown Chamber of Commerce vs. C. & N. W. Ry. et al. 

* 15233—Chaffee Railroad Company vs. Western Maryland Ry. et al. 
June 23—Kansas City, Mo.—Examiner Disque: 

l. and S. No. 2097 (and first supplemental order)—Class and com- 
modity rates from Atlantic Seaboard and defined territories to 
southwestern destinations. 

Portions of fourth section application Nos. 999 et al., filed by 
Agent Sedgman and others, concerning rates on classes and com- 
modities from points in Atlantic seaboard territory, etc., to points 
in Arkansas, Oklahoma, Texas, Louisiana and Kansas. 


June 23—Washington, D. C.—Assistant Director Burnside: 


Finance No. 3652—Excess income of the Cambria & Indiana Rail- 
road Company. 


June 23—Chicago, Ill.—Examiner Cummins: 

Fourth Section Application No. 12383, et al., filed by Agents Coun- 
tiss and Jones, concerning rates on lumber and other forest 
products from points in Oregon, Washington, Idaho, Montana, 
Alberta and British Columbia to points in C, FL A. territory, etc. 
(This hearing involves numerous other applications filed by agents 
and individual lines on various commodities between various 
points in the United States and Canada.) 

Fourth Section Application Nos. 909 et al., filed by O. S. L. R. R. 
et al., concerning rates on grain, flour, millstuffs, hay and straw, 
alfalfa meal and alfalfa feed C. L., from ints on the O. S. L. 
R. R. and connections in Idaho, Montana, Oregon, Utah and het oy 
ming to Texarkana, Ark., Alexandria, Baton Rouge, Lake Charles, 
Monroe, Pineville, Port Chalmette, New Orleans, Shreveport 
West Lake, West Monroe, La., Jackson and Meridian, Miss., an 
Memphis, Tenn., etc. 


June 24—Argument at Washington, D. C.: 

14718—Laurel Oil & Fertilizer Co. vs. Director-General, Central of 
Georgia Ry., et al. 

14870—E] Paso Chamber of Commerce vs. Santa Fe et al. 

ee Chamber of Commerce vs. Alexandria & Western Ry. 
et al. 

14955—Anderson, Clayton & Company vs. Director-General, and Ft. 
Smith & Western R. R 


June 25—Argument at Washington, D. C.: 
ee oe Corporation Commission of New Mexico vs. Santa Fe 
y. et al. 

14930—W. M. Fain Grocery Company vs. L. & N. R. R. et al. 

15160—Jackson Traffic Bureau (For Crystal Springs Mfg. Co.) vs. 
A. & V. Ry. et al. 
Portions of Fourth Section App. No. 2045, filed by Illinois Central 
R. R., concerning rates on box material from New Orleans, La., 
to Key West, Miami and Tampa, Fla. 

14439 (and Sub. Nos. 1 and 2)—The News Corporation, doing busi- 
ness as The St. Joseph-News Press, vs. Mo. Pac. R. R. et al. 
14588—Royal Milling Company vs. Director-General. 
15551—J. S. Kloeber et al. vs. Nor. Pac. Ry. et al. 
14312—Dawson Produce Company et al vs. A. & V. Ry. et al. 
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14496—Harkrider Keith Cooke Co. et al. vs. Abilene & Southern 
y. et al, 


* 14881—Continental Sugar Company vs. N. Y. C. R. R. et al. 


June 26—Augusta, Me.—Public Utilities Commission of Maine: 

Finance No. 3525—In the matter of the application of the Aroostoo, 
Valley Railroad Company for a certificate of public conveniengs 
and necessity authorizing it to construct an extension to its 
present line of railroad. 

June 26—Washington, D. C.—Examiner Law: 

Finance No. 3647—Excess income of the Buffalo & Susquehanna 
Railroad Corporation. 

June 26—Argument at Washington, D. C.: 
14358—West Virginia Pulp & Paper Co. vs. Southern Ry. et al, 
bir Pr vaeemne an Transportation Company et al vs. N. & W. Ry 

et al. i 

June 27—Argument at Washington, D. C.: 

15058—M. K. Piper and Walter L. Piper, trading as M. K. Piper 
Coal Company vs. James S. Blair and David Blair, operating 
The Blair Railroad. 

15065—Lafayette Box Board and Paper Company vs, C. C. Cg 
St. L. Ry. et al. 

15373—Piedmont Oil Company vs. A. & V. Ry. et al. 

15110—Jones & Laughlin Steel Corporation vs. B. & O. R. R. et al, 

June 27—Memphis, Tenn.—Examiner Trezise: 
9702—-Memphis-Southwestern investigation. 
6390—Memphis Freight Bureau vs. St. L. I. M. & §S, Ry. et al, 

(Further hearing with respect to rates on sugar to Louisiana 
points. ) 

June 28—Argument at Washington, D. C.: 

1. and S. No. 1878—Refrigeration charges, Florida, Maryland, 
Pennsylvania and West Virginia to instertate destinations, 

bee aaa Association of Nurserymen vs, Amer. Ry. Ex- 
press Co. 

14886—Black Steel & Wire Company vs. Santa Fe Ry. et al. 
~~. oo Lead & Fluorspar Mining Co. et al. vs. M. & 0, 

. R. et al. 

June 30—Argument at Washington, D. C.: 

' 13832—Gulf Coal Company vs. Virginian Ry. et al. 
14454—Wyoming Coal Company et al. vs. Virginian Ry. et al. 
14889—The Chevrolet Motor Company of California vs. Director- 

General, Santa Fe, et al. 
13623—The Arkansas City Sand Company et al. vs. St. L.-S. F. Ry, 


June 30—Washington, D. C.—Examiner Turner: 


Finance No. 3767—Excess income of Indiana Northern Railway 
Company. 


‘ee ee Chamber of Commerce et al. vs. Arkansas Central 


R. R. et al. 
14838—Buhner Fertilizer Company vs. B. & O. R. R. et al. 


June 30—Memphis, Tenn.—Examiner Trezise: 
1. and S. No. 2137—Combination rule on cotton and cotton linters 
from points in the South and Southwest. 
July 1—Washington, D. C.—Examiner Gerry: 
* 11756--Bangor & Aroostook R, R. Co. et al., vs. Aberdeen & Rock- 
fish R. R. et al. (Further hearing). 
July 1—Argument at Washington, D. C.: 
Val. Dkt. No. 166—In re tentative valuation of the property of the 
Boston Terminal Company. 
Val. Dkt. No. 302—In re-tentative valuation of the property of Gulf 
and Ship Island Railroad Company. 
Val. Dkt. No. 228—In re tentative valuation of the properties of Min- 
eral Range Railroad Co. and Hancock & Calumet Railroad Co. 
Val. Dkt. No. 256—In re tentative valuation of the property of 
the Duluth, South Shore & Atlantic Railway Co. 
Val. Dkt. No. 220—In re tentative valuation of the property of 
Wildwood and Delaware Bay Short Line R. R. Co. 
Val. Dkt. No. 305—In re tentative valuation of the property of New 
Orleans Great Northern Railroad Company. 
Val. Dkt. No. 215—In re tentative valuation of the property of 
Louisiana Railway. & Navigation Company. 


July 2—Memphis, Tenn.—Examiner Trezise: 
1. and S. No. 2107—Commodity rates in Southwestern territory. 


1, and S. No. 2107 (first supplemental order)—Commodityy rates in 
Southwestern territory. 


July 2—Washington, D. C.—Examiner Fleming: 
* 15622—Maxwell Motor Corporation vs. B. & O. R. R. et al. 


July 7—Cleveland, O.—Examiner Mackley: 
* 15924—The Grasselli Power Company vs. A. C. & Y. Ry. et al. 
* 15810—The Canfield Oil Company vs. A. & V. Ry. et al. 


July 7—Wichita, Kansas—EXxaminer Carter: 
* — a Wichita Chamber of Commerce“et'al., vs. A. & V. By. 
et al. 
July 7—New York, N. Y.— Examiner Hunter: 
* I. and S. No, 2122—Grain and grain products, Chicago and Milwau- 
kee to New York harbor deliveries via lake and rail routes. 
July 7—Augusta, Ga.—Examiner McChord: 
* —— of Commerce et al., vs. Aberdeen & Rockfish R. B 
et al. 
July 7—Buffalo, N. Y.—Examiner Gault: 
* 15774—The H-O Cereal Company, Inc. vs. Santa Fe. Ry. et al. 
July 7—Washington D. C.—Examiner Fleming: 
15676—Washington Publishers’ Association et al. vs. Algoma Cen- 
tral & Hudson Bay Ry. et al. 
15844— Washington Publishers Association et al. vs. B. & O. R. B 
et al. 
July 7—Clarksburg, W. Va.—Examiner Butler: 
* 15680—Monongahela Valley Association vs. A, C. & Y. Ry. et al. 
July 7—Washington, D. C.—Examiner Turner: a 
Finance No. 3804—Excess income of the Ligonier Valley Railroa 
Company. 
July 8—Cleveland, Ohio—Examiner Mackley: , 
* 15876—The Columbia Steel Company et al., vs. B. & O. R. R. et 4 
July 8—New York, N. Y.—Examiner Hunter: ‘ to 
* |. and S. No, 2134—Slate from New York and Vermont points 
Buffalo, N. Y. and related points. 
July 8—Detroit, Mich.—Examiner Gault: , i 
* 15699—Clark Equipment Company vs. C. B. & Q. R. R., Director 
General, et al. 
July 9—New York, N. Y.—Examiner Hunter: 
* 15608—F. & O. Cedar Works, Ltd., vs. N. C. & St. L. Ry. et al. 
* 15769—Joseph Dixon Crucible Company et al. vs. P. R. R. et al. 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 


2. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 


8. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


5. An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business. whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- _ 
tion for the 


RAFFICWORL 


=——— TRAFFIC BULLETIN =" 











which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 


THE TRAFFIC WORLD 


500 TONS 


DAILY PRODUCTION 





Folding Paper Boxes, Solid Fibre 
and Corrugated Shipping Cases 


Leaders in every line find Con- 
solidated quality and service 
satisfactory. 


Our daily production of container 
board averages five hundred tons. 
This is converted into Folding 
Paper Boxes, Solid Fibre and Cor- 
rugated containers in our own 
box factories. 


Our facilities are so extensive that 
large orders do not choke up pro- 
duction. We can meet any sched- 
ule and furnish uniform quality 
on orders of any size. 

Samples built to fit your goods—by 

our trained package designers—and 


interesting prices promptly furn- 
ished on request. Write Dept. T. 


CONSOLIDATED PAPER COMPANY 


Monroe, Michigan 


Branch Sales Offices 


Indianapolis New Yerk 
Cleveland Kansas City Pittsburgh 


Baltimore Buffale 
Boston Chicago 
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July 9—Atlanta, Ga.—Examiner McChord: 
* |. and S. No, 2136—Cancellation combination rule on Stone, Georgia 
to Northern, C, F. A, and Western points. 
July 9—Cleveland, Ohio—Examiner Mackley: 
* 15637—The Canton Bridge Company et al., vs. B. & O. R. R. et al. 
Portions of fourth section app. No. 1772, filed by Agent McCain, 
relative to rates on iron and steel articles from Butler, Pa., etc., 
to Canton and Massillion, Ohio. 
July 9—Salina, Kansas—Examiner Carter: 
* 15881—The Salina Chamber of Commerce et al., vs. Alexandria & 
Western Ry. et al. 
July 9—Lansing, Mich.—Examiner Gault: s 
* 15607—Holland Furnace Company vs. Pere Marquette Ry. 
sie = eepunent at Washington, D. C.: 
12942—Diamond Match Company vs, Director-General. 
13318—Boston Wool Trade Association vs. Director-General. 
14247 (and Sub. No, 1)—Wadhams Oil Company et al: vs. C. & N. 
W. Ry. et al. 
July 10—Atlanta, Ga.—Examiner McChord: 
* 15743—Bona Allen, Inc., vs. Boston & Maine R. R. et al. 
July 10—New York, N. Y.—Examiner Hunter: 
* 4 (and Sub, Nos. 1 and 2)—The Barrett Company vs. N. C. & 
St. L. Ry. et al. 
July 10—Washington, D. C.—Examiner Fleming: 
* 15216—John M. Buckland, trading as National Slag Company vs. B. 
& A, R. R. et al. 
July 10—Grand Rapids, Mich.—Examiner Gault: 
* 15698 (and Sub. No. 1.)—Kalamazoo Chamber of Commerce et al., 
vs. C. & O. Ry. et al. 
July 10—Argument at Washington, D. C.: 
11783—The Traffic Bureau of the Douglas Chamber of Commerce 
and Mines et al. vs. Director-General, Arizona Eastern R. R., et al. 
11846 (and Sub. No. 1)—Oklahoma Publishing Co. et al. vs. Direc- 
tor-General, Ahnapee & Western Ry., et al. 
11864—Oklahoma Paper Company et al. vs. Director-General, Ahna- 
pee & Western Ry., et al. 
July 11—New York, N. Y.—Examiner Hunter: 
* 15770—Federal Match Corporation vs. Great Northern Ry. et al. 
July 11—Columbus, Ohio—Examiner Mackley: 
* 4 —E, C. Humphries vs. Director-General. 
July 11—Argument at Washington, D. C.: 
“4 In re rules governing ratings of coal mines, other than 
anthracite, and the distribution of cars to such mines. 
July 11—Kansas City, Mo.—Examiner Carter: 
l. and S. No. 2142—Slack coal, Kansas and Missouri to Nebraska, 
July 12—Kansas City, Mo.—Examiner Carter: 
* |. and S. No. 2144—Absorption of switching charges at Kansas City, 
Mo.-Kan. (2). 
July 12—Fort Wayne, Ind.—Examiner Mackley: 
*1 (and Sub. Nos, 1, 2 and 3)—C. Sherger & Sons et al. vs. 
Boston & Maine R. R., Director-General, et al. 
July 12—New York, N. Y.—Examiner Hunter: 
* 4 a. — & Company vs. Director-General, C. B. & Q. 
. R. et al. 


July 14—Washington, D. C.—Examiner Fleming: 


*1 - stiri Carolina Pine Association et al., vs. A. C. L. R. R. et 
* Fourth Section Order No. 8843—Lumber and forest products to 


points in Eastern Trunk Line and New England territories. 
July 14—Indianapolis, Ind.—Examiner Mackley: 
* 1. and S. N 
articles between points in Illinois, Indiana and Missouri. 
July 14—New York, N. Y.—Examiner Hunter: 
* 1 —South River Lumber Company vs. N. & W. Ry. et al. 
* 15850—Colgate & Company vs. P. R. R. et al. 
July 14—Joplin, Mo.—Examiner Butler: 
* 1. and S. 
Louis, Mo. and related points. 


| 14—Washington, D. C.—Director Mahaffie: 
n 


ance No. 3803—Excess income of the Lehigh & New England 


Railroad Company. 
July 14—Kansas City, Mo.— Examiner Carter: 


* 14261 (and Sub. No. 1)—Loose-Wiles Biscuit Company vs. Santa Fe 


Ry et al. 
July 14—Washington, D. C.—Examiner Burnside: 


* 13668—In the matter of divisions of joint rates, fares and charges 
on traffic interchanged between the Kansas City, Mexico & Orient 
R. R. Co. (Wm. T. Kemper, receiver) and the Kansas City, 
Mexico & Orient Ry. Co. of Texas and their. connections. (Fur- 


ther hearing). 


July 14—Montgomery, Ala.—Examiner McChord: 
* 15667—Alabama Chemical Company vs. Illinois Traction, Inc. et al. 
July 14—Chicago, Ill.—Examiner Gault: 


* 11894—Indiana rates, fares and charges. (with respect solely to 
rates on sand and gravel from pits of the Neal Gravel Company 
and Carmichael Gravel Company, near Attica, Ind., to Attica, 


Ind., etc) 


July 15—Chicago, Il).—Examiner Gault: 
* 15877—Standard Oil Company (Indiana) vs: Santa Fe et al. 
* 15878—Standard Oil Company (Indiana) vs. Santa Fe et al. 


July 15—Kansas City, Mo.—Examiner Carter: 


*15715—R. C. Jackman and C. E, Jackman, co-partners trading under 


the name of Bowersock Mills & Power Co. vs. Santa Fe et al. 
July 15—Meridian, Miss.—Examiner McChord: 


* I. and S. No. 2123—Cotton from Meridian, Miss., to Carolina terri- 


tory. 
July 15—New York, N. Y.—Examiner Hunter: 


*15786—Taunton-New Bedford Copper Company vs. N. Y., N. H. & H. 


R. R. et al. 
July 15—Indianapolis, Ind.—Examiner Mackley: 


* 15817 (and Sub. Nos. 1 to 5, incl.)—Hoopeston Grain and Coal Com- 


pany vs. C. & E. I. Ry. et al. 
July 16—Chicago, Ill.—Examiner Gault: 


* 1. and S. No. 2145—Fresh meats and packing house products, East 


St. Louis, Ill., to C. & O. Ry. stations, 
* 15737—Fortune Products Company et al., vs. Santa Fe Ry. et al. 
July 16—Kansas City, Mo.—Examiner Carter: 


* 12578—Iola Cement Mills Traffic Association et al. vs. Director- 


General, Santa Fe et al. 
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July 16—Indianapolis, Ind.—Examiner Mackley: 

*15795—H. L. Cheney, trading as The Cheney Pulp & Paper Company 
va... A. C. @ FZ. Ry. ot al. ’ 

July 146—Tulsa, Okla.—Examiner Butler: . 

7 Bradford Rig & Reel Company et al., vs. Santa Fe Ry. et aj. 

July 16—Argument at Washington, D. C.: 

13418—Houston Cotton Exchange and Board of Trade et al. ys, 
Arcade & Attica R. R. et al. 

1. and S. No. 2105—Stoves, ranges and furnaces, Michigan points to 
various C. F. A. points. 

July 16—New York, N. Y.—Examiner Hunter: 

* 18808—Tobacco Merchants Association of the United States ys, p, 
R. R. et al. 

July 17—Washington, D. C.—Examiner Haley: . 

Finance No. 3686—Excess income of the Cornwall Railroad Com- 
pany. 

July 17—Indianapolis, Ind.—Examiner Mackley: 

* 11894—Indiana rates, fares and charges. (Hearing with respect to 
rates on bituminous coal from mines in Booneville district jy 
Indiana to Tell City and Cannelton, Ind., etc.) 

July 17—Washington, D. C.—Examiner Fleming: 

% bao ws coory asi Refining Company vs. Alton & Southern R. R, 
et al. 

July 17—Argument at Washington, D. C.: 

bare a. iehaee Virginia Pulp & Paper Company vs. B. & O. R. R. 
et al. 
14531—West Virginia Pulp & Paper Company vs, Ann Arbor R. R. 


et al. 
—e Paper Mills Traffic Association vs. N. Y. C. R. R, 

et al. 

July 18—Chicago, Ill—Examiner Gault: 7 

* a Coal Traffic Bureau vs. Abilene & Southern Ry. 
et al, 

July 18—Hattiesburg, Miss.—Examiner McChord: 

. e P gna S. No. 2106—Lumber from Mississippi Valley points to Slidell, 


July 18—Oklahoma City, Okla._-Examiner Butler: 

* Fourth Section App. No. 12567, filed by Agent Leland, relative to 
rates on vinegar from Oklahoma City, Okla., to points in Texas 
as named in S. W. L. Trf. I. C. C. 1590. 

July 18—Argument at Washington, D. C.: 

l. and S. No. 2096—Lime from Eastern Trunk line points to Pitts- 
burgh, Pa., Youngstown, O., and related points. 

July 19—St. Louis, Mo.—Examiner Carter: 

* 13288 (and Sub. No. 1)—Mississippi Valley Iron Company vs. C. & 
N. . Ry. et al. 

July 19—Keokuk, Iowa—Examiner Mackley: 

* 15832—Keokuk Shippers’ Association vs. Santa Fe et al. Por- 
tions of fourth section app. No. 1766 filed by Agent Emerson, con- 
cerning rates on sugar from New Orleans, La., to Galesburg, 
Lhe ai Rockford, Chicago and other points in Illinois, and Effner, 
nd., etc. 

* 15833—Keokuk Shippers’ Association et al., vs. B. & O. R. R. et al. 

July 21—St. Louis, Mo.—Examiner Carter: 

* 1. and S. No. 2132—Intermediate rule from or to St. Louis-San 
Francisco Ry. stations on lumber. 

July 21—Chicago, Ill—Examiner Gault: 

* 15869—Heller Brothers et al., vs. Director-General. 

July 21—Washington, D. C.—Examiner Fleming: 

* 15701—Electric Short Line Railway Company, W. J. Hield and Ene 
D. Luce, receivers, vs. Santa Fe Ry. et al. 

July 21—Hartford, Conn.—Examiner Hunter: 

*15696—The Clark Brothern Bolt Company vs. N. Y. C. R. R. et al. 

July 21—New Orleans, La.—Examiner McChord: ; 

* 1, and S. No, 2103—Fertilizer from New Orleans and related points 
to Louisiana. . 

July 21—Fort Worth, Tex.—Examiner Butler: 

* 15807—Texas Pacific Coal & Oil Company vs. C. R. I. & G. Ry. et al. 

* I, and S. No. 2102—Transit privileges on grain at points on the M.- 
K.-T. R. R. of Texas. 

July 21—Pueblo, Colo.—Commissioner Lewis: 

13420—The Colorado Culvert & Flume Company vs. Santa Fe Ry. 


et al. 
14121—The Jewel Company, Inc., vs. Santa Fe Ry. et al. 
July 22—St. Louis, Mo.—Examiner Carter: 
* 15703—Milne Lumber Company vs. Director-General, Mo. Pac R. R. 


et al. 
* 15708—Walsh Fire Clay Products Company vs. C. & A. R. R. et al. 
July 22—Fort Worth, Tex.—Examiner Butler: 
* 1. and §S. No. 2131—Cottonseed cake, meal, etc., from Texas t0 
Louisville, Kentucky territory. 
July 22—Cedar Rapids, Ia.—Examiner Mackley: 
* 15904—The Rocbond Company vs, Santa Fe Ry. et al. 


July 22—New Orleans, La.—Examiner McChord: 2 
* 15613—New Orleans Joint Traffic Bureau et al. vs. Beaumont, 5our 
Lake & Western Ry. et al. 


July 23—St. Louis, Mo. Examiner Carter: 
* a and Ninth Districts Coal Traffic Bureau vs. C. R. I. & P. 
y. et al. 


July 23—Albany, N. Y.—Examiner Hunter: f 
* 15154 (and Sub. Nos. 1 and 2)—State of New York-Department 0 
Farms and Markets et al. vs. D. & H. Co. et al. 


July 23—Milwaukee, Wis.—Examiner Gault: 

* 15790—Carnation Milk Products Company vs. Santa Fe et al. 

July 23—Des Moines, Ia.—Examiner Mackley: . & 

* 15839—Greater Des Moines Committee, Inc., vs. Des Moines 
Central Iowa R. R., et al. 


July 24—Memphis, Tenn.—Examiner McChord: : 

* 14898—Memphis Freight Bureau for King-Hasse Furniture Co., 
et al. vs. A. G. S. R. R. et al. a 

* 15793—Memphis Freight Bureau for Binswanger & Company 
Tennessee vs. B. & O. R. R. et al. 

July 24—Des Moines, Ia.—Examiner Mackley: sel 

* 15550—The Board of R. R. Commissioners of Iowa vs. Ann AT 
R. R. et al. 


July 24—Mack, Colo.—Commissioner Lewis: 

12716—Utah Gilsonite Company vs. Santa Fe Ry. et al. 
July 25—St. Louis, Mo.—Examiner Carter: 
* 15363—M. W. Warren Coke Company vs. Santa Fe Ry. et 4l. 
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The Traffic Managers 
Aid to Finance —~ 


Traffic Managers who fully realize the: many advantages and 
conveniences gained through the use of negotiable and non- 
negotiable warehouse receipts for financing “immediate 
need” projects, are recommending this method to those in 
charge of financial affairs—especially at this particular time. 


One well-known manufacturer recently used his COTTER 
warehouse receipts in order to finance the purchase of large 
stocks of raw material. This enabled him to buy at a low 
market rate, and he saved hundreds of dollars on the cost of 
material which he would otherwise have had to buy later at 
a much higher cost. 


Another manufacturer used his COTTER warehouse receipts 
to liquidate his finished products assets. This made it pos- 
sible for him to finance the manufacture of other merchan- 
dise, which he knew to be necessary in order to supply the 
immediate demand. 


A third manufacturer placed his non-negotiable warehouse 
receipts in the name of his bank for the total amount of 
goods on a large contract order which were stored in our 
warehouses. In this manner he was able to borrow 80 per 
cent on the collateral from his bank at once, so as to carry 
on greater manufacturing activities. The purchaser of the 
stored goods then paid the bank as they were withdrawn 
from the warehouse. 


These are but three common incidences wherein are shown 
some of the many benefits derived through the use of ware- 
house receipts. They enable you to liquidate your assets 
within the minimum amount of time and make it possible for 
you to obtain necessary cash with which to carry on greater 
production. 


Further and special information on our service and how you 
can profitably adopt the use of warehouse receipts will be 
gladly given. Please direct your inquiries to our executive 
offices. 
Call your Sales Manager’s attention to our ad— 
' £ “Liguidate your assets thru Warehouse Receipts’’ 
in the July issue of Sales Management. 


YheiilLe COTTER WAREHOUSE Company 
ostablished in 1882 
Akron, Columbus, Mansfield and Toledo 
Executive Offices at Mansfield,Ohio 





| 
WAREHOUSE RECEIPTS 
USED AS COLLATERAL 


FOR CE! STATES 
orsrT RCHANDISE 


OPERATING EIGHT MERCHANDISE 
WAREHOUSES LOCATED IN THE 
RAILROAD CENTERS OF OHIO_¢ 















Building at 
Dallas, Texas 


Located in the 
heart of the city 


Babson says: 


“The time will come wher 
Texas will have the largest pop- 
ulation of any State in the 
country. Wise are the North- 
ern manufacturers and jobbers 
who are now laying their plans 
with this future in view.” 
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The $5,000,000 Santa Fe Terminal 


Your requirements for the South- 
west can be fulfilled in any of its 
four Units. 


UNIT 1. 


UNIT 2. 


UNIT 38. 


UNIT 4. 


Nineteen story modern model finish office 
building and adjoining, ten story wholesale 


display rooms equipped for carrying small 
stocks. 


BONDED PUBLIC WAREHOUSE. Occupied 
by THE DALLAS TRANSFER COMPANY. 
General warehousing, distribution and pool car 
service. Members American Warehouse- 
men’s Association and American Chain of 
— Approximately 275,000 square 
eet. 


Cold storage warehouse for perishable prod- 
ucts—1,500,000 cubic feet capacity—Occupied 
by the Southern Ice & Utilities Co. 


To be occupied by National Distributors. 


All Units connected by five submerged railroad 
tracks entirely out of the way of surface operations 
and interferences, through underground tubes. 


Office 
1, 1925. 
Bonded 
1924, 


Building and Showroom Unit completed Jan. 
Cold Storage Unit Completed Sept. 1, 1924. 
Storage Warehouse Unit completed July 1, 


The Buyers’ Center 


Contract for space in any of its Units by applying to: 


Dallas Transfer Company, Dallas 
Southern Ice & Utilities Company, Dallas 


Terminal Building Corporation of Dallas 


WEST ELEVATION: FOUR COMPLETE UNITS OF THE SANTA FE BUILDING 
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FASTEST STEAMERS 
BETWEEN SAN FRANCISCO ~ 
AND THE stl a 


PLACING ASIA 
AT YOUR VE 
DOORS 


‘THE PIONEER TRANS-PACIFIC LINE °.! 


CSTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS — 


Passengers and Express-Freight 


. From San Francisco to Honolulu, Yokohama, Kobe, 
Highest reepane omens and Manila Lowest 
Marine Insurance 


Ss.S 
Classification . “4 i i Rates 
~ 2 


and every ] 4. days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, IIl. 


Managing Agent U. %, SHIPP ING BOARD 
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R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
1 are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipmerit to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


_ Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


CHICAGO 


CS HARRISBURE 
fe} PHILADELPHIA 


/ BALTIMORE —m 
CINCINNAT % ‘he 
| ; LITIES OF THE 
PRAILROADS 
SYSTEM 


lint 
Toa RC Aa a aM 


ing Co., Chicago, Ill. Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
ae Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. ‘ 
e Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal. Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 










1558 Se THE TRAFFIC WORLD Vol. XXXII, No, 95 


SOUTHERN PACIFIC LINES [ie 


) OFF LINE AGENCIES 
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Latitude and Longitude com 

The Southern Pacific enjoys much latitude in the conduct of 4 

its business—specifically 25 degrees, from the 22nd to the 47th LE. 

parallel north; and even more longitude—specifically 50 degrees, But 

from the 74th to the 124th meridian west. Its rail lines extend sess 

from the 90th to the 124th meridian, or 34 degrees. There is not assi 

to be found on the American continent a transportation com- bec 

pany reaching the wide variety of climate, production, people + 

and industries served by the Southern Pacific Lines. id 

This wide range of activities means a great variety of traffic to > 

these railroad and steamship lines and great variety of location of | 
and opportunity from which to choose for those seeking new 

fields. Visualize it on the map—and for information, but 

ide 

out 

2 cat 

&) Address, “General Agent, Southern Pacific Lines.” &) “ 

’ 0 


—The Postman. Knows Him. 








Soi PACIFIC LINES 


